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@ Joday, with the country’s urgent need for the rapid transportation 
of freight, every available car must be utilized to the fullest for the 


actual transportation of goods. “Dead Time” required for loading 





and unloading must be reduced to the minimum. 


Mercury trucks, tractors and trailers are aiding shippers meet 


this critical need. Loading and unloading cars quickly. Freeing man 





power for more vital duties. Keeping loading platforms clear by the 
rapid movement of materials to warehouse. Permitting the full uti- 


lization of available storage space by stacking to the ceiling rafters. 
> » > > 





Whatever your handling problem, you'll find Mercury can help you. aie 
Included in the extensive line of Mercury equipment are electric and ” 
gas powered tractors, standard and special type trailers, and a com- 
plete line of transporting and tiering trucks in capacities up to 10,000 (i 
Ibs., electric and gas-electric powered. Pub 

For the complete story on Mercury Material Handling Equip- — 
ment write for Bulletin 201-5. ED 
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Liquor on Trains-and Elsewhere 


There is one detail in which the removal of “luxury 
® cars” from passenger trains will not, for many, 
decrease the comfort of railroad travel. .It may be 
assumed that, among the cars discontinued, will be the 
so-called “tap” and “tavern” cars, the atmosphere of 
which generally becomes more and more like that of 
the low-grade saloon as the journey continues. If that 
atmosphere could be confined to a purely saloon car, 
the resulting strain on the comfort and patience of the 
normal traveler would not be so bad. The trouble is 
that, in many instances, the bar occupies a part of the 
car paradoxically designed for the ease and comfort of 
those who like to watch the passing scenery, or read 
a magazine, or listen to the radio. Even where there 
is a car devoted exclusively to drinking, tipplers often 
find their way through the rest of the train to the an- 
noyance of passengers who remain in the space assigned 
to them. 


We are not advocating prohibition nor are we writ- 
ing a temperance lecture. The drinking habits of indi- 
viduals are no concern of ours—but the annoyance to 
passengers on trains at the hands of the few who drink 
too much ought to be of concern to the railroads. We 
have sometimes wondered whether the revenue result- 


ing from the sale of liquor on trains paid for the added 
expense and trouble it caused. High license fees must 
be paid for each car in which liquor is sold. Trainmen 
complain, with justice, of the added responsibility put 
on them by the mixing of drunks with other passengers. 
State liquor regulations make it necessary to shut down 
liquor sales entirely while the train is passing through 
certain states. 

To all this, the answer of the railroad passenger 
traffic man has been that the appetites of those who 
cannot forego liquor for the time of the journey have 
to be catered for as a matter of competition. There may 
be something in that, though it is at least as likely that 
those who prefer a quiet, restful trip would select the 
train on which no liquor was served, were such a train 
available. 


At any rate, it would seem that now would be a 
good time, not only to remove the bars as part of the 
program to take off luxury cars, but to discontinue en- 
tirely the nuisance of selling liquor on trains, except, 
perhaps, with meals in the dining cars. We have a feel- 
ing that passenger traffic men and trainmen would wel- 
come the move provided it were made simultaneously 
on all railroads. If each passenger is now to be confined 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 


Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 


Revision of railroad working rules and agreements to 
prevent pay for work not done. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 
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Kill the St. Lawrence waterway proposal. 

Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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to the seat he has bought and paid for, and liquor is to 
continue to be sold loosely on trains, it follows that the 
drinking will be done in the coaches and Pullman cars. 
There will, thus, be nothing to confine the noise and 
mess of the drinker to any particular car. He will 
carry on his obnoxious activities wherever he happens 
to be sitting—alongside the business man who may 
have some work to do, or his wife or daughter who, in 
even these days of free drinking, is not always pleased 
by the irresponsible vagaries of the man “in liquor.” 
If such a wide variety of things these days can be 
cloaked in the war effort—can be “wrapped in the 
American flag’’—it would seem that crowded travel on 
trains could, by a general abandonment of the sale of 
liquor, be made a little less uncomfortable and the rail- 
roads relieved of a trade that must be burdensome. 


Of course, we realize that we are treading on dan- 
gerous ground if we do not wish to be accused of being 
“reformers” or “prohibitionists.” There is one great 
inconsistency in the American people, usually so level- 
headed. They may, to be sure, be doubtful of the wis- 
com of the various rationing and deprivation measures 
that are being enforced in this war emergency, but they 
at least discuss them as possibly necessary in the war 
effort and, if so, as being proper. But let any one men- 
tion rationing of liquor, the confiscation of liquor stocks 
for the reclaiming of needed alcohol, or the turning 
over of distilleries to a war program, and the cry of 
“prohibition” is at once raised. The advocate of any 
such scheme is not considered as one who would pro- 
pose an economic measure, but as a crank who would 
deprive the citizen of his drink! 


We do not, of course, know, but we have an idea 
that at least the principal reason why the government 
does not give some consideration to a program that is 
tinged with “prohibition” is because it realizes that, 
whether or not such a program might be sound, it would 
furnish an occasion for utter refusal on the part of the 
public to “go along’; and, if the public refused to do 
without its liquor, it might carry the logic of its refusal 
to the point where it would object to cooperating in 
other rationing schemes. So we save on sugar and 
coffee, tires for our cars, gasoline for the same, cuffs on 
our trousers, girdles for our lady friends—but we can 
drink all we please, even though what we drink has a 
large content of what the government needs in its war 
program—alcohol. 


How government, in its propaganda for economy 
on the part of the citizen, neglects its own opportunities 
and how it is assumed that everything a government 
employe—especially a member of Congress—does is 
“essential,” is illustrated by the suggestion of Chair- 
man Latimer, of the Railroad Retirement Board, that, 
because that board’s office has been moved from Wash- 
ington to Chicago, direct wires should connect the office 
in Chicago with Washington so that a member of Con- 
gress, desiring to know something about a claim by one 
of his constituents, “could pick up the telephone, per- 
haps through the government exchange, and call us in 
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Chicago precisely in the same way they now call us!” 
Of course, a member of Congress couldn’t write a letter 
about a matter of this kind and, of course, all we hear 
about the telephone company being swamped with work 
in the war emergency is “the bunk!” 


It is usually the case that the more you contem- 
plate a rotten thing the greater the rottenness grows, 
For instance, free transportation. Now the Internal 
Revenue Bureau rules that the five per cent tax on 
passenger tickets does not apply to passes! A man with 
a pass not only does not pay anything to the railroad, 
but he pays nothing to the government, though a “pay 
passenger,” with the same kind of transportation, must 
pay a tax. And again, and worse, the rail carriers, with 
one notable exception—the Santa Fe—have agreed to 
grant free transportation to railroad employes who en- 
gage in military or naval service, just as if they were 
still working for the railroads. Thus, not only does the 
railroad man transferred to government service con- 
tinue to get free transportation, but the man who takes 
his place on the railroad also gets passes, when the 
length of his service permits it, thus doubling the num- 
ber of men entitled to them, so far as this category is 
concerned. This is part of the agreement preserving 
their railroad seniority rights—which, of course, could 
not be preserved without the pass privilege! 


And now we are to have a campaign to gather up 
scrap rubber. Automobile users will probably welcome 
it as a substitute, at least in part and for the time being, 
for radical rationing of tires and gasoline, but those 
who recall the waste paper and old aluminum fiascos 
will still be a little doubtful of the necessity for this new 
drive. President Roosevelt does well to get the facts 
before he acts. We hope he gets them. 


The reason for an order would be the same reason that led us 
to substitute the draft for the volunteer enlistment of our armies. 
No order is worth the paper it is written on unless it has the support 
of a majority of the people. Given that support, it has the virtue of 
bringing the heedless, selfish, or unprincipled minority into line. It is 
the only way of protecting the good against the bad and of accomplish- 
ing just uniformity in results—Director Eastman in his Cleveland 
speech this week. 


That is exactly what we have been saying about 
orders as contrasted with pleas for and promises of co- 
operation in bringing about transportation efficiency. 


RESTRICTIONS ON TRAVEL 

Henry F. McCarthy, director of the division of traffic 
movement of the O. D. T., has urged the planning of vacations 
close to home this year to relieve public transportation facili- 
ties. 

In a statement describing how the war economy must reach 
into every home in the nation, Joseph L. Weiner, deputy direc- 
tor of the division of civilian supply of the War Production 
Board, spoke of the situation in the east created by lack of 
transportation for petroleum products. He urged the buying of 
coal now to relieve transportation facilities this fall. He said 
transportation difficulties “undoubtedly will have broad effect 
upon our daily lives,” and added: 


For example, there will be fewer bridge parties, unless the ladies 
have only short distances to go to the home of the hostess. There 


will be less social life in the evening unless it is confined to the 
neighborhood. Mr. and Mrs. America will have to get acquainted 
with their neighbors, trade at their neighborhood stores, attend thel! 


neighborhood movies, accept a greatly curtailed variety of goods and 
dispense with the customary desire for a change of scenery. 
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Current Jopica 


IN WASHINGTON 





When President Roosevelt held his re- 
cent conference on the rubber situation 


Roosevelt's (elsewhere in this issue) it was attended 
by twelve men, two of them members 
Quorum of of his regular cabinet. Irreverent per- 


sons thought of the New Testament 
twelve. 

Less irreverent ones, familiar with 
the organization of both branches of the 
Church of Latter Day Saints of Jesus Christ, commonly called 
Mormons, thought of the “Quorum of Twelve Apostles” of 
which the late Senator Reed Smoot was one. The twelve who 
gathered around the President’s conference table were Jesse 
Jones, a cabinet member; Leon Henderson, the lord of prices; 
Joseph B. Eastman, the boss yardmaster and traffic manager 
of all agencies of transport; Harold Ickes, a member of the 
cabinet and well-known purveyor of fresh eggs from his farm 
in Maryland; Ralph K. Davies, one of the bosses of the petro- 
leum industry; Robert Patterson, Under Secretary of War; 
Harold Smith, Budget Director, who is not, in the view of some, 
able to do much directing; Wayne Coy, his assistant director; 
Donald Nelson, War Production chairman; Arthur B. Newhall, 
War Production Board rubber coordinator; Joel Dean, after 
whose name there is an interrogation mark; and Archibald 
McLeish, Office of Facts and Figures. 

They, under the guidance and direction of the President 
of the United States, constitute one of the most powerful 
coteries of men in the world. 


Twelve Apostles 





Some of those old enough to recall the 
joyous reception in Washington of the news 


Americans of Dewey’s smashing of the Spanish squad- 
ron in Manila Bay in May, 1898, and the 
May Be Be- popular uplift when Schley obliterated the 


Spanish armored cruiser squadron off San- 
tiago, Cuba, two months later, wondered 
why there was no greater bubbling over 
when news came of the fight at Midway. 

The McKinley administration, in 1898, led the cheering 
multitude. It is noted that there has not been a great cheer 
leader in this administration. At times, in the first World 
War, some thought there was an effort to keep the people 
from becoming worshipers of war heroes, lest there be an 
upsetting of political apple carts such as followed the Civil 
War. At that time the men who had been popular figures in 
that fratricidal struggle, on both sides of it, took charge of 
political affairs. 

The “bloody shirt” was waved in both the North and South. 
The Democrats were so much impressed that, in 1864, they 
nominated Gen. George B. McClellan for the presidency. Abra- 
ham Lincoln became so dejected that he feared defeat. And in 
1868, 1872, 1876, and in 1880, heroes of that war were named as 
candidates for the presidency, Grant winning in the first two 
mentioned years, and Hayes in 1876, though the Democrats 
always contended that Tilden had really won. In 1880 Garfield 
was the successful Civil War soldier. In 1888 came Harrison. 
In 1896 came William McKinley, who was not a Civil War 
hero, but merely one of the millions of men without high mili- 
tary rank. With him, in 1900, came Theodore Roosevelt, the 
Rough Rider of the Spanish American War. 

The inner council of the McKinley organization did not 
want him as McKinley’s running mate. But “Boss” Platt, of 
New York, and “Boss” Quay, of Pennsylvania, both wise poli- 
ticlans, named him against the wishes of William McKinley 
and Marcus A. Hanna, McKinley’s political friend and man- 
ager. They preferred John D. Long, Secretary of the Navy, 
under whom “Teddy” Roosevelt had served as Assistant Secre- 
tary. Theodore Roosevelt, who had been elected governor of 
New York in 1898 by a relatively narrow margin, went to the 
Philadelphia convention in 1900 vowing he would not take 
Second place on the McKinley ticket. Sub-Boss Penrose, of 
Pennsylvania, who had been at Harvard with “Teddy,” was 
heartily in favor of Roosevelt, though Quay and Platt were 
Suspected of a determination to get rid of Theodore, who was 
not a governor to their liking. 

Admiral Dewey, the winner at Manila Bay, got some boost- 


coming Blasé 
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ing for political honor, but he was no such figure in politics as 
were the Civil War officers. No one with political sense took 
him in hand to capitalize on his victory. The McKinley admin- 
istration, through Secretary Long, of the Navy, gave Dewey 
full publicity. His dispatches, telling about the fight, were read 
to the newspaper men as they came in by cable. That was the 
day before communiques that sometimes read as if they have 
been prepared with a view to preventing popular enthusiasm, 
notwithstanding they have some flavor, as, for instance, when 
one of them contained the language indicating the battle of 
Midway might turn out to be a momentous victory. But the 
enthusiasm provoking news was “played down” soon thereafter 
by words of caution from admirals sitting in office chairs. 

When Secretary Long read Dewey’s dispatches there were 
few desks on which the newspaper men could take notes. 
Hanna was among the reporters. There was no private infor- 
mation for him. But it was well that he was there. Gus J. 
Karger, a Cincinnati newspaper man who knew him well, made 
him bend over so he could use the senatorial back as a desk 
on which to take notes for “flashes” as Long read the Dewey 
messages. That day, at least, the McKinley campaign man- 
ager was a good public servant. 





It may be that “aginess” against 
sin is relaxing among railroad em- 
ployes, or it may be that they are 
being found out more readily or 
have become more talkative. 

Any man who in his youth had 
familiarity with railroading knew 
that the burning of the crown 
sheet of a locomotive, generally 
speaking, was such a horrible sin that he who permitted it, 
if he survived, became an outcast. It seemed relatively rare. 
Yet, only a short time ago the Commission made public three 
reports about “overheated” crown sheets. It made reports 
about those instances because they resulted in the death of 
employes. A layman, as a rule, believes it unthinkable that 
men in a locomotive could be so forgetful or negligent in the 
inspection of valves or glasses as to allow water in the boiler 
to get so low that the crown sheet becomes hot enough to cause 
an explosion when water reaches it. Yet three times in one 
week the Commission told of the melancholy failures that took 
the lives of men within the reach of the blast caused by the 
instantaneous creation of a violent head of steam. 

The other sin was committed by the writer of fourth -sec- 
tion application No. 19844, in which railroads desiring to haul 
cotton bags, etc., from the South to Western Territory, through 
a corner of Official Territory, asked relief so as better to meet 
the competition of carriers by motor vehicle. He repeated a 
declaration that had been made in another application. The 
railroads, in the application to which reference was made, said 
they desired relief because, among other things, the shipper 
could look at a motor carrier tariff and see what he would 
have to pay. The application writer said that, before the 
shipper might determine what his actual charges for rail trans- 
portation would be, he “must consult complicated minimum 
rate sections of the tariff to ascertain whether the published 
rate was also the rate on which his charges would be assessed.” 


Unforgivable Sins by 
Railroad Men Rather 
Common These Days 





Isaiah and some whose names are 
associated with his, gained im- 
mortal fame with their prophecies. 
There’s not a chance of that sort 
for those who are willing to pre- 
dict that the Commission’s deter- 
mination to give a few months 
trial to the plan of making changes 
in minimum motor rates to the 
rail method, will be extended much beyond that period. 

But there are some who believe it is common sense for the 
Commission to make the longer trial. It is a complex procedure 
that is now followed. The first step is for one of the motor 
rate bureaus to file a petition to have the minimum rate order 
changed so as to permit the publication of changes as therein 
indicated. It is suspected that some read such a petition. It is 
suggested that it is a fair proposition that shippers, generally, 
may not be counted among the readers. 

The petitions get some publicity. They are too long and 
too complex. So the proceeding turns out to be one in which 
the participants are the proponents and disagreeing motor car- 
riers. The Commission makes a report on the petition. That, 
too, gets little publicity, because it is hard to come to a conclu- 
sion as to what is of some concern and what is of minor interest. 

And, after all that is done, tariffs are filed. They are 
things those interested in rates on particular commodities can 
have before them for study. But, inasmuch as the Commission 
has approved the changes that are published, the matter be- 


Improvement in 
Minimum Motor Rate 
Change Procedure 
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comes a closed incident, unless someone chooses to file a formal 
complaint. 

Under the rail method, when a particular railroad or group 
of railroads desires to make changes, tariffs, subject to protest 
and suspension, are filed. They are things into which traffic 
men can sink their teeth and growl about. The railroads, when 
they docket proposed changes for consideration by interested 
shippers, do not always receive the attention of shippers who 
should be interested. But they know that, when their tariffs 
are filed, they will receive close scrutiny. Tariff watchers in 
Washington direct the attention of shippers, who should be 
interested, to what is going on. The result, often, is the filing 
of requests for suspension. If the representations made by 
protestants appear to have weight, the Commission issues a 
suspension order. Then, after hearing, the regulating body 
gives judgment. 

In the motor carrier technique that is being laid aside, the 
Commission gives its judgment before there is as much of a 
certainty that the matter has been brought to the attention of 
as large number of those who should be keen about the matter 
as seems probable under the procedure with regard to rail- 
road rates. 

Inasmuch as nearly all rail rates have been prescribed or 
permitted by the Commission, they are, for practical purposes, 
as much Commission-prescribed minima or maxima, or both, 
as any motor carrier rates. But they have not been regarded 
as nearly so sacrosanct as the minimum motor rates covered 
by the Commission’s orders that now have had the sacred cover 
removed from them for the duration of the experimental period. 


Many of those who questioned and still question the wis- 
dom of the Commission’s duplication, in its Bureau of Motor 
Carriers, of the older functional organizations, admit that, for 
policy’s stake, it was wise to make the duplication. The fear 
of motor carriers of a railroad-minded Commission was real, 
even if not something clear-headed men could approve. But the 
gradual merging of functions and techniques, it is believed, 
will be good for all concerned. To real rate men, a raie is a 
rate, no matter by what manner of carrier it may be made, and 
is to be considered as such.—A. E. H. 


Freight Forwarder Act Postponed 


At the request of Acme Fast Freight, Inc., and! other for- 
warders, the Commission, as authorized in the act, has post- 
poned the effective dates of sections 405, 415 and 409 (a) (2) 
and (3) of part IV of the interstate commerce act, relating to 
the regulation of freight forwarders. The postponement of 
sections 405 and 415 is until September 1 and of section 409 
paragraphs to July 1. 

The Commission, June 12, also announced the suspension 
to July 1 of the effective date of section 409(a) (1). 


Section 405 requires forwarders to file tariffs. Section 409 
provides a period within which rates and charges may be estab- 
lished pursuant to the provisions of section 408; and section 415 
pertains to allowances to shippers for transportation services 
performed by them (see Traffic World, May 15, p. 1291). 


The petitioning forwarders reminded the Commission that 
sections 405 and 409 imposed on them the duty to file tariffs 
within the time specified therein. Section 409 (a), they said, 
provided, among other things, that the provisions of part II 
(motor carriers) should apply with respect to joint rates or 
charges and the divisions thereoffas though such joint rates had 
been established under that part of the act. A proviso in 
section 409 (a), they pointed out, required that certain things 
be done by them within 30 days after the date of enactment. 


As the Commission knew, said the forwarders, it had 
accepted certain tariffs filed by them prior to October, 1939, 
and had rejected a number of additional tariffs tendered for 
filing. Many other tariffs, they said, were not filed or tendered 
for filing. In that situation, they said, it would be difficult for 
them to determine which might be said to be applicable in a 
given case under the provisions of section 409 (a). Moreover, 
in addition to those uncertainties and difficulties, they said, 
the work of adjusting them and preparing the necessary tariffs 
was such as to make it practically impossible to comply with 
the provisions of section 409 (a) unless the effective date was 
postponed. 

The forwarders said they desired a postponement of sec- 
tion 405 because additional time was necessary for them to 
check and prepare tariffs. Such postponement, the forwarders 
said, would maintain the present statutory relation between 
sections 405 and 409 with respect to the filing of the tariffs. 
They asked for the postponement of section 409, in its entirety, 
to July 1 and of section 405 to August 30. 

Although the matter had not been settled as of June 9 it 
was believed the tariff section of the Bureau of Motor Carriers 
would put forwarder tariffs in its files. Existing joint rates 
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are with motor carriers to an overwhelming preponderance, 
if not completely. 

The Commission has indefinitely postponed its orders in 
MC 2200, Acme Fast Freight, Inc., et al., Common Carrier Ap- 
plication, and Ex Parte MC 31, Tariffs of Forwarding Com- 
panies, on account of the enactment of legislation providing for 
the regulation of forwarders. The orders indefinitely postponed 
directed the striking of forwarder tariffs from the Commission's 
files because, it said, there was no authority for the filing of 
such tariffs. The last effective date was July 1. 

After the Commission had postponed the effective date of 
sections 405 and 415 to September 1 and of sections 409(a) 
(2) and (3) to July 1, on request of Acme Fast Freight, Inc., 
and other forwarders, the forwarders filed another petition 
asking the Commission to postpone the effective date of sec- 
tion 409(a) (1) as well, to July 1. 

The petitioning forwarders pointed out that the section 
mentioned by them, by its terms, provided that joint rates, 
charges and concurrences contained in tariffs theretofore filed 
should become effective without notice as of the date of the 
enactment of this part (May 16), unless the parties, within 
30 days after that date, canceled such rates, charges and con- 
currences. The forwarders pointed out that the tariffs within 
reach of the subsection 1 of section 409(a) were filed to be 
effective April 1, 1935, and at various dates thereafter. 

After the decision of the Commission in the Acme case. 
the forwarders said, it rejected the supplements and tariffs filed 
by the petitioners. They said it would be very difficult, if not 
impossible, for them to prepare tariffs and supplements by 
June 14. Therefore, they said, it would be seen that unless 
subsection 1 of section 409(a) was postponed, they might be 
subjected to civil liability in large amounts, based on the 
difference between the rates named in the original tariffs, and 
the higher one exacted. They said they might also be subjected 
to fines and penalties. 

The Commission, by order, under section 17 of the inter- 
state commerce act, has assigned work caused by part IV, 
relating to forwarders, to its various divisions. For instance, 
rate work is assigned to divisions 2 and 3, and work relating 
to accounts, records and reports of freight forwarders, is as- 
signed to division 1. 


FREE TRANSPORTATION 


Users of passes entitling them to free transportation on 
railroads and other carriers are not required by the revenue 
act to pay the 5 per cent tax purchasers of passenger tickets 
must pay, according to information obtained at the Bureau of 
Internal Revenue in response to an inquiry. 

The inquiry was made because persons using passes to 
enter a theater, for example, are required to pay the same tax 
on admissions they would pay if they bought their tickets. It 
is all a matter of law, according to revenue bureau officials. 
Users of transportation passes escape payment of a tax because 
the law does not provide for collection of a tax as to them. 
Admission taxes, however, must be paid by users of passes for 
amusements. 

All rail carriers, except the Santa Fe, according to an an- 
nouncement made by the so-called standard railroad unions, 
have agreed to grant free transportation to railroad employes 
while engaged in military or naval service to the same extent 
as though they were engaged in the active service of the com- 
pany. This provision is part of an agreement preserving senior- 
ity and job rights of railroad employes while engaged in naval 
or military service so that they will be restored to such posi- 
tions, including rights to promotion, to which accumulated 
seniority entitles them, the same as if they had remained in 
railroad service. 





LAND GRANT RATE REPEAL 


The House committee on interstate and foreign commerce 
is working on a revision of H. R. 6156, the land grant rate repeal 
bill recommitted to it April 29 by the House (see Traffic World, 
May 2, p. 1183). The objective, it is understood, is to meet 
principally the contention made in debate in the House that 
railroads should turn back to the government lands now owned 
by them and obtained under land grant laws, if full commercial 
rates were to be applied on all government shipments. The 
lands, not used for carrier purposes, amount to approximately 
20,600,000 acres, valued at $9,116,500, in an estimate submitted 
by the Department of Agriculture. Relinquishment of these 
lands to the government was urged by Grover B. Hill, Acting 
Secretary of Agriculture, in a letter to Representative Colmer, 
of Mississippi. That price, he contended, should be exacted for 
repeal of the land grant rates. The bill in question would repeal 
application of reduced land grant rates to military and naval 
traffic of the government. Government traffic not so defined 
now bears the regular tariff charges of the railroads. There 
are disputes, however, between the government and the rail- 
roads as to what constitutes naval and military traffic entitled 
to land grant reduced rates. 


Ji 


req! 
que 
pro) 
eigr 
tati 
and 


Wha 
sho 
rate 
ther 


Wa 
4, 

Ap! 
498 
$31 
bili 


Rai 
fer 
bor 
seri 
in 

mig 


pric 


LD 


nce, 


; in 
Ap- 
om- 

for 
ned 
on’s 
z of 


e of 
I(a) 
Inc., 
ition 
sec- 


‘tion 
ates, 
filed 

the 
ithin 
con- 
ithin 
» be 


case. 
filed 
not 
s by 
nless 
t be 
the 
and 
-cted 


nter- 
. av, 
ance, 
ating 
S$ as- 


n on 
enue 
“kets 
iu of 


s to 
» tax 
a 
cials. 
ause 
hem. 
s for 


1 an- 
lions, 
loyes 
xtent 
com- 
nior- 
naval 
posi- 
lated 
2d in 


nerce 
epeal 
Jorld, 
meet 
- that 
wwned 
ercial 

The 
iately 
nitted 
these 
\cting 
ylmer, 
»d for 
repeal 
naval 
efined 
There 
» rail- 
stitled 


June 138, 1942 





Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Status of Wharfingers 


Wharfingers, as such, the Commission has found, in Ex 
Parte No. 144, Status of Wharfingers, are not common car- 
riers. But it also has found common carriers by water to 
be subject to the requirements that the carriers’ tariffs plainly 
show all the terminal facilities and services of such carriers 
or wharfingers that are used in or in connection with the re- 
ceipt, transfer, or delivery of passengers or property in trans- 
portation subject to part III, the part pertaining to water car- 
riers, and all of the rates, fares, charges, rules, regulations, and 
practices in connection therewith. 

Those findings are the controlling parts as to the Com- 
mission’s self-instituted proceeding to determine the extent of 
its jurisdiction over persons, corporations, municipalities or 
state governments operating terminal facilities generally re- 
ferred to as wharves or docks when they do not operate vessels 
that are clearly subject to its jurisdiction. 

No testimony was taken, the inquiry being as to the law 
on the subject, there being no question of fact needing de- 
termination. Instead the Commission received briefs on the 
subject and listened to oral argument. Their property is used 
in transferring persons and property between vessels and the 
land. Generally, the report said, a charge for dockage, was 
levied against the vessels, but that charges for the use of other 
facilities were frequently made against the cargo and were paid 
by the shipping public. In some instances, it added, charges 
were likewise levied against carriers, both rail and motor, 
for en used in delivering or receiving freight to and from 
vessels, 

The sum of transportation charges assessed by wharfingers, 
the report said, was an important factor in determining the 
total cost of water transportation. The services rendered by 
wharfingers were rendered to the public generally and were 
not the subject of individual contracts with particular shippers. 
It was clear, said the report, that if wharfingers were carriers 
they were common and not contract carriers. It said that part 
III did not, by express terms, confer jurisdiction on the Com- 
mission to regulate the activities of wharfingers. It said, how- 
ever, that section 302 (g) (h) defined transportation subject to 
part III as including the “use” of wharfinger facilities such 
as any warehouse, wharf, pier, dock, yard, grounds or any 
other instrumentality or equipment of any kind used in or in 
connection with transportation by water “irrespective of own- 
ership or of any contract, express or implied, for such use.” 

The Commission’s findings, other than the one that wharfin- 
gers, as such, are not common or contract carriers are: 


That common carriers by water subject to part III of the act are 
required to provide terminal facilities and services upon reasonable re- 
quest therefor, in the receipt; transfer, and delivery of passengers and 
property in connection with transportation by water in interstate or for- 
eign commerce. 

That when the terminal services are provided by a common carrier 
by water, the carrier’s tariffs must specifically show that the transpor- 
tation includes such services, or must show separately the rates, fares, 
and charges therefor; and 

That if a common carrier’s terminal services are performed by a 
wharfinger, the carrier’s tariff filed with this Commission must plainly 
show all of the terminal facilities and services provided, and all of the 
ete fares, charges, rules, regulations, and practices in connection 
therewith. 


WABASH RECEIVERSHIP 


In a third supplemental report in Finance No. 13010, 
Wabash Railway Co. Receivership, the Commission, by division 
4, has modified its prior orders of December 31, 1941, and 
April 28, 1942, authorizing the Wabash Railroad Co. to issue 
498,186 shares of common stock, certain bonds and _ notes, 
$31,106,700 of preferred stock, to assume obligation and lia- 
bility in respect of certain securities of other companies, etc. 

_The purpose of the modification is to permit the Wabash 
Railroad Co. to issue, in respect of the common stock, pre- 
ferred stock, first mortgage bonds, general mortgage income 
bonds, series A, general mortgage income bonds, series B, and 
Serial collateral 1% per cent notes, series A, scrip certificates 
In lieu of fractions of shares of stock, bonds, and notes as 
might be necessary in reorganization of the Wabash Railway 
Co., and to pledge under its general mortgage, subject to 
prior pledge under the first mortgage, not exceeding $4,533,000 


of pledged collateral 1% per cent notes, series B; the capital 
fund to be established in connection with the first mortgage 
and the general mortgage and the sinking fund provision for 
the general mortgage income bonds “to be as shown in the 
executive forms of the respective mortgages and this supple- 
mental report.” 


Plea of Stockholder Denied 


The Commission, by Commissioner Porter, has denied the 
petition of Louis Friedman to intervene in MC F-1506, Kellogg 
Express and Draying Co.—Control—Napa Transportation Co., 
Friedman, was described in the denial as a minority stock- 
holder in the applicant company. 


In his application for leave to intervene Friedman said he 
owned, personally and through nominees, 3315 per cent of the 
outstanding stock of the Kellogg Company. He said he was 
asking leave to intervene for the purpose of objecting to the 
acquisition of the Napa Transportation Co. by Kellogg and 
the control of Kellogg by Lloyd E. Swayne through the pur- 
chase of additional stock to be issued by Kellogg. Swayne, 
according to the application, is president of Kellogg. 


Friedman said that if permitted to intervene, he desired 
to introduce evidence to establish that Kellogg was not in a 
financial position to acquire Napa Transportation, or to bor- 
row money with which to purchase it. The evidence, Fried- 
man said, would show that since the operation of Kellogg by 
Lloyd E. Swayne, the president, and Henry F. Hiller, a di- 
rector and officer, the company had lost approximately $43,000 
since March, 1940, and that as a result thereof the company 
was in a “precarious financial condition”; that since the first 
decision in this case, on November 5, 1941, the company lost, 
in December, 1941, $3,788.11, that in February, 1942, the 
company lost $2,402.69 and that at the end of February, 1942, 
the company had “a surplus deficit of $34,406.61” and that at 
that time it had current liabilities and demand notes of a total 
of approximately $166,000 without adequate assets or funds to 
discharge the liabilities. Friedman said he further desired to 
show it was not for the best interests of the Kellogg Company 
or the public that Kellogg acquire control of Napa T'ransporta- 
tion Co. In addition Friedman said he desired to show that the 
officers and directors of Kellogg, to-wit, Lloyd Swayne and 
Henry T. Hiller were not operating the company for its best 
interests, but were dominating the company for their personal 
benefit and for the benefit of the San Francisco Warehouse 
Co. controlled by the selfsame directors. The petitioner said 
he further desired to show that the application in this matter 
of the Kellogg Company to issue and sell stock of the value of 
$140,000 was not made in good faith. 


Bull Ship Line Operations 


In a report in W-521, Bull Steamship Line, common carrier 
application, the Commission, by division 4, has issued a certifi- 
cate authorizing the applicant, a wholly-owned subsidiary of 
the A. H. Bull Steamship Co., to continue operation as a com- 
mon carrier by sclf-propelled vessels in the transportation of 
commodities generally, between specified ports on the Atlantic 
and Gulf coasts. It found the applicant to have been engaged 
in such operation on January 1, 1940, the “grandfather” date, 
and continuously since, except as to an interruption beyond 
its control, brought about by diversion of its ships to govern- 
ment service. Certain operations applied for, however, were 
found not “continuous” by reason of voluntary abandonments. 


On January 1, 1940, the report said, applicant was operat- 
ing eight ships with an aggregate of approximately 45,000 dead- 
weight tons, all of which were chartered from the parent com- 
pany. Diversions to the shipping pool of the U. S. Maritime 
Commission for national defense purposes made since June, 
1941, it said, had reduced applicant’s fleet at the time of the 
hearing to five ships aggregating about 25,000 deadweight tons. 


Applicant admitted that it had not handled traffic between 
New York Harbor and south Atlantic ports, other than Fort 
Pierce, Fla., since the “grandfather” date, said the report. 
It added that applicant ‘must have actually been engaged in 
such operation before it is entitled to the authority sought,” 
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and cited in support thereof, McDonald vs. Thompson, 305 
U. S. 263, 266. 

In 1940 applicant voluntarily abandoned service to and 
from Lake Charles, La., between Beaumont, Tex., and Pensa- 
cola, Fla., and between Beaumont and Port Newark, N. J., 
said the report, adding that service to and from Beaumont, 
however, was resumed several months later. From and to the 
other ports operation was continuous until about June, 1941, 
when some involuntary curtailment resulted from the diversion 
of some of applicant’s vessels to the Maritime Commission. 
Such curtailments, therefore, the report said, were beyond 
applicant’s control. Because of this diversion, it said, the re- 
maining vessels were not, at the time of the hearing, held to 
strict itineraries, their operation being conducted so as to 
meet the greatest needs. To the extent that applicant’s opera- 
tions had not been continuous, due to voluntary abandonments, 
it added, the application would be denied. 

“Since the hearing applicant has suspended all services 
covered by its application and authorized by this report,” says 
the Commission. “This interruption to service was caused by 
the fact that the United States Government has taken ap- 
plicant’s vessels for operations essential to the war. Applicant 
has submitted satisfactory evidence that the vessels were so 
taken by the government. Such interruption to service is be- 
yond the control of the applicant within the meaning of the 
provisions of section 309(a) of the act.” 

The Commission found that the applicant had been in 
operation on January 1, 1940, and continuously since, between 
New York Harbor and the ports of Fort Pierce, Tampa, St. 
Petersburg, Port St. Joe, Pensacola, and Corpus Christi, be- 
tween Baltimore and the ports of Charleston, Jacksonville, 
Fort Pierce, Miami, Tampa, St. Petersburg, Port St. Joe, 
Pensacola, Beaumont, and Corpus Christi, and between the 
ports of Charleston, Jacksonville, Fort Pierce, Miami, Tampa, 
St. Petersburg, Port St. Joe, Pensacola, Beaumont, and Corpus 
Christi, except for interruptions to service beyond its control 


and except that it did not so operate between Beaumont and 
Pensacola. 


WATER APPLICATION WITHDRAWN 


_ By an order in W-411, M. G. Wright, contract carrier ap- 
plication, the Commission, by division 4, has dismissed the 
application of that carrier for a permit to continue operation 
as a contract carrier by water under section 309 (f) of the 
interstate commerce act. Applicant requested that it be per- 
mitted to withdraw the application. 


LEXINGTON TERMINAL ET AL. ABANDONMENT 


At the request of the applicants, the Commission, by divi- 
sion 4, by an order, has dismissed, without prejudice, Finance 
No. 13653, application of the Lexington Terminal Railroad Co. 
to abandon, and of Atlantic Coast Line Railroad Co. and Louis- 
ville & Nashville Railroad Co. to abandon operation of, a line 
of railroad from Crawford to Lexington, in Oglethorpe county, 
Ga. Abandonment of the 2.87-mile line was opposed by com- 
misssioner of Oglethorpe county and others. 


South-North Class Rate Relief 


With Commissioner Alldredge expressing the belief that 
relief was warranted over direct as well as circuitous routes, 
the Commission, in fourth section order No. 14656, Various 
Commodities from South to North, has granted relief over 
the indirect routes but denied it over direct routes for rates 
prescribed in the supplemental report in State of Alabama vs. 
New York Central, 235 I. C. C. 255; 237 I. C. C. 515, com- 
monly called the southern governors’ case. The relief is as 
to carloads and less-carloads. 

The relief was granted in a report on fourth section ap- 
plication No. 18384, including also fourth section applications 
Nos. 19069 and 19301. The title application was filed by J. G. 
Kerr, as agent for the defendants in the complaint case men- 
tioned. They sought authority to establish and maintain, over 
class-rate routes, the rates prescribed in the supplemental re- 
port, on specified commodities, from points in southern terri- 
tory to destinations in central, trunk-line and New England ter- 
ritories, including southern and official territory border points, 
without observing the long and short haul provision of the 
fourth section. Relief over circuitous routes, the report said, 
was authorized temporarily in fourth section order No. 13817, 
dated May 3, 1940. The carriers asked that that order be 
modified so as to grant relief over direct as well as over cir- 
cuitous routes. The southern carriers urged, said the report, 
that rates within the south were not involved in that pro- 
ceeding (except to southern-official territory border points), 
but that it would be necessary that the rates prescribed for 
application to the border points be observed as maxima at 
intermediate points in the south unless a phrase, “having cir- 
cuitous routes,” were eliminated from the order of May 3, 
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1940. The Commission said that it might be that the rates 
within the south were not assailed in the complaint but they 
were necessarily affected by the findings in that case and 
became involved under section 4 and other sections of the 
interstate commerce act. That petition was denied July 1, 1940, 

The Commission found, in the title application that the 
carriers had made out a special case entitling them to the relief 
hereinbefore mentioned, from producing and shipping points 
in the southern states, to destinations in official territory, in- 
cluding Ohio River crossings and West Virginia, Maryland and 
Virginia gateways, referred to as border points, and points 
on the Baltimore & Ohio, Chesapeake & Ohio, Norfolk & West- 
ern (with exceptions) and the Virginian, east and south of the 
Ohio, to establish and maintain the lowest rates that might 
be constructed over any line or route from and to the same 
points on the bases prescribed or approved in the complaint 
case, increased as authorized in 1942, and to maintain higher 
rates to and from intermediate points, except to points in 
southern territory intermediate to border points on direct 
routes, subject to the customary conditions; and, provided 
further, that the relief should not apply to rates over indirect 
routes which exceeded the circuity of the longest route over 
which relief was concurrently authorized with respect to class 
rates from and to the same points. 

Applicants in Nos. 19069 and 19301 were granted similar 
relief as to cast iron pipe, less-carloads and electric stoves or 
ranges, the latter in carloads and _ less-carloads. 


Burlington Motor Service 


The Commission, by division 5, in MC 2181, Sub. No. 1, 
Burlington Transportation Co.—extension—lllinois, Iowa, Mis- 
souri, and MC 2181, Sub. No. 2, Burlington Transportation 
Co.—extension—Iowa, has found that public convenience does 
not require operation by the applicant as a common carrier 
by motor vehicle of general commodities, with certain excep- 
tions, between points in Illinois, Iowa and Missouri over reg- 
ular routes and has denied the application. 

In MC 2181, Sub. No. 2, the Commission, however, found 
that convenience and necessity required operation subject to 
conditions, by applicant as a common carrier of general com- 
modities, with exceptions, over specified routes in Iowa. Issu- 
ance of a certificate subject to conditions has been approved on 
compliance with certain requirements. 

The applicant is a wholly owned subsidiary of the Chicago, 
Burlington & Quincy. 

The Rock Island Motor Transit Co. and the trustees of its 
parent company, the Rock Island Railroad, the report said, filed 
exceptions. They contended that the applicant should be ex- 
cluded from serving Sheffield, Ill., the eastern terminus of 
route 1, and Cambridge, Ill., an intermediate point on route 2. 
Both, the report said, were stations on the rail line of the Rock 
Island. In reply to that, the applicant pointed out that it al- 
ready had authority to serve Sheffield; that it and its predeces- 
sor had served Cambridge since September, 1935, and that no 
independent motor service filed exceptions. 

The instant application presented, said the report, in part, 
a situation where the Burlington through its subsidiary sought 
to penetrate and invade territory already served, though ap- 
parently inadequately, by a rail competitor which, through the 
medium of its motor carrier subsidiary, was seeking authority 
to improve its rail service through the rendition of a coordi- 
nated train-truck service. an 

With respect to the certificate to be issued the Commission 
found that it should be subject to the condition that the service 
to be performed by the applicant be confined to service which 
was auxiliary to, or supplemental of, the rail service of the 
railroad; that the applicant should not serve any point, other 
than Attica, Ia., not a station on the rail line of the Burlington; 
that all contractual arrangements between the applicant and 
the railroad should be reported to the Commission and be sub- 
ject to revision, if and as the Commission found it to be neces- 
sary, in order that such arrangements should be fair and equl- 
table to the parties; and such further specific conditions as the 
Commission, in the future, might find necessary to impose to 
restrict applicant’s operations to service which would be aux- 
iliary to, or supplemenal of, rail service. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 

Strip Steel Reparation 


No. 28407, Animal Trap Company of America vs. Erie et al. 
By division 3. On further hearing, reparation of $342.20, with 
6 per cent interest, found due complainant under findings 1” 
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original report, 243 I. C. C. 171, that rates charged on copper- 
coated strip steel, less-carloads, shipped between Jan. 8, 1936, 
and Nov. 22, 1938, from Warren and North Warren, O., to 
Lititz, Pa., were inapplicable. The reparation is to be paid 
on or before Aug. 14, 1942. 


Mosquito Net Frames 


No. 28661, Winters & Crampton Corporation vs. Erie et al. 
By the Commission. Report written by Commissioner All- 
dredge. Dismissed. Rates charged on mosquito net frames, 
knocked down, of 55 cents, minimum 30,000 pounds, on ship- 
ments made between Nov. 3, 1939, and Jan. 18, 1940, from North 
Tonawanda, N. Y., to Grandville, Mich., and 39 and 79 cents 
on shipments made between Jan. 13 and March 6, 1940, from 
Grandville to Chicago, Ill., and New York, N. Y., respectively, 
inapplicable. Applicable rates found to be 50 cents from North 
Tonawanda to Granville, and 35 and 72 cents from Grand- 
ville to Chicago and New York, respectively, minimum 30,000 
pounds in cars 40 feet 7 inches or less in length, inside measure- 
ment, and minimum 40,000 pounds in cars in excess of 40 feet 
7 inches but not exceeding 50 feet 6 inches in length, inside 
measurement. The complaint grew out of a contract made by 
complainant in 1939 to furnish and deliver mosquito bar rods, 
58,000 of which were to be delivered at the Quartermaster Depot 
at Chicago and 13,000 to be delivered at the New York port 
of embarkation. 


Tin Cans 


*Fourth section application No. 19026, Tin Cans in Texas. 
By division 2. Authority granted by F.S.O. 14655, on condi- 
tions, to establish and maintain rates on tin cans from Port 
Arthur, Tex., to points in northeastern Texas without observing 
the long-and-short-haul part of the fourth section. Temporary 
relief was given by F.S.O. 14229 and the proposed rates, based 
on a minimum of 18,000 pounds, of 35 cents to Mineola, 47 cents 
to Alba, 50 cents to Greenville, 51 cents to Atlanta, 52 cents to 
Dallas, and 55 cents to DeKalb, Fort Worth, and Sherman were 
established pursuant thereto on June 7, 1941. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 2756, Sub. 2, John Vogel, Inc., Albany, N. Y., exten- 
sion. Certificate granted. General commodities, with excep- 
tions, between Albany, N. Y., and Newark, N. J. 

*MC 5152, Sub. 3, Ernest Christensen, extension. On re- 
consideration, findings in prior report, decided April 3, 1941, 
amended to authorize operation as a common carrier of gen- 
eral commodities, with exceptions, between points in Wash- 
ington within 8 miles of the north end of the Interstate Bridge, 
Vancouver, Wash., on the one hand, and the plant of the Alumi- 
num Company of America near Troutdale, Ore., on the other. 

MC 5696, Sub. 2, George J. Bassetti and Arthur Lawson, 
West Haven, Conn., extension. Application for a permit dis- 
missed on finding transportation of lumber between points in 
Conn., to be wholly in intrastate commerce and not subject 
to the act. 

*MC 10897, Sub. 12, Acme Freight Lines, Inc., Jack- 
sonville, Fla., extension. Certificate granted. General com- 
modities, with exceptions, between specified points in Fla. 

MC 19114, Sub. 8, M. K. & C. Truck Lines, Kansas City, 
Mo., extension. Certificate denied. General commodities, serv- 
ing all points within the St. Louis, Mo.-East St. Louis, II1., 
commercial zone. 

*MC 20240, Sub. 1, Garfield Express Co., Inc., Passaic, 
N. J., extension. Permit denied. Clothing and clothing ma- 
terials between Clifton, Passaic, Jersey City, Elizabeth, New- 
ark and Garfield, N. J., and Philadelphia, Pa. 

*MC 23656, Sub. 1, Dale C. Ramsey, Los Angeles, Calif., 
extension. Permit granted. Specified commodities from and 
to points in Calif. 

*MC 30487, Sub. 1, Lakewood Storage, Inc., Lakewood, O., 
extension. Certificate denied. Household goods, points in O. 
to points in Ala., Ariz., Ark., Calif., Ga., Kan., La., Me., Miss., 
Neb., Nev., N. H., N. M., N. C., Okla., Ore., Tex., Utah, Vt. 
and Wash. 

*MC 30532, Sub. 1, New York & New Brunswick Auto 
Express Co., Inc., New Brunswick, N. J., extension. Certificate 

enied. General commodities, with exceptions, Old Bridge and 
South Amboy, N. J., to Keyport, N. J., and cork and cork 
products in the reverse direction. 
“MC 37896, Sub. 2, J. N. Youngblood, Fletcher, N. C., ex- 
tension. Certificate granted. Cotton piece goods and mixed 
cotton and rayon piece goods, points in S. C. to Asheville, N. C. 
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MC 59069, Sub. 1, Southwestern Freight Lines, Phoenix, 
Ariz., extension. Certificate granted. General commodities, 
with exceptions between Tucson, Ariz., and Lordsburg, N. M. 

*MC 66836, Sub. 2, V. D. Turner, Floydada, Tex., exten- 
sion. Permit granted. Specified commodities, Tulsa and 
Oklahoma City, Okla., to points in Tex. 

*MC 73769, Educational Tours, Inc., Bloomfield, N. J., bro- 
ker application. License granted for operation at Bloomfield, 
N. J., and New York, N. Y., as to passengers and their bag- 
gage between New York, N. Y., and points in N. J., on the 
one hand, and other points in the U. S., on the other. 

*MC 102677, John Yckowski, Clark’s Summit, Pa., common 
carrier. Certificate granted, on reconsideration. Coal, all 
points within 10 miles of Scranton, Pa., to New York, N. Y. 

MC 72358, Sub. 1, Ex, Ralph E. Cunningham, South Ot- 
selic, N. Y., exemption. Certificate of exemption granted on 
finding applicant’s operations as to general commodities in 
interstate or foreign commerce solely within New York to be 
of such nature, character and quantity that exemption thereof 
from regulation under part II of the act would not substan- 
tially affect or impair uniform regulation by the Commission 
of transportation by motor carriers engaged in interstate or 
foreign commerce in effectuating the national transportation 
policy declared in the act. 

MC 2906, Joseph G. Darby, Pittsburgh, Pa., common car- 
rier. Certificate granted, subject to conditions. Continuance 
of operation, general commodities over specified routes in Pa. 
and O., serving points which are stations on the rail line of 
the P. & L. E. 

*MC 6975, Sub. 1, Ralph Arlington McCauley, Hagerstown, 
Md., extension. Certificate granted. Insecticides, fertilizer and 
fertilizer materials, and machinery, between Hagerstown, on 
the one hand, and points in Pa., Va. and W. Va., within 150 
miles of Hagerstown, on the other. 

*MC 23502, E. C. Jarmon, East Hartford, Conn., common 
carrier. On reconsideration, findings in prior report, decided 
June 12, 1941, modified, and certificate granted as to specified 
commodities from, to and between points in Conn, Mass., N. Y. 
and N. J. 

*MC 24670, Central Forwarding, Inc., Waco., Tex., com- 
mon carrier. Certificate granted as to continued operation, 
explosives and blasting supplies, Carl Junction and Joplin, Mo., 
and points in Mo., within 15 miles of Joplin to points in Tex., 
and household goods between points in Tex., on the one hand, 
and points in Okla., Kan. and Mo., on the other. 

*MC 28060, Leone Willers, Sioux Falls, S. D., common 
carrier, embracing Sub. 1, Same, extension. Certificate granted 
as to continuance of operation by applicant, as successor in 
interest to Willers Truck Service, Inc., general commodities, 
with exceptions, between Sioux Falls, S. D.,.on the one hand, 
and Minneapolis and St. Paul, Minn., Omaha, Neb., and Coun- 
cil Bluffs and Sioux City, Ia., on the other, and applications 
in all other respects denied. 

MC 34865, Sub. 1, O. L. D. Forwarding Corporation, An- 
derson, Ind., extension. Permit granted. Automobile batteries 
and tubing, Muncie, Ind., to St. Louis, Mo., and Norwood, O. 

*MC 39132, Sub. 1, Reid Bros. Express, Inc., Akron, O., 
extension. Permit denied. Wooden battery boxes, asphalt 
composition, and impregnated fiber or rubber, Fall River, 
Mass., to Cleveland, Cincinnati and Akron, O., and Indianap- 
olis, Ind. 

*MC 47603, Sub. 2, J. W. Propst, Jr., Inc., Concord, N. C., 
extension, embracing Sub. 3, Same, extension, and Sub. 5, 
Same, extension. Certificate granted. New automobiles and 
trucks, in initial movements, by truck-away and drive-away 
methods, specified points in Ind. and Mich., to points in N. C. 
and S. C., and wrecked, damaged, or refused automobiles and 
trucks in tre reverse direction. 

*MC 50157, Sub. 1, James W. Clark, Drexel Hill, Pa., ex- 
tension. Permit denied on further hearing. Such commodities 
as are dealt in by retail department stores and mail order 
houses, between Chester, Pa., on the one hand, and points in 
Del. and N. J., within 10 miles of Chester, on the other. Prior 
report was made in 24 M. C. C. 837. 

MC 101816, Bader Bros., Brooklyn, N. Y., common carrier. 
Certificate granted. Household goods between New York, N. 
Y., on the one hand, and all points in N. J., Pa. and N. Y., on 
the other. 


MC 95346, George Greenberg, Brooklyn, N. Y., contract 
carrier, embracing MC 95386, Joseph Sherman, New York, 
N. Y., common carrier; MC 95407, Samuel Schick, Brooklyn, 
contract carrier; MC 95430, Alfred Koopman, Brooklyn, con- 
tract carrier; MC 95431, Ben Friedman, Lakewood, N. J., com- 
mon carrier; MC 95446, Gus Nussenfeld, Bronx, N. Y., common 
carrier; MC 96100, Charles Filler, Lakewood, common carrier; 
MC 96315, Morris Hoffman, Monticello, N. Y., common carrier; 
MC 89098, Mary Weissberg, Brooklyn, common carrier; and 
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MC 95317, Harold Levinson, New York, N. Y., contract carrier. 
Applicants’ operations found to be those of common carriers 
and to be special in character, and certificates granted in MC 
95346, MC 95386, MC 95407, MC 95430, MC 95431, MC 95446, 
MC 96100 and MC 96315 as to special operations by such car- 
riers of passengers and their baggage, with certain limitations, 
between New York, N. Y., or portions thereof, on the one hand, 
and Sullivan and Ulster counties, N. Y., or portions thereof, 
on the other, over irregular routes through New Jersey. Pub- 
lic convenience and necessity found not to require operation by 
applicants in MC 89098 and MC 95317 as common carriers of 
passengers and their baggage between points in N. Y., over 
routes through N. J., and applications denied. 

*MC 75551, Sub. 2, |. H. Langenderfer, Chicago, IIl., ex- 
tension. Certificate granted. General commodities, with ex- 
ceptions, between points in Ohio. 

*MC 11185, Sub. 5, Jack Cooper, Jr., and Thom Cooper, 
Kansas City, Mo., extension. Permit granted. New trucks and 
automobiles, by drive-away or truck-away methods, Detroit and 
Macomb county, Mich., to Wichita, Kan. 

MC 17043, Sub. 3, Central West Shippers, extension. Cer- 
tificate granted. Iron and steel mill products, Chicago and 
Cicero, Ill., and Gary, Ind., to points in Ia. 

*MC 46510, Sub. 4, Everett L. Baker, Waverly, la., exten- 
sion. Certificate granted. Specified commodities, points in 
Wis., to points in Ia. 

*MC 48268, C. B. Fischbach, Akron, O., contract carrier. 
Permit granted. Continuance of operation, such commodities 
as are manufactured, processed, or dealt in by rubber or rubber 
products manufacturers, including supplies incidental to the 
conduct of such businesses, from Newark, O., to Atlanta, Ga., 
and equipment, materials, and supplies used in the conduct of 
such businesses, and returned or rejected shipments in the 
reverse direction. 

MC 52419, Earl S. Jones, Green Bay, Wis., common Car- 
rier. Certificate granted. Continuance of operation, general 
commodities in and between Green Bay, Howard, Hobart, 
Ashwaubenon, Allouez, and Preble, Wis. Applicant operates 
as a contract carrier by reason of authority granted in MC 
84273. Dual operations authorized. 

*MC 65577, Sub. 1, John J. Murphy, Bay Shore, N. Y., ex- 
tension. Certificate granted. Specified commodities between 
Port Newark (Newark, N. J.) and points in Kings, Queens, 
Nassau, and Suffolk counties, N. Y. 

*MC 70362, Sub. 8, Potashnick Local Truck System, Inc., 
Sikeston, Mo., extension. Certificate granted. General com- 
modities, with exceptions, between Cotton Plant and Cabot, 
Ark., and between Higginson and Hazen, Ark. 


MC 89170, Edward C. Tyler, Lockhart, Tex., contract car- 
rier. Dismissed on finding applicant’s motor carrier operation 
at Lockhart, Tex., limited to the performance of collection 
and delivery service for J. H. Robinson Truck Lines, Inc., a 
line-haul motor carrier, to be incidental to transportation by 
motor vehicle subject to part II of the act, for which no 
separate authority is required. 

*MC 67167, Edward D. Fee, New Castle, Pa., common Car- 
rier, embracing Sub. 2, Same, extension. On reconsideration 
in MC 67167, findings in prior report, 24 M. C. C. 808, modi- 
fied in part so as to authorize continuance of operation as a 
common carrier of specified commodities between New Castle, 
Pa., on the one hand, and Buffalo and Niagara Falls, N. Y., on 
the other, and household goods between New Castle, on the 
one hand, and points in O., W. Va., and N. Y., on the other. 
On reconsideration in MC 67167, Sub. 2, findings in prior 
report, 24 M. C. C. 842, reversed, and public convenience and 
necessity found to require operation as a common carrier of 
nitre cake from Coverts, Pa., to Buffalo, N. Y., and lumber 
from North Tonawanda and Buffalo, N. Y., to points in Pa., 
and O. 


MC 35993, Arizona Pacific Motor Freight Lines, Inc., Los 
Angeles, Calif.. common carrier, embracing MC 74738, Same, 
contract carrier, MC 66972, Phoenix Fast Freight Lines, com- 
mon carrier, and MC 5830, Phoenix Fast Freight Lines, con- 
tract carrier. In MC 35993 and MC 66972, operations of ap- 
plicants, Arizona Pacific Motor Freight Lines, Ltd., and Phoenix 
Fast Freight Lines, in the transportation of property between 
points in Calif.. and Ariz., found to be those of a common car- 
rier, conducted as a single business, for which one certificate 
should be granted. Proceedings reopened for further hearing 
with respect to scope of operations so conducted, to, among 
other things, enable applicants to present evidence of a single 
operation. Applicants contended that their operations were 
separate and distinct from each other and that each was en- 
titled to certain “grandfather” rights. Applications in MC 
74738 and MC 5830, denied. In scope, the report said, those 
applications duplicated MC 35993 and MC 66972, respectively, 
and were filed in a spirit of caution to cover contract carrier 
operations in the event that any were found to be of that 
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character. The evidence showed, it said, that applicants had 
always offered their services to the public generally and that 
they had never performed any transportation under individual 
contracts or agreements. 

*MC 101455, Walton Blythe Jordan, Sapulpa, Okla. Ap- 
plication for certificate dismissed. Operations of applicant at 
Sapulpa, in transportation of general commodities between 
points within that city and its immediate vicinity, over irreg- 
ular routes, found to be performance within a terminal area 
of transfer, collection or delivery services, for motor carriers 
subject to the act, for which no separate authority is required. 

MC 84445, Victor Lynn Lines, Inc., Salisbury, Md. Permit 
denied on finding that applicant’s operations are those of a 
common carrier and included in the authority granted applicant 
as such carrier in 23 M. C. C. 762. General commodities be- 
tween points in Md., Del., Va., Pa., N. J. and N. Y., over ir- 
regular routes. The report said it was clear from the evi- 
dence that the alleged special service and special rates cited 
by applicant in support of its claim for contract carrier rights 
had been nothing more than concession and good service ac- 
corded the shippers in order to hold their traffic, and that the 
service had been and was a part of applicant’s common carrier 
operation. Commissioner Lee, dissenting, said that on June 1, 
1935, applicant was “‘to all intents and purposes” operating both 
as a common and contract carrier, that it had been granted a 
certificate, that it had continued to serve chain grocery stores 
as a contract carrier, and that it was entitled to authority to 
continue such operations. 

*MC 26603, Sub. No. 1, Theodore R. Klepfer and Robert 
Klepfer, Peoria, Ill. Certificate denied. General commodi- 
ties, with exceptions, between Peoria and Milwaukee, Wis., 
over specified route. 

*MC 665, Missouri-Arkansas Transportation Co., Joplin, 
Mo., embracing MC 44558, Same. Certificate denied, under 
grandfather clause, in MC 665; general commodities between 
points in Ark., Kan., Mo. and Tenn., over irregular routes. 
Certificate granted, in MC 44558, for continuance of operation 
as to general commodities, with exceptions, between Kansas 
City, Kan., and Joplin, serving Kansas City, Mo., as interme- 
diate point. 

*MC F-1784, Milton L. Lahn, Bridgeton, N. J.—Purchase— 
1. Becker & Sons, Inc. (N. Louis Paladeau, Recciver), Jersey 
City, N. J. Purchase by Lahn, dba Lahn Transportation Co., 
of operating rights of Becker & Sons as common carrier of 
general commodities over regular and irregular routes between 
specified points in N. Y., N. J. and Pa., authorized. 

*MC F-1741, Albert Maund, Inc., Kearny, N. J.—Purchase 
—Ernest Schmidt, dba Rapid Trucking Co., Jersey City, N. J. 
Purchase by Maund of operating rights of Schmidt as common 
carrier of specified commodities between designated N. J. area, 
on the one hand, and points in D. C. and nine eastern states, 
on the other, and as common carrier of general commodities 
between Harrison, Kearny and Newark, N. J., and points in 
New York commercial zone, authorized. 

*MC F-1796, Apex Express, Inc., Perth Amboy, N. J— 
Purchase—John M. Quinby, dba Quinby’s Express, Philadel- 
phia, Pa. Purchase by Apex of operating rights of Quinby as 
common carrier of general commodities, with exceptions, over 
irregular routes between Philadelphia and designated points 
in Md. and N. J., for $4,000, authorized. 

*MC F-1826, Railway Express Agency, Inc., New York, 
N. Y.—Purchase—Maurice Carl Mayhew, Christopher, I!!. Pur- 
chase by Railway Express Agency, for $79.36, of operating 
rights of Mayhew as common carrier of general commodities 
over regular route between Christopher and DuQuoin, III. 
authorized. 

MC F-1788, Rio Grande Motor Way, Inc., Denver, Colo.— 
Purchase—F. M. Keith, dba Keith Trucking Co., Canon City, 
Colo. Purchase by Rio Grande Motor Way of operating rights 
of Keith as common carrier of general commodities over reg- 
ular route between Pueblo and Canon City, Colo., together with 
certain intrastate rights and two motor vehicles, for $7,500, 
authorized. The report said the instant proposal was in ful- 
therance of a plan of Rio Grande Motor Way to extend the 
coordinated rail-truck service rendered by it to all points 
served by its parent company, The Denver & Rio Grande 
Western. 


1. C. C. POWER OVER MOTOR RATES 

The question as to whether the Commission has power t0 
condemn motor rates in the past was raised and discussed 
in argument before division 3 in MC C-57, Dixie Mercerizing 
Co. vs. E. T. & W. T. N. Motor Transportation Co. et al. (seé 
Traffic World, March 7, p. 625). John Fletcher contended ! 
had and Edgar Watkins, Jr., said it had not. 

Arguments were based on exceptions to the proposed re 
port of a joint board. It said the Commission should find 4 
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first class rate of $1.51 charged on shipments of cotton yarn 
in bags, made between Sept. 13, 1936, and May 18, 1937, from 
Chattanooga, Tenn., to Mebane, N. C., unreasonable to the ex- 
tent it exceeded a fifth class rate of 68 cents. The carrier, 
when it transported the yarn, thought it had in effect a rate of 
half the first class rate. But the section of the law and en- 
forcement of the Commission’s Bureau of Motor Carriers said 
that it had not and directed it to collect undercharges. 

When that was done the shipper filed a complaint alleging 
the rate was unreasonable and the joint board recommended 
that the Commission find it was unreasonable in the past to 
the extent it exceeded the amount mentioned. 

In making findings of the sort recommended, the Commis- 
sion, according to Mr. Watkins, was trying to do by indirec- 
tion of what Congress refused to permit it to do directly, that 
is, to provide for reparation on account of unreasonable motor 
rates. He noted that the Commission had made such findings 
as to past rates in a number of cases and that shippers had 
taken such decisions into the courts as the foundation for suits 
to recover money. Among others he mentioned the suit in 
the Municipal court of Chicago brought by Kingan & Co. 
against the Olson Transportation Co. His contention was that 
the Commission’s power was confined to saying what would be 
the reasonable rate for the future, the language of section 
216 (e), authorizing the prescription all being in the present or 
future tense. 


PROPOSED EXPLOSIVES REGULATIONS 


The Commission, in No. 3666, Regulations for the Trans- 
portation of Explosives and Other Dangerous Articles, has 
promulgated applications received by its Bureau of Service for 
amendments to the regulations heretofore adopted in that pro- 
ceeding with a view to having them adopted by informal 
procedure. In a notice about the matter, the Commission said 
that ordinarily the applications for amendments would be heard 
at the next hearing in this docket. But, it said, there had been 
exchanges of views among those interested showing substantial 
agreement among them. Therefore it is proposed to dispose of 
them without hearing. Any party desiring to be heard, how- 
ever, is to advise the Commission within 20 days from June 
6. Otherwise, said the notice, the Commission might proceed to 
investigate and determine the matters involved in the appli- 
cations. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2024, the Commission has suspended from 
June 5 until January 5, the operation of certain schedules as 
published in tariff MF-I. C. C. No. 2 of W. H. Doran, dba W. H. 
Doran, General Trucking, Belle Plaine, Ia. The suspended 
schedules proposed to establish volume rates resulting pre- 
dominantly in reductions on agricultural implements from five 
Illinois origins to nine points in Iowa, also to establish reduced 
less-than-truckload rates on certain hardware articles from 
Chicago to these nine Iowa points. 

In I. and S. M-2026, the Commission has suspended from 
June 8 until January 8, the operation of certain schedules 
published in schedule MF-I. C. C. No. 6 of The John Klann 
Moving and Trucking Company, Cleveland, O. The suspended 
schedules propose to establish the following minimum rates in 
cents a 100 pounds on waste paper, paper stock and finished 
paper, minimum weight 12,000 pounds: 


Between Rittman, Ohio, and Buffalo, N. Y., loaded going and re- 
turning empty, present rate 34, proposed rate 32; loaded in both direc- 
tions, present rate 22, proposed rate 21. Between Rittman, Ohio, and 
Pittsburgh, Pa., loaded going and returning empty, present rate 24, 


proposed rate 23; loaded in both directions, present rate 17, proposed 
rate 15. 


In I. and S. M-2027, the Commission has suspended from 
June 9 until January 9 the operation of certain schedules as 
published in tariff MF I. C. C. No. 7 of Mushroom Express Co., 
Avondale, Pa. The suspended schedules propose to establish 
anew any-quantity commodity rate of 54 cents a 100 pounds, on 
metal cans, from Baltimore, Md., to all points in Chester 
county, Pa. 

In I. and S. M-2028, the Commission has suspended from 
June 10 to January 10 the operation of certain schedules as pub- 
lished in tariff MF I. C. C. No. 10 of Edmond O. Rainville, 
dba E. O. Rainville Auto Transport, Springfield, Mass. The 
Suspended schedules propose to establish a reduced commodity 
rate of 27 cents a 100 pounds, minimum 16,000 pounds, ap- 
plicable on iron or steel tanks (pontoons), from Holyoke, Mass., 


1515 


to Quonset Point, R. I., in lieu of a present rate of 53 cents a 
100 pounds, minimum 20,000 pounds. 

In I. and S. M-2029, the Commission has suspended from 
June 10 to January 10 the operation of schedules published in 
supplement 16 to tariff MF I. C. C. No. 87 of Agent R. S. 
Cooper, Greensboro, N. C. The suspended schedules propose 
to establish reduced commodity rates on unfinished cotton 
piece goods to apply on minima of 10,000 and 20,000 pounds 
from fifteen pointS in North Carolina and South Carolina to 
Chicago, Ill., to alternate with present any-quantity rates. The 
following is illustrative: 


To Chicago: From Clinton, S. C., present, any-quantity, 101. Pro- 
posed, minimum 10,000 pounds, 94; minimum 20,000 pounds, 88. From 
Durham, N. C., present, any-quantity, 96. Proposed, minimum 10,000 
pounds, 87; minimum 20,000 pounds, 81. 


Class Rate Cases Hearings Resumed 


The Commission has assigned No. 28300, Class Rate Investi- 
gation, 1939, and No. 28310, Consolidated Freight Classification, 
for further hearing on September 22, 1942, at 10:00 a. m., at 
the Hotel Claypool, Indianapolis, Ind., before division 2 (see 
Traffic World, May 30, p. 1407). 

In a notice to the parties of record and to the public, the 
Commission said the hearings would conform to the following 
general order of procedure: 


1. Cross examination (or further cross examination) of Ford K. 


Edwards, who has already testified in this proceeding when called by 
the Commission. 


Note: Parties who desire to cross-examine should advise the Com- 
mission by September 1. In order to keep the record within proper com- 
pass, it is suggested that questions for elucidation of the testimony or 
exhibits be first taken up with the witness personally, or by corre- 
spondence, before advising the Commission that cross examination is 
desired. 

2. Testimony by the respondents. 

3. Testimony by shippers and public groups. 

4. Testimony in the way of rebuttal. 

It is desired by the Commission that all interested parties should 
present their testimony and complete cross examination of witnesses 
produced by others at this hearing, and the Commission expects that 
they shall do so, in order that the record of testimony may be completed. 


This notice, the Commission said, was given considerably 
in advance of the hearing date to enable the parties to arrange 
their presentations accordingly. 

American Trucking Associations, Inc., and fifteen motor 
freight bureaus, covering the whole country, have asked the 
Commission to postpone further proceedings in the general 
class rate investigation for the duration of the war. They said 
that heretofore they had opposed all attempts to postpone or 
dismiss the proceedings on the ground that their importance 
demanded immediate consideration. 


In support of their request, the petitioning organizations 
said that further proceedings at the present time not only would 
be futile but also would be a needless waste of time and.money 
on the part of the parties as well as the Commission. They 
said they had been engaged for a year and a half in an inten- 
sive and expensive cost analysis and revenue analysis of motor 
carrier operations, based on 1940 operations. 


The studies, the petitioners said, had not been completed. 
Due to the depletion of their personnel, through enlistment in 
the armed forces and loss of key men to war work, the peti- 
tioners said they would be unable to complete the studies for 
many months. In addition they said recent attempts by them 
to obtain additional information from carriers had convinced 
them that the demands of the war effort precluded all pos- 
sibility of making the required analyses in the near future. 
Further, they said, the war emergency had caused many dis- 
locations, and that they probably would be aggravated in the 
future. They cited restrictive orders of the O. D. T. forbidding 
the conduct of many operations as factors in the cause of the 
dislocations. They suggested that the promulgation of a rate 
structure based on the record of 1940 operations would fall 
under the “stale record” rule enunciated in A. T. & S. F. vs. 
United States, 284 U. S. 248. But those things, the petitioners 


said, should not mean, however, that the proceedings be dis- 
missed. 


COMMISSION ORDERS 
MC C-330, wallpaper between Illinois and southwest. 
discontinued. 
Finance 13609, St. Louis-San Francisco trustees’ abandonment. Pe- 
tition of J. L. Haner, Reese Pope, B. H. Hulbert, Chaney Richardson 


and R. M. Mountcastle for leave to intervene and produce evidence 
and testimony denied. 


MC F-1601, Glades Motor Lines, Inc., lease, Mary M. Kettner and 
Tamiami Trail Tours, Inc. Reopened for further hearing. 

1. & S. No. 4914, crude sulphur, Texas to Tennessee. Petition of 
protestants for postponement of effective date of order denied. 


Proceeding 
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No. 28700, Downing Box Co. vs. C. M. St. P. & P. Complainant’s 
petition for oral argument denied. 

MC F-1622 (supplemental), Wisconsin Power and Light Co., issu- 
ance of securities. Order of August 26, 1941, modified so as to limit 
amount of unsecured serial notes that may be issued thereunder in 
replacement of void notes outstanding to fourteen notes in principal 
amount of $2,665,000. 

No. 13535 et al., Consolidated Southwestern Cases. Order entered 
April 5, 1927, further amended by eliminating cotton linter pulp from 
requirements thereof, and from proceedings. 

MC 61965, Adams Transfer & Storage Co., common carrier applica- 
tion. Order of April 28 amended to extent that MC 61965 be reopened 
for further hearing with respect to right of applicant to continue 
transportation of general commodities over additional regular routes 
as set forth in order. 

MC 79528 Sub. No. 1 EX, application of John MacCallum. Appli- 
cation denied. 

MC 13123, Wilson Freight Forwarding Co., Inc., common carrier 
application. Reopened for reconsideration. Order of January 26 va- 
cated. 

MC 64651, City Express, Inc., contract carrier application. Re- 
opened for further hearing. Recommended order entered November 
15, 1938, which became effective as order of Commission December 5, 
1938, vacated. 

MC 88365, Frank William Keller, common carrier application. Re- 
opened for further hearing. Order of February 21 vacated. 

W-474, Schafer Brothers Steamship Lines, contract carrier appli- 
cation. Reopened for reconsideration. 

MC 3261, Kramer Brothers Freight Lines, Inc., common carrier 
application. Reopened for further hearing solely to determine right 
of applicant to continue transportation of general commodities over 
irregular routes from and to points within 30 miles of New York, 
N. Y., 30 miles of Philadelphia, Pa., 20 miles of Baltimore, Md., 20 
miles of Buffalo, N. Y., 15 miles of Cleveland, O., and 15 miles of 
Toledo, O. Order of February 3, which denies a portion of appli- 
cation, vacated only to extend that it denies authority to continue 
operation described in preceding sentence. 

MC 63417, Blue Ridge Transfer Co., Inc., common carrier applica- 
tion; and MC 63417 Sub. No. 1, Same, extension. Reopened for re- 
consideration. Order of April 21, to extent it denies a portion of 
application, vacated. 

MC 66562 Sub. No. 194, Railway Express Agency, Inc., extension, 
Durant-Kosciusko; and MC 66562 Sub. No. 262, Same, extension, Cleve- 
land-Leland. Reopened for reconsideration. Order of January 6, 
vacated. 

W-666, F. C. Strickroot, dba Cadillac Cartage Co., Marine Division, 
common carrier application.. Petition of applicant for reconsideration 
denied. 

W-333, Refrigerated Steamship Line, Inc., common carrier appli- 
cation. Petition of rail carriers for reopening and reconsideration de- 
nied. 

MC 66562 Sub. No. 194, Railway Express Agency, Inc., extension; 
and MC66562 Sub. No. 262, Same, extension, Cleveland-Leland. Order 
of May 4, reopening matters for reconsideration, vacated. 

No. 17000 Part 4, rate structure investigation petroleum and pe- 
troleum products; and No, 18458, general petroleum investigation (em- 
bracing proceedings listed in footnote 1 of the report, 171 I. C. C. 
286). Outstanding unexpired orders further modified to extent neces- 
sary to permit maintenance of rates which have been, or may be, 
authorized in fourth section order 14373, or supplemental orders 
thereto, without specific reference hereto in any tariffs or supplements 
changing rates under this authorization. 

No. 13535, et al, Consolidated Southwestern Cases. Order of 
April 5, 1927, further amended to permit publication of class and 
commodity rates between Texas points and Hitchland and Texhoma, 
Okla., the same as applies between Texas points and Hitchland and 
Texhoma, Tex. 


FINANCE APPLICATIONS 


Finance No. 13783. Delaware, Lackawanna & Western Railroad 
Co. asks authority to acquire control of the Greene Railroad Co. 
through purchase of an additional 1,100 shares of its stock. The 
properties of the Greene Railroad Co. have been operated under lease 
by the applicant, as an integral part of its railway system, since 
April 26, 1870, says the application. Under terms of the lease the 
applicant pays an annual rental of 6 per cent to the holders of the 
stock of the Greene Railroad Co., consisting of 2,000 shares of a par 
value of $100 a share, it says. Of this amount the applicant now 
holds 211 shares and an acquisition of 1,100 additional shares will 
result in applicant holding a controlling number of shares. A sav- 
ing of $6,600 a year in applicant’s fixed charges will be effected by 
the proposed transaction, according to the application. 

Finance No. 13778. Erie Railroad Co. asks authority to issue 
$5,955,850 of first consolidated mortgage 4 per cent bonds, series C. 
The proceeds of the sale, together with other funds of the applicant, 
are to be used for the purpose of redeeming $5,955,850 of first consoli- 
dated mortgage 454 per cent bonds, series A, thereby reducing interest 
charges on the Erie’s funded debt. The series A bonds mature Jan- 
uary 1, 1957. The series C bonds are to be dated August 1, 1942, and 
mature in 15 years. They are proposed to be issued under and secured 
by the first consolidated mortgage dated as of July 1, 1941, to the 
First National Bank of the City of New York, as trustee, sold through 
Smith, Barney & Co., of New York, N. Y., to an insurance company 
at 100.5, Smith, Barney & Co., retaining a commission of % of 1 per 
cent as agent for placing the issue, and the company receiving 100 
per cent of par and accrued interest, if any. The series C bonds are 
redeemable. No provisions are to be made for a sinking fund for the 
series C bonds issued in lieu of the series A bonds. The estimated 
net savings to be accomplished by the proposed issue and redemption 
of the total outstanding series A bonds in the same amount is ap- 
proximately $331,376.81. The interest saving of % per cent amounts 
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to $647,698.68 and expenses are estimated at $316,321.87, according to 
the application. 

Finance No. 13779. Chesapeake & Ohio Railway Co. asks authority 
to abandon the portion of its Glen Jean subdivision extending from 
station 502 plus 54, about midway between Sugar Creek Junction and 
MacDonald, to station 343 plus 83, thence 1,479 feet to the end thereof, 
near Glen Jean, a total of approximately 3.286 miles, all in Fayette 
County, W. Va. According to the application, no freight train and 
passenger service are required on the line proposed to be abandoned 
and the recoverable rail and other track material and bridge steel are 
to be released to the government necessary in the prosecution of the 
war. 

Finance No. 12461. Supplemental. The protective committee for 
the first mortgage extended 6 per cent gold bonds of the Minneapolis 
& St. Louis Railway Co. asks approval of the extension of the deposit 
agreement under which it is authorized to act for the holders of such 
bonds for two years to July 1, 1944. 

MC F-1877. Freight, Inc., Akron, O., asks authority to purchase 
operating rights of Luther E. Moore, dba Akron-Cleveland-Dover & 
Mansfield Express, of Akron. 

MC F-1878. Robert Blaske, Inc., Cedar Lake, Ind., asks authority 
to purchase operating rights and equipment of Robert Blaske, dba 
Robert Blaske Co., Chicago, Ill., and temporarily to operate, and 
Willett Co. asks authority-to control Robert Blaske, Inc., by stock 
ownership. 

Finance No. 13780. Oregon-Washington Railroad & Navigation Co., 
asks authority to abandon its Shaniko branch extending 69.79 miles 
from Biggs to Shaniko, Ore., and Union Pacific Railroad Co., lessee, 
asks authority to abandon operation thereof. The present and antici- 
pated public use of this branch indicates its continued operation is 
unwarranted, says the application. 

Finance No. 13782. Pere Marquette Railway Co. asks authority 
to assume obligation and liability in respect of a proposed issue of 
$680,000 of serial equipment trust certificates. The proceeds of the 
sale are to be used to finance 80 per cent of the cost of 250 70-ton 
steel-underframe flat cars, estimated at $869,342.50. The certificates 
are to be dated June 15, 1942, and mature annually in 10 years bear- 
ing interest not in excess of 3 per cent, payable semi-annually. They 
are to be issued and sold through competitive bidding. The equipment 
is needed to meet the increasing demands of business in connection 
with the national defense program, says the application. 

MC F-1879. G. S. Fraps, Jr., Jonesboro, Ark., asks authority to 
purchase the operations of Rodney Parham, trustee in bankruptcy for 
Lester Q. Lindley, dba Lindley Truck Co., Little Rock, Ark., and 
temporarily to operate under lease. 

MC F-1880. Pacific Motor Trucking Co., San Francisco, Calif., 
and Pacific Truck Express, Portland, Ore., jointly ask authority to 
merge the latter into the former. 

MC F-1881. H. A. Austin, Bluefield, W. Va., asks authority to 
purchase business, assets and rights of H. T. Goforth, administrator 
of the estate of Arthur Goforth, dba Goforth Freight Lines, Bluefield. 
W. Va., deceased. 

Finance No. 13784. Laona & Northern Railway Co. asks authority 
to abandon its Silver Lake branch extending from a connection with 
its main line one mile west of Snyders (Laona), Wis., and comprising 
valuation section No. 2 stations 0-00 to 470-00 the end, all in Forest 
county, Wis. The branch was originally constructed to haul logs to 
the mill of the Connor Lumber & Land Co., at Snyders (Laona). Hav- 
ing completed their logging operations, says the applicant, there is 
no further traffic to be handled. 

Finance No. 13785. Schoharie Valley Railway Co. asks authority 
to abandon its entire line of railroad, extending from Schoharie Junc- 
tion, N. Y., to Schoharie, N. Y., about 4.26 miles, on the ground it has 
now ceased to be useful or necessary. 





MOTOR FINANCE CASES 


MC F-1793, Southeastern Motor Truck Lines, Inc., purchase—Frank 
R. Blake. Purchase by Southeastern Motor Truck Lines, Inc., of 
Nashville, Tenn., of certain operating rights and property of Frank R. 
Blake, doing business as Blake’s Transport Company, of Paris, Tenn., 
approved and authorized, subject to condition. 

MC F-1869, Gateway Transportation Co., purchase—Kaiser Truck 
Service, Inc. (Harlow O’Bleness, Receiver). Application for authority 
under section 210a(b) of Gateway Transportation Co., of Chicago, IIl., 
for temporary operation of motor-carrier rights and properties of 
Kaiser Truck Service, Inc, (Harlow O’Bleness, Receiver), of Waterloo, 
Ia., granted June 5, 1942, subject to conditions. 

MC F-1871, Summit Fast Freight, Inc., purchase—Triangle Express, 
Inc. Application for authority under section 210a(b) of Summit Fast 
Freight, Inc., of Akron, Ohio, for temporary operation of motor- 
earrier rights and properties of Triangle Express, Inc., of Canton, 
Ohio, granted June 10, 1942, subject to conditions. 

MC F-1874, H. J. Jeffries, purchase—J. E. Hilditch, Inc. Applica- 
tion for authority under section 210a(b) of H. J. Jeffries, doing busi- 
ness as H, J. Jeffries Truck Line, of Oklahoma City, Okla., for 
temporary operation of motor-carrier rights of J. E. Hilditch, Inc., of 
Tulsa, Okla., granted June 10, 1942, subject to conditions. 

MC-F-1823, Red Ball, Inc.—Purchase—R. R. Wallace. 

Purchase by Red Ball, Inc., of Sapulpa, Okla., of certain oper- 
ating rights and property of R. R. Wallace, doing business as Red 
Ball Transfer and Storage, also of Sapulpa, approved and authorized, 
subject to condition. 

MC-F-1829, T. E. and G. E. Mercer—Purchase—Orville Dowzer. 

Period for compliance with conditions of order of May 26, 1942, 
granting temporary authority under section 210a(b), postponed to 
June 24, 1942. 

MC-F-1851, Caldwell Motor Freight, Inc.—Lease—M & M _ Truck 
Lines. 

Petition of Caldwell Motor Freight, Inc., lessee, granted for ex- 
tension to June 20, 1942, of period for compliance with conditions of 
order of May 26, 1942, granting temporary authority under section 
210a(b). 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





All-Freight Rates in the South 


All-freight or all-commodity rates in Southern Territory 
will have a smile or two from the Commission instead of its 
frown if it adopts a second proposed report made by Examiner 
Leonard Way in No. 28323, All-Freight Rates to Points in 
Southern Territory. In May, 1940, the examiner made a pro- 
posed report in which he recommended that the Commission 
find some of the rates unlawful to the extent indicated in 
Middle Atlantic States Motor Carrier Conference vs. P. of 
N. J. 232 I. C. C. 381, without prejudice, however, to the estab- 
lishment of rates on the basis indicated therein. 

In this second report, based on rates the railroads had 
revised somewhat before the hearing was completed, Exam- 
iner Way said the Commission should find such rates from 
Chicago, Mississippi and Ohio River crossings and _ Illinois 
freight association territory, including Indianapolis, Ind., to 
points in southern territory, had not been shown to be un- 
lawful. This report also embraces I. and S. Nos. 4315, All- 
Freight Rates to Points in Southern Territory; 4644, All- 
Freight, Chicago and St. Louis to Jacksonville; 4662, All- 
Freight, St. Louis to Pensacola; 4672, All-Freight, St. Louis 
District to Memphis, Tenn., and 4828, All-Freight, Chicago and 
River Crossings to South. 

The all-freight or all-commodity rates under considera- 

tion, the examiner said, were established by the railroads in 
an effort to regain traffic from other agencies of transport, 
particularly the motor carriers, although the effort was also 
to persuade shippers not to use their own trucks for transport- 
ing their freight. Examiner Way said the only opposition, 
finally, was that from the motor carriers. The report contains 
figures showing that the rates have attracted traffic and in- 
creased rail revenues, chain stores and forwarders being large 
users of such rates. 
_ As to the motor carriers, Examiner Way said the large 
increase in the volume of the traffic transported by them in 
southern territory indicated that they had not been seriously 
affected by the all-freight.or all-commodity rates. He said 
that most of the testimony on behalf of the motor carriers 
was with respect to their general situation and no specific 
instance was cited showing the loss of traffic by reason of the 
rail rates. 

The railroads were able to show, according to the report, 
a serious loss of traffic after 1928 and that the volume of their 
business had not grown with the growth of production. The 
rates under attack in these cases, the report indicated, had 
increased the tonnage and revenue. In 1940, the Illinois Central 
system revenue from it, for the first nine months, was $623,800 
and for the corresponding months of 1941 it was $723,757. The 
revenue of the Louisville & Nashville for the corresponding 
periods was $797,132 and $838,487. Examiner Way recom- 
mended discontinuance of the proceeding. 


Great Lakes Water Service 


Examiner M. J. Walsh, in a propgsed report in W-592, 
T. J. MeCarthy Steamship Co., common carrier application, 
embracing W-729, Automotive Trades Steamship Co., common 
carrier application, has recommended that the Commission 
find public convenience and necessity to require operation by 
applicants as common carriers of motor vehicles, in interstate 
or foreign commerce, between points on the Great Lakes, and 
issue a certificate. 

T. J. McCarthy, president of both applicants, according to 
the report, owns approximately 80 per cent of the stock of 
the McCarthy company, and 85 per cent of that of the Auto- 
motive company. By separate applications, the respective ap- 
Plicants sought certificates to continue operations in existence 
January 1, 1940, and of operations not in existence on that 
date but in existence on February 1, 1941, in the transporta- 
tion of motor vehicles, set up, on wheels, and certain other 
Commodities from and to points on the Great Lakes. The 
authority sought was to continue operations in respect of the 
same character of traffic over identical routes. Since their or- 
ganization until February 4, 1941, applicants’ vessels, with the 
€xception of the S. S. Ingalls, had been chartered to the Detroit 

Cleveland Navigation Co., for operation in the automobile- 
catrying service between Detroit, Mich., Cleveland, O., Erie, 


Pa., and Buffalo, N. Y. McCarthy, under an agreement with 
the Navigation company, solicited shippers and consignees to 
ship automobiles on the vessels of the Navigation company. 
Solicitation agreements terminated between McCarthy and the 
McCarthy company, on the one hand, and the Navigation com- 
pany, on the other, on February 4, 1942, by reason of cessa- 
tion of automobile production and questions as to the use made 
of the chartered vessels. Applicants’ vessels, other than the 
S. S. Ingalls, the report said, could not be used for purposes 
other than automobile carriers without the additional expendi- 
ture of large sums of money. They had been converted to auto- 
mobile carriers at a cost of approximately $40,000 each. The 
S. S. Ingalls, chartered to the Navigation company in 1940 
and 1941, and returned, the report said, could not be used as 
an automobile carrier without “further alterations,” but was 
now available for operation in tramp service or for any service 
to which she might be diverted by the government. In part, 
the report said: 


Applicants had not operated vessels in the automobile-carrying 
service between points on the Great Lakes prior to the hearing herein. 
They were not in operation in such service on January 1, 1940, and 
continuously since, and therefore are not entitled to continue such op- 
erations under the so-called grandfather rights of section 309(a) of the 
act. The record establishes, however, that applicants own two vessels 
specially equipped at a substantial cost ... to handle the automobile 
traffic. Those vessels were utilized in such operations from 1937 to the 
close of navigation in 1941. Immediately thereafter because of the 
cessation in the manufacture of passenger automobiles and the resultant 
lack of transportation of such traffic incident to the present national 
emergency, those vessels, which had been chartered to other carriers, 
were returned to applicants. Applicants hold themselves out, however, 
to engage in automobile-carrying operations and utilize those vessels in 
the transportation of automobiles. 

The automobile traffic on the Great Lakes prior to 1942, required 
the use of applicants’ vessels. It would appear that their use wil: 
again be necessary upon resumption of normal production of automo- 
biles. Refusal of applicants’ right to initiate such operations with 
their own vessels would seriously impair, if not entirely destroy, ap- 
plicants’ investment in those vessels. Such-refusal would not be in the 
public interest. 


Transportation by the Automotive Trades Steamship Co., 
owner of the S. S. Ingalls, of certain commodities in bulk, be- 
tween points on the Great Lakes, the examiner said, were 
exempt under section 303 (b) from the provisions of part II/, 
of the act. 


Trainload Rate on Coal 


In a second proposed report in No. 23130, Intrastate Rates 
on Bituminous Coal in Illinois, Examiner R. N. Trezise has 
recommended the Commission find there is nothing in its or- 
der in that case, issued May 10, 1932, to prevent the Ill no:s 
Central and the Chicago & Illinois Midland making a rate 
of $1.30 a ton on coal on shipments of 2,500 tons, reterred to 
as a trainload rate, from the Springfield group to plants of 
the Commonwealth Edison Company in Chicago. In that ordcr 
the Commission prescribed a rate of $1.65 a ton to remove d s- 
crimination against interstate commerce created by rates pre- 
scribed by the Illinois commission on intrastate traffic. ‘sat 
rate now is $1.75. Publication of the $1.30 rate, the examiner 
pointed out, would not displace the interstate rate prescribed 
by the Commission nor cause discrimination. Th? case was 
heard jointly with the Illinois commission. 


Examiner Trezise deals with the matter on the theory that 
traffic moving in 2,500 ton lots differs from traffic moving in 
single carloads. No such rate as the railroads are now seek- 
ing to establish, he points out, has ever before been made 
either on state or interstate traffic. Therefore, he says, there 
can be no question about violation of the thirteenth section 
that would give the federal Commission jurisdiction. The pe- 
titioning railroads, he also pointed out, contended that the 
transportation circumstances and conditions on quantity ship- 
ments of a minimum of 2,500 tons were wholly dfferent from 
those on other similar shipments from the same origin points 
to Chicago. This second report was issued by the examiner in 
response to suggestions made in arguments on his first pro- 
posed report that he deal with the merits of the $1.30 proposed 
rate. 

One of the objects in the making of the $1.30 rate, the 
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examiner points out, is the regaining of the transportation of 
that coal from .the barge lines. The examiner said the IIli- 
nois Central did not seek to destroy competition by the barge 
lines but that in its struggle for traffic between points on its 
own line it believed it was entitled to an opportunity to re- 
tr.eve a limited portion of the traffic it had prior to the advent 
of the barge lines. The railroads, he said, ventured the opinion 
that there must be some way within the framework of the in- 
terstate commerce act to enable railroads to meet the competi- 
tion rendered possible only through the expenditure of govern- 
ment funds. 

Earnestly they pleaded, said he, that unless the reasons 
were imperative and compelling the Commission should be re- 
luctant to deny the relief sought in this proceeding where, as 
here, a railroad asked authority to publish a rate to meet the 
competition of contract barges “operating on an inland water- 
way, artificial in character, on which no tolls are charged.” 

The big point in Examiner Trezise’s report is believed to 
be his conclusion that the traffic under the proposed quan- 
tity rate on 2,500 tons would be a different type of traffic than 
covered by the Commission's outstanding order. For that rea- 
son, he said, the petition of the railroads asking for a modifi- 
cation of the order of 1932 had no place in the case at this 
time and should be dismissed. 

According to the report, the principal protestants against 

the establishment of the so-called trainload rate were the 
eastern railroads. As to them, he said, “protestants, eastern 
railroads, interpose an objection to the proposed rate, not be- 
cause of any direct interest from a competitive standpoint, 
but from a psychological fear that if the so-called trainload 
rate be established to Chicago on the traffic under considera- 
tion, that eastern coal shippers might be provoked to insist 
uRjon trainload rates on their coal to Lake Erie and other 
0rts.” 
Notwithstanding his conclusion that the order of 1932 
would have no bearing on the present proposal, the exam- 
iner recommended that the Commission exempt the proposed 
quantity rate from the order requiring the establishment 
of the $1.65 rate which has since become $1.75. Major findings 
of fact recommended by Examiner Trezise follow: 


That there is no substantial evidence on the record indicating 
that the proposed quantity rate on the traffic, as a whole, moving to 
the three plants of the Commonwealth Edison Company in the manner 
herein indicated, would produce unjust discrimination against inter- 
state commerce, the shipments being in a sense in the nature of 
captive coal due to the long-term contract, and the close relation be- 
tween the consignee, a public utility, and the shipper, as well as the 
ownership of the originating railroad by the consignee. 

That the record establishes that the proposed rate of $1.30 per ton 
on quantity shipments of 2,500 tons of bituminous coal to be trans- 
ported as a unit from the mines and washer in the Springfield group 
to Chicago deliveries under consideration would earn more revenue for 
petitioners, as a whole, than the minimum reasonable intrastate rate 
prescribed by the Commission in its second supplemental report herein 
on bituminous coal, in carloads, from the Springfield group to Chicago. 
(The out of pocket cost of handling the large unit was estimated at 73 
cents a ton.) 

The present proceeding is clearly distinguished from the ordinary 
one in which changed conditions subsequent to the issuance of a 
thirteenth section order become the paramount consideration for exempt- 
ing from the order individual rates on the same commodity in single 
carloads. The distinguishing factors in the present proceeding are 
found in the facts that the traffic upon which petitioners desire to 
establish a quantity rate possesses characteristics so unusual, unique, 
and wholly different from those upon which a minimum rate was 
prescribed on carloads from and to the points under consideration 
that its circumstances and conditions of transportation have the 
effect of rendering it an entirely different traffic than upon which a 
minimum rate was prescribed, and a traffic upon which lower rates 
might properly apply as in Molasses from New Orleans, La., to Peoria 
and Pekin, Ili., supra. 

That the proposed rate of $1.30 on quantity shipments of 2,500 
tons from and to the points under consideration is not now nor never 
has been in effect either on state or interstate commerce, was not 
imposed by authority of a state as contemplated by section 13 of the 
act as a prerequisite to the jurisdiction of the Commission, and the 
merits of the traffic under that rate received no consideration when 
the order in the present proceeding was entered. 

That the petition for modification of the outstanding order in the 
present proceeding is not to be interpreted to constitute a thirteenth 
section petition seeking relief for interstate commerce, does not relate 
to traflic having substantially similar transportation circumstances and 
conditions as to which the Commission issued a mandatory order in 
this proceeding, and,. therefore the petition has no place or standing 
before the Commission. 

That no thirteenth section investigation was instituted to inquire 
into the nature of the proposed intrastate quantity rate, prior to 
the setting of the present petition for hearing. 

That one of two things is true: (1) either the traffic on which 
the intrastate rate was imposed by authority of the State of Illinois 
and on which our Commission prescribed a minimum rate, now $1.75, 
is the identical tratlic with the same characteristic transportation con- 
ditions as the traffic here under consideration; (2) or else the traffic 
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here under consideration is a different type of traffic possessing un- 
usual, unique, and different transportation characteristics than does 
the first type of traffic. As a syllogism, the two types of traffic can- 
not be the same, for if they were the same, possessing the same 
transportation characteristics, there would be no occasion for the 
petition as petitioners, themselves, declare that they propose to con- 
unue the present rate of $1.75 on the first type of traffic, and a dif- 
ferent rate on (1e second type of traffic emphasizing in support of that 
action that the second type of traffic is so unusual, unique, and dif- 
ferent from the first type that there could be no violation of the 
principles of section 2 of the act, which requires like compensation 
on like traffic from and to the same points under substantially similar 
circumstances and conditions, If either the first or second of these 
alternatives be true no modification of the outstanding order in this 
proceding is warranted or necessary. 

And that in any event, the question or doubt as to whether the 
proposed quantity rate was or is prohibited by the outstanding orde: 
of the Commission in this proceeding, should be resolved in favor 
of the state of Illinois in view of the facts presented, as the strict 
observance of pleadings and procedure become increasingly important 
when, as here, the right of a state to administer its own laws is not 
positively shown to constitute a real obstruction to interstate com- 
merce, 

Conclusions. It is recommended that the Commission exempt the 
proposed quantity rate from the order entered in connection with the 
second supplemental report herein for the sole purpose of clarity 
inasmuch as a hearing has been held on the petition, or as an equiv- 
alent find that the transportation circumstances and conditions on 
the proposed traffic would be substantially different from those on 
the traflic embraced within the outstanding order in this proceeding, 
and on that ground deny the petition. The result of these alternatives 
is in essence the same. ‘he recommended procedure may thus preclude 
the filing of a thirteenth section petition concerning the proposed rate 
under consideration, should petitioners establish such a rate on the 
traffic described herein. 


irregular-Route Radial Service 


Joint board No. 189, in a proposed report in MC C-276, 
Gay’s Express, Inc., vs. Marvin J. Haigis and Kneeland G. 
Nichols, concluded that the authority granted to the defendants 
by the Commissicn limited the transportation they might per- 
form to shipments moving from the base point in the designated 
radial area to another pcint in that area or from a point in the 
radial area to the base point, and that the authorization did 
nct make it lawful for the defendant carrier to transport 
shipments between any points in the entire radial area by 
routing them via the base point, and thus to perform a service 
by interchange with itself that it might otherwise perform 
by interchange with another carrier. 

Tne proposed report showed that Gay’s Express had its 
headquarters in Bellows Falls, Vt., and that the defendants, 
dba-Tri State Mctor Lines, had their principal office in Turners 
Falls) Mass. It noted that the complaint was filed June 10, 
1941, and that it alleged that the defendants were conducting 
operations to and from points in Massachusetts, New Hampshire 
and Vermont not authorized by the certificate granted them in 
MC 26056. That certificate, said the report, authorized the 
defendants to operate as a common carrier of general com- 
modities between Brattleboro, Vt., on the one hand, and points 
in Massachusetts, New Hampshire and Vermont, on the other, 
over irregular routes. The joint board observed that in this 
case the fixed base point was Brattleboro. 

Defendants admitted, said the report, that they transported 
shipments from Vermont points, other than Brattleboro, to 
other points in the radial area, and from points in New Hamp- 
shire to Massachusetts points, but said their trucks always 
moved through Brattleboro. 

“It is clear to us,” said the joint board, “that some sig- 
nificaice must be given to the words, ‘on the one hand, and 
on the other’ employed in the certificate in describing de- 
fendants’ operations. Surely some meaning must be attached 
te their use The accepted meaning of those words when s0 
used has long been recognized in transportation parlance as 
words of limitation in restricting operations of a carrier in 
such a manner as to require the carrier to operate from the 
base point to a point in the radial area, or from a point in 
the radial area to the base point... .” 

The joint board, composed of Samuel P. Coffin, of Massa- 
chusetts, Winslow E. Melvin, of New Hampshire, and William 
R. McFeeters, of Vermont, recommended a finding that “op- 
erations by the defendants . are not authorized by the 
certificate granted to them in No. MC-26056; and that such 
operations are unlawful and should be immediately discon- 
tinued.” 


Family Dual Motor Operations 


Finding that four members of a family controlled the ap- 
plicants asking for a certificate as a common carrier and pe! 
mits as contract carriers, Examiner A. H. Schutrumpf, in 4 
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proposed report in MC-65519, E. H. Miller Transportation Co., 
Inc., Contract Carrier Application, Secaucus, N. J., and cases 
joined with it, has recommended that the Commission require 
the applicants to elect, within 90 days, whether they would 
prosecute the common carrier or the contract carriers applica- 
tions. 

The other applications joined with the one mentioned are 
MC-65519, Sub. No. 1, formerly MC-71933, E. H. Miller Trans- 
portation Co., Inc. (successor in interest to Edward H. Miller), 
Contract Carrier Application; MC-155, Miller’s Forwarding Cor- 
poration, Contract Carrier Application; and MC-152, Sub. No. 1, 
formerly MC-64690, Motor Express Terminal Corporation, Com- 
mon Carrier Application. 

The report said the offices of all the applicants were at 
Secaucus, N. J. The report showed they hauled largely for 
food corporations such as General Foods, Best Foods, Inc., and 
Great Atlantic & Pacific Tea Co., in New York, New Jersey and 
Pennsylvania. 

Here, said the examiner, there were three applicants, one 
common carrier and two contract carriers, all controlled by a 
group of four persons, adding that when the estate of Edward 
Miller was settled, they would be controlled by three persons, 
a brother, a sister and a brother-in-law. 

“Regardless of applicants’ policy of keeping the operations 
segregated,” declares the report, “it is clear that in effect they 
are competitive and to grant applicants the authority requested 
would open the way for discrimination and preference between 
shippers and for unfair and destructive competitive practices 
between carriers. ... Even though the granting of the contract 
carrier authority was limited to those operations performed for 
particular shippers, the wide range of commodities transported 
by such contract carriers precludes any attempt to exclude from 
the granting of a certificate the commodities transported by 
them. Furthermore, it is not possible to exclude from such 
certificate the points served by the contract carriers.” 

The examiner said the Commission should find that, to the 
extent under consideration in this proceeding, the operations of 
the respective applicants in MC-65519, Sub. No. 1 and MC-155, 
were those of contract carriers. 

With regard to MC-155 the examiner found the applicant 
was a contract carrier, on the grandfather date, of salad dress- 
ings and such things, over routes authorized in a prior report 
and said that on its compliance with sections 215 and 218 an 
appropriate permit should be issued subject to the proposed 
findings respecting dual operating authority. He said the 
Commission should find that the holding of a certificate and 
permits for operation over the same routes or within the same 
territory would not be consistent with the public interest, be- 
cause of the common ownership, control and management. 


Motor Class Rates 


In a report in MC C-242, Eastern-Central Motor Carriers’ 
Association vs. Shirks Mctor Express Corporation et al., Ex- 
aminer T. F. Kilroy has suggested that the Commission find 
not unreasonable or otherwise unlawful assailed class rates be- 
tween Lancaster, Pa., and Pennsylvania points grouped there- 
with, on the one hand, and points in Illinois, Indiana, Iowa, 
Kansas, Kentucky, Michigan, Minnesota, Missouri, Ohio, West 
Virginia and Wisconsin, on the other. He said the complaint 
should be dismissed. 

“Complainant seeks to have its class rates, which are the 
same as those of the rail carriers, prescribed as minima for 
the defendants,” says the examiner. “However, without a 
showing that such rates would be reasonable this cannot be 
done. While it is true that in certain Ex Parte proceedings 
the Commission has prescribed, as reasonable minima for 
motor common carriers, rates in certain agency tariffs that 
Were the same as rail rates, this was more or less in the nature 
of emergency action to prevent rate wars and to stabilize the 
trucking industry. No such conditions have been shown to 
exist in the instant proceeding.” 

Rail carriers in official classification and central freight 
association territories, the Central States Motor Freight Bu- 
reau, Inc., Congoleum Nairn, Inc., Sloane-Blabon Corporation, 
Delaware Floor Products, Inc., Sandura Co., Inc., Bonafide 
Mills, Inc., and Paraffine Companies, Inc., intervened on behalf 
of complainant, said the report. The Manufacturers’ Associa- 
ton of Lancaster, Pa., intervened on behalf of the defendants, 
While a representative of Motor Cargo, Inc., stipulated that 
Whatever disposition was made by the Commission in this pro- 
ceeding would govern the continuance or discontinuance of its 
rates similar to those here under consideration. 

Should the rail carriers elect to meet the assailed class 
rates because of competition, said the examiner, it would be 
necessary to reduce their entire scale down to and including 
3 per cent of first class since in the Eastern Class Rate Inves- 
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tigation, 164 I. C. C. 314, the Commission prescribed for each 
class, a stated percentage of first class regardless of the length 
of the haul. 

While it is true that the defendant’s class rates are lower 
than those of complainant and those prescribed for mail car- 
riers in the Eastern Class Rate Investigation, supra, the ex- 
aminer said, that “fact does not render them unlawful.” Only 
in cases where it was clear that rates were unlawful, he added, 
should the Commission interfere with the carriers’ prerogative 
to establish rates in the exercise of its managerial discretion. 


COAL DEMURRAGE CHARGES 


No. 28740, Morris Run Coal Mining Co. vs. New York, 
Susquehanna & Western. By Examiner Charles W. Berry. 
Dismissal proposed. Demurrage charges applicable on 20 car- 
loads of bituminous coal held on the tracks of defendant at 
Edgewater, N. J., not unreasonable or otherwise unlawful. The 
cars arrived in April, May, June and August, 1940, and were 
released in February, 1941. On January 31, 1941, the cars 
had been detained 3,531 days. Charges of $6,395.40 were sought 
to be collected. 


TEMPORARY MOTOR SERVICE 


Joint board No. 32 in a report in MC 103522, Sam R. 
Holden, Sulphur, La., common carrier application, has recom- 
mended that the Commission issue an order granting the ap- 
plicant temporary authority to operate to Decembey 31, 1944, 
as a common carrier by motor vehicle passengers between 
Lake Charles, La., and Orange, Tex., over U. S. Highway 90 
and between junction U. S. Highway 90 and old Lockport Road 
ana a point near Westlake, La., over old Lockport Road, 
with service at all intermediate points. 


TRUCK RIGHTS SALE 


Examiner C. R. Englehart in a proposed report in MC 
F-1752, Liberty Trucking Co., Purchase, Reliable Transit Co. 
(John H. Chatz, Trustee), has recommended that the Commis- 
sion deny the application of the former to purchase certain 
operating rights of the Reliable Transit Co. The examiner said 
approval of the instant transaction would permit vendee to 
invade territory adequately served by existing transportation 
facilities, through resumption of discontinued operations. He 
cited the decision of the Supreme Court of the United States 
in Gregg Cartage Co. & Storage Co. et al. vs. U. S., decided 
April 13, pointing out that the court said “any substantial 
interruption of one carricr’s service tends to result in expan- 
sion of other facilitics to meet the continuing needs of ship- 
pers, and thus to cause overcrowding if the suspended service 
is resumed.” 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day, 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


New Jersey (Bayonne)—-MC 103431, Toye Transportation 
& Oil Co., Inc., common carrier. Certificate proposed. Empty 
barrels and drums between Bayonne, N. J., on the one hand, 
and points in Middlesex, Monmouth, Somerset, Hunterdon and 
Mercer counties, N. J., on the other, over irregular routes 
through New York. 

New York (Brooklyn)—MC 91512, Sub. 1, Edward’s Truck- 
ing, common carrier. Denial proposed. Furniture and second- 
hand theatre chairs between points in N. Y., N. J., Pa., and 
Conn. 


Tennessee (East Chattanooga)—-MC 67468, Sub. 2, John 
Cecil Howard, extension. Denial of permit proposed. Specified 
commodities between Chattanooga, Tenn., on the one hand, and 
points in Ga., on the other. 

Ohio (Warren)—MC 79555, Warren Cartage Co., common 
carrier. On further hearing, proposes affirmation of findings 
in prior report, 29 M. C. C. 817, that applicant failed to estab- 
lish its right to a certificate under the ‘grandfather’ clause of 
any, commodities or between any points whatsoever, and denial 
of the application. Applicant sought authority to transport 
specified commodities between points in Trumbull county, O., 
and Sharon, Pa., on the one hand, and points in Ky., O., Pa., © 
N. Y., W. Va., N. J., Ind., Ill., and Mich., on the other. Accord- 
ing to the report, there was an interruption of service between 
Aug. 15, 1935, and Aug. 25, 1937. 

Pennsylvania (Blossburg)—-MC 103319, Raymond Lindie. 
Denial of certificate proposed. Semi-hituminous coal from points 
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within five miles of Blossburg to points in N. Y. within 75 miles 
of Blossburg, over irregular routes. 

Pennsylvania (Lock Haven) —MC 103158, William E. 
Yeagle. Denial of certificate proposed. Household goods in 
Md., N. Y., and Pa., between points in Clinton county, Pa., on 
the one hand, and, on the other, points in N. Y., and Md., over 
irregular routes. 

Pennsylvania (Lock Haven)—-MC 102350, Sub. No. 2, Helen 
C. Byrol. . Denial of certificate proposed. New automobile 
starters, generators, armatures and parts from Lock Haven to 
specified points in N. Y., N. J., Pa., O., Mich., Ind., Ill., Va., 
Mass. and Ga., restricted to truck-load lots of eight tons or 
more, and burned-out starter, generator, armature and parts 
thereof on return movement, over irregular routes. 

Maryland (Nanjemoy)—MC 95480. Sub. No. 1, Lee Francis 
Hopkins. Certificate proposed. General commodities from 
points in Charles county, Md., except La Plata, Waldorf and 
White Plains, to Baltimore, Md., over irregular routes in part 
and over a regular route. 

New Jersey (Elizabeth)—-MC 89362, Sub. No. 1, Disbrow 
Trucking, Inc. Permit proposed. Fountain pens, ink, acces- 
sories, materials, etc., used in manufacture of pens and ink, 
between New York City, on the one hand, and, on the other, 
Philadelphia, Pa., and points in specified N. J. counties, over 
irregular routes. 

Tennessee (Nashville)—-MC 78632, Sub. No. 33, Hoover 
Motor Express Co., Inc. Certificate proposed. General com- 
modities, with exceptions, from and to Dale Hollow dam site, 
Tenn., and Center Hill dam site as off-route points in connection 
with presently authorized operations over routes between Nash- 
ville, Tenn., and Tompkinsville, Ky., and between Nashville and 
Crossville, Tenn. 

Massachusetts (Worcester)—-MC 77396, Sub. No. 3, Alvin R. 
Holmes. Denial of certificate proposed. General commodities 
between specified points in N. H. and Me., serving designated 
off-route points, over specified routes. 

Arkansas (Jonesboro)—-MC 76118, Sub. No. 3, Harry R. 
Cook. .Denial of permit proposed. Specified commodities be- 
tween various points in Ark., on the one hand, and, on the 
other, points in Mo., Ia., Ill., Ind., O., and Mich., and Louis- 
ville, Ky., over irregular routes. 

New York (Syracuse)—MC 74608, James Desimone and 
Samuel Desimone. Denial of certificate or permit, under 
grandfather clauses, proposed. Household goods between points 
in all the states and the District of Columbia, over irregular 
routes 

Pennsylvania (Rouseville)—-MC 73855, Sub. No. 4, Clare 
M. Marshall, Inc. Permit proposed. Petroleum products in 
bulk, between St. Marys, W. Va., and Farmers Valley, Pa., 
and from St. Marys to Emlenton and McClintock, Pa., over 
irregular routes. 

Texas (Dallas)—-MC 59648, Sub. No. 18, Henry E. Eng- 
lish. Certificate proposed. General commodities, with ex- 
ceptions, between Marshall, Tex., and Jefferson, Tex., over 
specified route, serving all intermediate points, with no service 
to or from Marshall. 


Tennessee (Nashville)—-MC 65967, Sub. No. 7, Wilson 
Truck Co., Inc. Certificate proposed. General commodities, 
with exceptions, within five miles of corporate limits of At- 
lanta, Ga., over irregular routes. 


Pennsylvania (Freeland)—MC 37319, Sub. No. 1, Andrew 
Soltis. Denial of certificate proposed. Household goods be- 
tween Freeland and points within 10 miles thereof and points 
in Conn., Del., Md., Mass., and D. C., over irregular routes. 

Minnesota (Minneapolis)—-MC 22200, Sub. No. 2, Eugene 
Barton. Certificate proposed. General commodities, with ex- 
ceptions, from Chicago, Ill., to Minneapolis, serving specified 
intermediate and off-route points, restricted to delivery only. 
and packinghouse products, dairy products, eggs and dressed 
poultry from Minneapolis to Chicago, serving specified inter- 
mediate and off-route points, service restricted to pickup only 
as to certain points and to delivery only as to others, over 
designated routes. 

Arizona (Phoenix)—-MC 17565, Sub. No. 3, W. C. Burnett. 
Certificate proposed. Box and crate shooks from McPhee, Colo., 
and Window Rock, Ariz., to Phoenix, Ariz., and points within 
25 miles of Phoenix, over irregular routes. 

Missouri (Clinton)—-MC 11977, A. A. Howell. Denial of 
certificate proposed. Specified commodities between designated 
points in Mo., Kan., IIll., Ia., and Okla., over regular and irreg- 
ular routes. 

Oregon (Portland)—-MC 1592, Sub. No. 11, Pacific Truck 
Express. Certificate proposed. General commodities, with ex- 
ceptions, from and to Clackamas, Brownsville, Coburg, Riddle 
and Glendale, Ore., as off-route points in connection with ap- 
plicant’s presently authorized regular route operations. 

Ohio (Cleveland)—-MC 1514, Sub. No. 6, Illinois Grey- 
hound Lines, Inc, Certificate proposed. Passengers, baggage, 


TRAFFIC WORLD 


express, mail and newspapers between junction of U. S. high- 
ways 66 and BYP 66 north of Normal, Ill., and junction of 
those highways south of Bloomington, Ill., over by-pass U. S. 
66, and between Bloomington and junction of Illinois highway 9 
and U. S. highway BYP 66 over Illinois highway 9. 

- Michigan (Detroit)—-MC 96476, Arthur Macoit. Permit 
proposed. Soap, soap products, cooking fats, advertising mat- 
ter and premiums, between Detroit, on the one hand, and points 
within specified Mich. area, on the other, over irregular routes, 

Pennsylvania (Rouseville)—-MC 73855, Sub. No. 6, Clare 
M. Marshall, Inc. Permit proposed. Lubricating oil, in bulk, 
from Coraopolis, Pa., to specified points in N. Y., and petroleum 
products, in bulk, from and to designated points in Pa., N. Y,, 
and W. Va., over irregular routes. 


New York (New York)—MC 67216, Beacon Fast Freight 
Co., Inc. Certificate proposed, for continuance of operation as to 
general commodities, with exceptions, between Boston and 
Cambridge, Mass., on the one hand, and, on the other, New 
York City and Jersey City, N. J., over regular routes, serving 
specified intermediate and off-route points. 


Michigan (Kalamazoo)—MC 59559, Sub. No. 6, D. Graff & 
Sons, embracing Sub. No. 8, Same. Certificate proposed. 
Paper and paper products from Battle Creek and Grand Rapids, 
Mich., to points in Ind., Ill., and O., and Louisville, Ky., St. 
Louis, Mo., and Davenport, Ia., and waste paper from those 
destination points to Battle Creek and Grand Rapids, over 
irregular routes. 


Michigan (Saginaw)—-MC 54621, Sub. No. 3, H. Slate, 
embracing Sub. No. 2, H. Slate dba William Walton Co. Certifi- 
cate proposed, in Sub. No. 3, for continuance of operation as to 
general commodities, with exceptions, over specified routes 
between Flint and Bay City, Mich., between Saginaw and 
Durand, Mich., and between junction Michigan highways 78 and 
71 and Corunna, serving specified intermediate and off-route 
points. Dismissal of Sub. No. 2 proposed. 


Texas (Dallas)—-MC 50544, Sub. No. 22, The Texas and 
Pacific Motor Transport Co. Certificate proposed. General 
commodities, with exceptions, between Dallas and Fort Worth, 
Tex., over an alternate route, with service at specified off-route 
points, subject to conditions, including one that applicant render 
no service from or to, or interchange no traffic at, any point 
not a station on a rail line of the Texas & Pacific Railway Co. 


New York (New York)—MC 50307, Sub. No. 3, Interstate 
Dress Carriers, Inc. Denial of certificate proposed. Various 
commodities between points in N. J., N. Y. and Pa. 

New York (New York)—MC 45662, Sub. No. 1, Astor 
Trucking Corporation. Certificate proposed. Gum sealing 
tape, paper towels, paper napkins and toilet paper between 
Jersey City, N. J., and New York City, on the one hand, and, 
on the other, Paterson, Newark, Belleville and New Bruns- 
wick, N. J., over irregular routes. 


Ohio (Cleveland)—MC 31340, Sub. No. 3, Motor Transit 
Co. Certificate proposed. General commodities, with excep- 
tions, over two alternate routes in connection with applicant's 
present operation between Chicago, IIl., and Cleveland, O., 
serving specified intermediate and off-route points. 

Pennsylvania (Philadelphia)—-MC 10223, Sub. No. 1, Robert 
E. Mack. Denial of certificate proposed. General commodities, 
with exceptions, between Philadelphia, Pa., on the one hand, 
and points in Pa. within 60 miles thereof, on the other. 

Pennsylvania (Scranton)—MC 1, Sub. No. 4, Eschenbach & 
Rodgers, Inc. Permit proposed. Waste paper from Kingston, 
Pa., to Ridgefield Park, N. J., over specified routes. 


Indiana (Milford)—-MC 101669, Marshall Estep, common 
carrier. Denial proposed. Farm machinery and other commodi- 
ties, places in Chicago, Ill., commercial zone to points in Ind., 
and certain commodities in the reverse direction. 

Pennsylvania (Sharon)—-MC 75036, Sub. 1, Samuel Haun, 
extension. Certificate proposed, subject to conditions. General 
commodities, with exceptions, between Sharon and Farrell, 
Pa., over city streets, and between Sharon and Sharpsville, 
Pa., over Pennsylvania highway 518 (or over city streets), with 
no service at intermediate points, in coordinated motor-rail 
service. 

Kentucky (Burkesville)—-MC 54576, Sub. 2, H. K. Davis 
and P. A. Davis, extension. Certificate proposed. General com- 
modities, with exceptions, between Burkesville and Willow 
Grove, Tenn. 

New Jersey (Bayonne)—-MC 8388, Bayonne Motor Haulage, 
Inc., common carrier. Certificate proposed. Continuance of op- 
eration, petroleum and petroleum products, in containers, Bay- 
way, Carteret, Elizabeth, and Linden, N. J., to New York, 
N. Y., and from Bayonne to points in Nassau county, N. Y. 

Nebraska (Grand Island)—-MC 1988, Sub. 1, Wilford F. 
Williams, extension. Certificate recommended. Passengers; 
baggage, express, mail and newspapers in Neb. 

Pennsylvania (Milford)—-MC 334, Sub. 1, George R. 
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Wyckoff, extension. Certificate proposed. Passengers, baggage, 
express, mail and newspapers in N. J., N. Y., and Pa. 

Minnesota (St. Cloud)—MC 66788, Sub. 3, Raymond Bros. 
Motor Transportation, Inc., extension. Certificate proposed. 
General commodities, with exceptions, between points in Minn. 

Arizona (Wellton)—MC 54633, Sub. 1, Ex. Gust E. Svens- 
son, application for exemption. Certificate of exemption pro- 
posed on finding operation by applicant, in interstate or for- 
eign commerce, as a common carrier by motor vehicle, solely 
within Arizona, of. general commodities, with exceptions, be- 
tween Yuma and Roll, Ariz., over a regular route, serving Well- 
ton, Ariz., as an intermediate point, to be of such nature, char- 
acter, or quantity, that exemption thereof from regulation un- 
der part II of the act would not substantially affect or impair 
uniform regulation by the Commission of transportation by 
motor carriers engaged in interstate or foreign commerce in 
effectuating the national transportation policy. 

iNinois (Chicago)—-MC 39073, Joseph Budreck and Frank 
Budreck, contract carrier. On further hearing, findings in 
prior report, 27 M. C. C. 287, authorizing operation as a com- 
mon carrier, proposed to be modified so as to include, in addi- 
tion to the transportation described therein, the transportation 
of asphalt siding and roofing materials from Chicago and Clear- 
ing, lll., to points in Ind. and O., and to Louisville, Ky. 

Pennsylvania (Juanita-Altoona)—-MC 37081, Sub. 2, Sinary 
T. Dinges, extension. Denial of certificate proposed on finding 
public convenience and necessity not to require seasonal opera- 
tion, in the months of February and August, in interstate or 
foreign commerce, as a common carrier of catalogues from 
and to points in Pa. 

Oregon (Portland)—-MC 29792, Sub. 8, Jess U. Stout, ex- 
tension. Certificate proposed. General commodities, with ex- 
ceptions, to and from Troutdale, Ore., and points within 15 
miles of Spokane, except to the extent that such service has 
been previously authorized, as intermediate and off-route points 
to applicant’s presently authorized regular route operations. 

Illinois (Chicago)—MC 3562, Sub. 1, Dickens Motor 
Freight, Inc., extension. Certificate proposed. General com- 
modities between South Bend, Ind., and Buchanan, Mich., and 
between Angola, Ind., and Marshall, Mich. 

Ohio (Dayton)—MC 2190, Sub. 1, Paul Moore, extension. 
Permit recommended. Materials, supplies and equipment in- 
cidental to or used in the construction, operation and mainte- 
nance of telephone lines, between points in O. 

Ohio (Cincinnati)—MC 1505, Sub. 3, Capitol Greyhound 
Lines, extension. Certificate proposed. Passengers, baggage, 
express, mail and newspapers between Elizabethtown, O., and 
Lawrenceburg, Ind., over relocated U. S. highway 50, serving 
all intermediate points. 

Indiana (Indianapolis)—MC 22229, Terminal Transport 
Co., Inc., common carrier, embracing Sub. 1, Same, extension. 
On further hearing, findings in prior report, 26 M. C. C. 807, 
proposed to be modified and certificate granted as to continuance 
of operations in MC 22229 of general commodities, with excep- 
tions, from Indianapolis and Speedway, Ind., to Atlanta, Ga., and 
Birmingham, Ala., and cotton and rayon and cotton and rayon 
articles from Crawford, Jefferson, Lindale and Trion, Ga., and 
Cordova, Ala., to Indianapolis, Ind., and operation in MC 22229, 
Sub. 1, as to general commodities, with exceptions, from At- 
ee and Birmingham, Ala., to Indianapolis and Speed- 
way, Ind. 

Pennsylvania (Upper Darby)—-MC 67625, Sub. 1, Joseph 
W. Alexander, common carrier. Denial proposed. Household 
goods between points in Upper Darby township, Pa., and 
points within 10 miles thereof, on the one hand, and points in 
N. Y., N. J., Del., Md., Va. and D. C., on the other. 

Indiana (Bluffton)—-MC 65870, Sub. 4, Homer M. Smith, 
dba Smith Trucking Co., extension. Certificate proposed. Piano 
benches, Bluffton to points in Conn., Ga., Ill., Ia., Ky., Md., 
Mich, Minn., Mo., Neb., N. J., N. Y¥., O., Pa. N. C, R. L, 
S.C, Tenn., Va., W. Va., Wis., Mass. and D. C., and pianos, 
from Bluffton to points in the states named other than New 
York, N. ¥., Cleveland and Akron, O., Erie and Philadelphia, 
Pa., Detroit, Mich., Chicago, Ill., Omaha, Neb., St. Louis., 
Mo., and points in D. C. 


CRUDE SULPHUR, TEX. TO TENN. 


By a petition in I. and S. No. 4914, Crude Sulphur, Texas 
to Tennessee, embracing fourth section application No. 18917, 
Sulphur, Texas to Nashville and Old Hickory, Tenn., the New 
Orleans Joint Traffic Bureau has asked the full Commission to 
reopen the proceeding for reconsideration and to modify or set 
aside the findings, conclusion and decision of the majority of 
division 2 (see Traffic World, May 30, p. 1399). 
. The New Orleans bureau asks the Commission to exercise 
‘ts Minimum rate power “so as to prevent a cycle of reductions 
that will adversely affect the rail and the water carriers,” or, 
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in the alternative, to reopen the proceeding for further hearing 
“to develop the correct terminal costs incurred at Galveston 
by the shipper.” The petitioner also asked postponement of 
the order by division 2, scheduled to have become effective 
June 2, pending final disposition of the proceeding. 

In finding the proposed all-rail rate of $5.94 a net ton, 
minimum 80,000 pounds, justified, division 2 had “certainly 
disregarded all of the fundamental principles heretofore fol- 
lowed by the Commission in either prescribing or approving 
rates between the all-rail routes, on the one hand, and via all- 
water, rail-water, or rail-water-rail routes on the other,” said 
the petition. It said that, in the face of various “disabilities” 
inherent in the water routes and not present in the all-rail 
routes, the division was led to believe that a share of the sulphur 
traffic here involved would continue to move in connection with 
water routes despite small differences in rates. The division 
erroneously accepted as correct, said the petition, a terminal 
cost at Galveston of 16.1 cents a net ton, “predicated purely 
upon hearsay,” although respondents’ principal witness “con- 
ceded” that the terminal costs at Galveston were approximately 
22.3 to 26.8 cents a ton. Under the decision as it now stood, 
either the water carriers would have to reduce their rates from 
Galveston to New Orleans and Memphis, or they would have to 
forego the crude sulphur traffic, the petitioner averred. 


Citrus Fruit Boxes and War 


In a reply brief to the petition of the California Citrus 
League for reopening of the proceedings in I. and S. No. 4786, 
Package Rates on Citrus Fruit, and cases joined with it (see 
Traffic World, June 6), protestants and complainants interested 
in the use of Bruce boxes for citrus fruit shipments accuse 
the California shippers of having obtained an unfair advantage 
of false weights on citrus fruit shipped in nailed boxes, by 
“cracking the whip” over the transcontinental railroads. 

“These shippers become jittery when they foresee the im- 
partial adjudication of the weights by an agency which does 
not jump no matter who cracks the whip,” said the reply brief, 
referring to the Commission. ‘For once in its life the powerful 
California Citrus League has run up against an agency to which 
it can not give commands.” 

As to the contention of the California interests to the 
effect that Bruce boxes required more steel than the nailed 
boxes, the reply brief said: 


There is a shortage of steel, we are told, and since steel is used in 
the Bruce box, it would be an act of patriotism for the Commission to 
let the false weights continue, because the heavy penalties against the 
Bruce box, coupled with the false weights favoring the heavy nailed 
box, would tend to drive the Bruce box out of business. Why not set 
aside the interstate commerce act for the duration? . . . The California 
interests conveniently forget that the shortage of lumber has become 
so serious that the War Production Board has found it necessary to 
issue drastic orders concerning the use of lumber. Under such condi- 
tions there is no public interest that requires the continued manufac- 
ture of a heavy and outmoded nailed box which uses more than twice 
as much wood as its principal competitor, and which requires more 
transportation space, at a time when transportation facilities constitute 
the real bottleneck which is limiting the war effort. 

But the Commission will not in its decision here bar the use of any 
container. This is an estimated weight case, and it is reasonably to be 
expected that the Commission will do nothing more than require the 
establishment of fair weights. 


Parties to the reply brief saw in the California Citrus 
League’s petition an “implied threat” that it would not co- 
operate in any government program of container simplifica- 
tion unless the decision in the instant proceeding was to its 
liking. Their brief claimed such an implication was to be 
seen in a statement in the petition that “if the decision in this 
proceeding will continue the present and long existing practice 
of equality of charge on containers of like capacity, either 
through approval of package rates or through estimated 
weights of like amount on containers of like capacity, the Cali- 
fornia citrus industry will give its full support to the govern- 
ment program of simplification and standardization of contain- 
ers including the elimination of the single compartment nailed 
boxes” 


MOTOR RATE CHANGES PROCEDURE 


The Commission, by orders by divisions 2 and 3, in Ex 
Parte MC 20, Trunk Line Territory Motor Carrier Rates; MC 
21, Central Territory Motor Carrier Rates; MC 22, New Eng- 
land Motor Carrier Rates and MC 23, Midwestern Motor Car- 
rier Rates, gives notice that, between July 1 and November 2, 
it will allow motor carriers to file tariffs without going through 
the complex procedure of their asking for and obtaining per- 
mission to make changes in rates held in effect by minimum 
rate orders. It has suspended the effectiveness of the or- 
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ders therein, to the extent minimum class and commodity rates, 
charges, classifications and regulations are prescribed therein. 

Each of the orders says it shall not be construed as set- 
ting aside the findings previously made respecting the min- 
imum class and commodity rates, etc., it said should be main- 
tained by the respondent carriers and ‘such findings shall be 
given consideration in the disposition of protests to new sched- 
ules filed by carriers in the period the effectiveness of the 
minimum rate orders is suspended.” 


These orders mean that motor carriers may file tariffs pro- 
posing changes in the rates prescribed by minimum rate orders 
in the same manner that rail carriers propose changes in 
rates that have been prescribed by the Commission. While the 
Commission has issued relatively few minimum railroad rate 
orders, each order prescribing rates says it shall remain in 
effect until the further order of the Commission. In some cases 
the railroads have gone through the formality of asking the 
Commission to modify its orders, but the usual practice is 
to file tariffs proposing changes, without the carrier saying any- 
thing about what it was doing. It merely indicates its desire 
to change the rate. If the Commission does not suspend the 
tariffs the rate or rates are changed, as proposed in the tariff 
or tariffs, without reference to the order by which the Commis- 
sion prescribed the rate. For six months, at least, the motor 
carriers will be able to proceed in that way. 


The orders suspending the effectiveness of the orders here- 
tofore entered in motor rate proceedings are regarded as the 
result of representations made to the Commission by shippers 
or their organizations, particularly the National Industrial 
Traffic League (see Traffic World, May 9, p. 1230). They 
pointed out that, with respect to proposed changes in rail rates, 
the carriers filed tariffs showing what they desired to do, which 
would be subject to protest and suspension. The League said 
that that was the procedure followed under part I of the inter- 
state commerce act, with results that had redounded to the 
credit of the Commission and to the satisfaction of shippers 
and railroads as well. 


The League, in asking for a change in the procedure, ex- 
cepted the New England minimum rate proceeding order on 
account, as it said, of the different theory on which motor 
rates there were founded, namely, cost of service, etc., instead 
of merely on the railroad level. The Commission, however, 
included the New England order in its list of suspensions. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 13681, Pennsylvania Railroad 
Co. et al. abandonment, permitting abandonment by the Pennsylvania 
Railroad Co. and abandonment of operation by the Monongahela Rail- 
way Co., lessee, of a branch line of railroad in Fayette County, Pa. 
Approved. 

Report and order in F. D. No. 13730, Cuyahoga Valley Railway 
Co. control, authorizing acquisition by the Jones & Laughlin Steel 
Corporation of control of the Cuyahoga Valley Railway Co., through 
ownership of its stock, provided such acquisition of stock shall not 
be recorded in the books of the Jones & Laughlin Steel Corporation 
unless and until the related journal entries first shall have been ap- 
proved by the Interstate Commerce Commission. Approved. 

Order in F. D. No. 13608, St. Louis Southwestern Railway Co., 
trustee et al. construction and operation, extending the time for com- 
pleting construction to July 15, 1942. Approved. 

Supplemental Report and order in F. D. No. 13341, New York 
Central Railroad Co., equipment trust certificates, modifying prior re- 
port and order so as to permit the substitution under the equipment 
trust of certain equipment. Approved. 


PETITIONS FOR REHEARING, ETC. 

No. 28650, Hyman-Michaels Co. vs. P. & W. Va. et al. 
asks reconsideration. 

1. & S. No. 4830, ground barite ore, Arkansas to Louisiana and 
Texas ports; and No. 28593, Magnet Cove Barium Corporation vs. Alton 
et al. Complainant in No. 28593 asks reconsideration and modifica- 
tion. 

MC F-1878, Robert Blaske, Inc., purchase, Robert Blaske Co. 
Robert Blaske, Inc., asks authority temporarily to operate motor car- 
rier properties of Robert Blaske dba Robert Blaske Co. 

MC F-1877, Freight, Inc., purchase, Akron-Cleveland-Dover & 
Mansfield Express. Freight, Inc., asks authority temporarily to op- 
erate motor-carrier properties of L. E. Moore, dba Akron-Cleveland- 
Dover & Mansfield Express. 

No. 28428, Toledo Board of Trade vs. B. & O. et al. Toledo Board 
of Trade asks reopening for reconsideration and reargument, 

Ex Parte MC 21, central territory motor carrier rates. F. B. Bam- 
ford asks further modification of orders in connection with tomatoes, 
fresh, other than cold pack, in open top baskets, T. L., minimum 
weight 10,000 pounds from Eliza, Ill., to Muscatine, Ia., and containers, 
viz.: baskets, tomato shipping, empty returned, any quantity, from 
Muscatine, Ia., to Eliza, Ill. 

Finance 11040, St. Louis Southwestern reorganization. Horace A. 
Davis, Benjamin S. Lichtenstein and Sylvan Gotshal, as a protective 
committee for holders of Stephenville North & South Texas first mort- 
gage bonds and as a protective committee for holders of Central 
Arkansas & Eastern first mortgage bonds, ask that Commission enter 
an order providing that committees may have a lien against the 


Complainant 





TRAFFIC WORLD 





deposited bonds and any proceeds derived therefrom for compensa- 
tion and expenses not incurred in connection with recovery of the 
mortgage security or paid out of debtor’s estate for a sum not in 
excess of one and one-half per cent of principal amount of the bonds 
deposited with committees. 

No. 28438, Bonneville, Limited vs. Alton et al. Defendants ask 
reopening for further hearing and assignment of further hearing with 
No. 28820, Potash Co. of America vs. Aberdeen & Rockfish et al. 


Ocean-Rail Joint Rate Fight 


Trunk Line and Central Freight Association territory rail- 
roads, in a brief in No. 28504, Baltimore Steam Packet Co., et al. 
vs. Alabama Great Southern, et al., deny the record made in 
this proceeding warrants the prescription of joint through class 
and commodity rates via rail-ocean-rail routes from interior 
points in trunk line territory to destinations in western trunk 
line territory including Colorado, Utah and Wyoming, dif- 
ferentially lower than the all-rail rate from and to the same 
points. The steamship lines asked for the prescription of such 
rates in lieu of the non-concurrence rates the Commission con- 
demned. 

The railroads contended that the steamship lines and their 
south Atlantic port rail connections had failed to justify the 
prescription of joint rates. They contended the steamship lines 
and their southern rail connections had failed to prove that the 
elimination of their “arbitrary” differential rates would be in 
violation of the interstate commerce act and also to sustain their 
allegations with respect to disregard of section 500 of the 
transportation act of 1920. The testimony of witnesses repre- 
senting the shippers and commercial organizations, the rail- 
roads said, warranted no different conclusion. The carriers con- 
tended that they had affirmatively proved that judged by the 
standards of comparative distances, amount of service, and cost 
of service, the rail-ocean-rail routes here involved constituted 
uneconomical and wasteful transportation. Therefore they 
asked dismissal of the complaint. 

The Boston Port Authority, in its brief, took the position 
that the routes over which rail-ocean-rail traffic moved and 
for years had moved were reasonable through routes; that 
reasonable joint through class and commodity rates over those 
routes were required in the public interest and should be pre- 
scribed; that such rates should be differentially lower than 
standard all-rail rates between the same points by the amounts 
the presently published non-concurrence rates were lower than 
standard all-rail rates. The brief pointed out that in 1939 more 
than 45,000,000 pounds of freight moved over the routes in 
question. It said the importance to shippers and to the coast- 
wise steamship lines of the use of rail-ocean-rail routes under 
existing rates and the dislocating and injurious economic effect 
of the disturbance of the existing rate adjustment were con- 
clusively shown of record. 


SOUTHWESTERN GREYHOUND MERGER 


“This case is presented upon what should rightfully be 
termed the ‘thinnest’ theories imaginable,” said a brief of the 
Missouri Pacific Railroad Co. (Guy A. Thompson, Trustee) 
and the Missouri Pacific Transportation Co., protestants, in 
MC F-1678, Southwestern Greyhound Lines, Inc.—Merger— 
Arkansas Motor Coaches, Limited, Inc.; The Greyhound Cor- 
poration—Control—Arkansas Motor Coaches, Limited, Inc., and 
two applications joined with it. Those applications are: MC 
F-1679, Southwestern Greyhound Lines, Inc.—Issuance of Stock, 
and MC F-1680, The Greyhound Corporation—Issuance of 
Stock. 


The brief said that by the applications in question, South- 
western Greyhound Lines, Inc., and the Greyhound Corpora- 
tion, respectively, sought: authority (1) to merge the assets 
of the Arkansas Motor Coaches, Limited, Inc., into the South- 
western Greyhound Lines, and (2) to exchange 14,400 shares of 
Greyhound Corporation stock for outstanding stock of Arkansas 
Motor Coaches, Limited, Inc. Thereupon, said the brief, the 
capital stock of the Arkansas line was to be exchanged with 
Southwestern Greyhound Lines for 900 shares of class A com- 
mon stock of the latter company. It added that all assets of 
the Arkansas line were to be transferred to and merged with 
Southwestern Greyhound and that the assets included bus line 
operating rights between Memphis, Tenn., and Texarkana and 
designated points in Arkansas. The major operation of the 
transferor was over the Memphis-Texarkana route over which 
Missouri Pacific Transportation Co. presently operated, said 
the brief. 

Applicants’ “theories” in support of their applications, the 
brief declared, were a claimed public benefit in added comfort 
to passengers by substitution of “Greyhound Super-Coaches 
for another type of bus and the added advantage to the public 
of a longer single-line service. As to the first of those claims, 
it said, public testimony offered indicated a complete satisfac 
tion with the comfort of existing services. The other claim, 
it added, did not have the support of any public testimony. 
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Allied Van Pooling 


Hearing in MC F-1775, Allied Van Lines, Inc., pooling, 
continued through its second week at Chicago, before Exam- 
iners Higgins and Patrick, without bringing the testimony of 
the applicants to a conclusion (see Traffic World, June 6, p. 
1447). It was expected that applicant’s case would be com- 
pleted sometime in the third week. 

Except for cross-examination of M. W. Niederinghaus, 
executive vice-president of Allied, and the testimony of Major 
S. J. Beacham, U. S. A., its former secretary, all the witnesses 
in the week of June 8 were individual operators members of 
Allied. The general tenor of their testimony was that, by 
their participation in the Allied pool, they were able to offer 
the public a service in the hauling of household goods that, 
in effect, extended their operations to all parts of the coun- 
try. Joseph Mahoney, Weicker Transfer and Storage Com- 
pany, Denver, Colo., said that, before his affiliation with Allied, 
his household goods moving service was confined largely to 
crating shipments and delivering them to railway freight 
depots. The Allied plan had made it possible to offer the pub- 
lic in Denver all of the advantages of nationwide motor car- 
rier hauling of household goods, he said. 

W. R. Kueffner, special assistant to the United States At- 
torney General, ‘questioned him and other witnesses, on cross- 
examination, as to whether or not participation in the Allied 
pool did, in effect, turn over to Allied the complete manage- 
ment of their properties. Mr. Mahoney said that there were 
some parts of the management expressly reserved to his 
company. The examiner had read into the record the contract 
between Allied and Mahoney’s company indicating that all of 
its general commodities common carrier operations and cer- 
tain specified intrastate household goods operations remained 
in its hands. 

Except for such questions on cross-examination, Mr. Kueff- 
ner took no part in the proceedings. He indicated that the 
Attorney General did not intend to introduce testimony of his 
own. Generally, his questions indicated that the chief interest 
of the government was in the corporate relations between the 
operators and Allied. It was pointed out that, in the case of 
such a holding company as that which owned Allied, the Com- 
mission’s jurisdiction was limited under the law largely to cor- 
porate and financial matters, although a discussion showed 
that there was by no means agreement among the contending 
attorneys as to just how far that jurisdiction went. J. N. Beall 
attorney for the Aero Mayflower Company, said his company 
was not opposing the Allied application but that it was deeply 
interested in the conditions under which it might be granted. 
In deciding the matter, he said, the Commission would be 

“pioneering.” It was conceivable, he added, that the permit 
might be granted under terms that would open the way to simi- 
lar pools among general commodities motor common carriers, 
thus tending to cast the highway carrier business into an en- 
tirely new pattern. 


Recalled to the stand for cross-examination, Mr. Niedring- 
haus underwent questioning of Wilber Hill, for Wisconsin 
household goods haulers, and by Ernie Adamson, for a group 
of Pittsburgh members of Allied, on matters of relationship 
between Allied and the National Furniture Warehousemen’s 
Association. George R. Rives, attorney for Allied, agreed to 
a Stipulation in the record that the moneys to cover the or- 
ganization of Allied had been advanced by the N. F. W. A. 
and that individual operators had then advanced funds for its 
operations. Subsequently, the stipulation said, portions of the 
money put in by the operators had been returned to them. Mr. 
Adamson, in an off-the-record discussion, indicated that some 
of his clients, although they were no longer members of the 
Allied, had not had all of the money they invested returned to 
them. His questions followed others by Mr. Hill as to whether 
or not a participant in the Allied pool who “shifted his alle- 
glance” to some other similar group would be “ousted from 
the N. F. W. A.” The witness said he would. He insisted, how- 
ever, that those operators at present members of the N. F. 
W. A. would not be “disciplined” if they refused to join the 
Allied pool. He explained that the latter would be classified 
as “booking agents” by Allied and would receive the same com- 
missions on business obtained for pool members as the pool 
members themselves would receive. 

The witness, in his replies, stressed what he said was the 
fact—that Allied could get complete coverage of the country 
over a single one of its lines. He did not mention the name of 
that line, but he added that, leaving that one out, there were 
three others combined that could furnish countryw le service. 
The implication was that the Allied pooling plan v is not de- 
‘igned to give a monopoly to the large operators but that, 
tather, it was designed to give the smaller operators a share 
of the business. 
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As to whether or not the Allied pool was harmful to oper- 
ators not participating, the witness replied to Mr. Beall that he 
was not, prepared to say. 

Of another witness, who said that, on traffic carried that 
had been obtained for his line by booking agents or pool partici- 
pants, his line received only 65 per cent of the revenue, Mr. 
Beall asked questions designed to show that, if the 65 per cent 
covered more than out-of-pocket cost, there must be an un- 
reasonably large profit factor in the full rate. The answers 
were to the effect that, generally, the traffic obtained in that 
manner was on back-hauls that otherwise would have to be 
performed with empty equipment and that ‘65 per cent of the 
revenue was a great deal more than nothing.” 

Major Beacham testified as to the part played by Allied in 
moving government employes from Washington and Richmond 
as part of the government’s “decentralization plan.” He said 
more than 9,500,000 pounds of household goods had been han- 
dled by Allied in those moves and that, although the business 
was handled with more than the average of empty return hauls, 
the Allied and the operators appeared to have profited. On 
cross-examination, he said that Allied had set up a special office 
to handle the business, under his direction at Washington, 
partly for the purpose of demonstrating to government officials 
that Allied operations were efficient. He answered in the affirm- 
ative a question indicating that one of the purposes Allied had 
in mind in establishing the office, and in helping in the decen- 
tralizing moves was to influence government officials to look 
with fz vor on its present application. 


Serap Paper, East to S. C. 


The Office of Price Administration in a brief in I. and S. 
No. 5111, Scrap Paper, Eastern Ports to Hartsville, S. C., has 
asked the Commission to order cancelation of increases sought 
by the respondents to this proceeding in rail rates on waste 
or scrap paper from New York, Philadelphia, Baltimore, 
Washington, and groups, to Hartsville, S. C. 

This case, according to the O. P. A. brief, involves an 
attempt by respondents to cancel presently applicable all-rail 
carload commodity rates and establish in lieu thereof class 
rates. The effect of this adjustment, it says, is an increase of 
two cents a hundred pounds from New York and group, and 
one cent a hundred pounds from the other origins. 

“Under the conditions today existing in the United States 

during this period of emergency,” the O. P. A. said, “the 
Commission should find that the increases now proposed to be 
pyramided on top of the 6 per cent increase already applied 
to these rates less than 60 days ago has not been justified and 
is unreasonable. 
; “No reason has been shown to exist warranting an increase 
in these rates at this time to a level higher than that on which 
this traffic ever moved when this commodity has assumed added 
importance in the present emergency and in the absence of any 
showing that the present rates are below a reasonably com- 
pensatory basis.” 

The sole receiver of this traffic, the O. P. A. said, was 
Sonoco Products Co. of Hartsville. The increases were sus- 
pended on protest of that company. Based on the 1941 tonnage 
received by this concern and taking into account the 6 per 
cent increase added by respondents less than two months ago, 
the O. P. A. says, if the suspended rates are permitted to be- 
come effective, it will increase this receiver’s freight costs on 
this one commodity by $10,000 a year. The company manufac- 
tures articles used in the war effort. 

_ The program for effective control of prices of all commodi- 
ties subject to price regulation cannot be accomplished “if 
transportation charges are permitted to advance regardless of 
the absolute necessity therefor,” says the O. P. A. 

The respondents in their brief asked the Commission to 
vacate the suspension “immediately” and allow the suspended 
schedules to become effective. 


Erie Ferry Abandonment 


The record in this proceeding definitely established that 
the proposed abandonment would have adverse effects on em- 
ployes, that those effects might be anticipated with reasonable 
accuracy, and that it was possible to frame conditions to meet 
them, said the Railway Labor Executives’ Association in a brief 
setting forth its exceptions to the proposed report of Examiner 
Ralph R. Molster in Finance No. 13569, Erie Railroad Co. 
Ferry Abandonment (see Traffic World, May 23, p. 1340). 

The brief cited the examiner’s observation in the proposed 
report that the record, as it stood, did not afford a proper basis 
for conclusions as to the extent that employes might be affected 
or the extent to which they might be entitled to protection, and 
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that “to undertake to attach general conditions based on gen- 
eral assumptions would not be ‘in the light of the evidence’ 
and well might be construed as arbitrary action.” .This ap- 
proach to the problem by the examiner was not a realistic 
one and did not recognize that conditions imposed by the 
Commission in other cases were sufficiently flexible to permit 
adjustment to individual situations as they might arise, said 
the brief. 

The association said that, as a result of the proposed aban- 
donment of applicant’s Twenty-Third Street ferry service be- 
tween New York City and Jersey City, it appeared that ap- 
plicant anticipated a decrease in its total wage bill of about 
$140,000 annually. The rail labor group arrived at that esti- 
mate, it said, by citing a payroll tax saving anticipated by the 
applicant, representing 6 per cent of the total payroll cost. 

“This wage saving,” continued the brief “obviously contem- 
plates an equal wage loss to be suffered by employes. This 
result will be brought about by a decrease of employment in 
the marine department and in the maintenance department of 
the applicant. In the marine department, the abandonment will 
affect approximately 20 employes of various classifications. 
While the applicant asserts that these employes will all be 
absorbed in its other operations, it appears that in many in- 
stances this will be accomplished by employes accepting lower 
paid positions and by the displacement of other employes not 
presently engaged in this ferry operation. Some of the em- 
ployes will be transferred to seniority districts other than those 
in which they are now employed, and will there be rated as new 
employes. ... 

“We know from the evidence that some employes will be 
displaced from their present positions. We know further, as a 
matter of logical necessity, that these employes will face a 
series of alternatives. In the first place, they will either be 
retained in the service of the applicant, or they will be released 
from its service. Those who are retained will either be em- 
ployed at a point which is available from their present places 
of residence or they will be compelled to move. Retained em- 
ployes will either be retained at their present rates of pay or 
at reduced rates. They will secure their new positions either 
without displacing other employes or by displacing other em- 
ployes. .. .” 

A suggestion by the examiner that the Commission defer 
consideration of the question of conditions for protection of 
labor until the record had been “properly supplemented” in 
that connection, was “fundamentally inequitable,” said the 
brief. It said the applicant had to readjust its business opera- 
tions and was entitled to know just what it could do and what 
the cost would be, that employes must adjust their situations 
as best they could under the circumstances, and that “surely 
they (the employes) are entitled to know as soon as possible 
just how they are to be affected and the extent to which they 
can rely upon protective conditions to cushion the economic 
shock to them.” The brief cited two Commission decisions in 
which employe-protection conditions were imposed, Chicago, 
Rock Island & Gulf Railway Co. Trustees’ Lease, 230 I. C. C. 
181, and Louisiana & Arkansas Railway Co. Merger, 230 I. C. C. 
156, and averred that in neither of those cases was the evidence 
more extensive than in the instant case. 


F. E. C. Reorganization 


Petitions asking modification of the plan for the reorganiza- 
tion of the Florida East Coast Railway Co., approved by the 
Commission in Finance No. 13170, Florida East Coast Railway 
Co. Reorganization, have been filed by the deposit committee 
for first and refunding mortgage 5 per cent bonds and the 
Guaranty Trust Co. of New York, first mortgage trustee. 

Modification is requested by the deposit committee in view 
of the “radical change in earnings” since September 20, 1941. 
Two of the principal points made by the deposit committee go 
to the fundamentals of the treatment of the 5 per cent bonds 
under, what it calls, “the altered situation which now obtains.” 
Those points, it said, were (a) the amount of capitalization in 
its relation to the liability of the reorganized company for ex- 
cess profits taxes and (b) the division of the total capitalization 
as between debt and stock because of its relation to normal 
federal income tax and surtax. 

The deposit committee submitted that the position of the 
F. E. C. was considerably at variance with that of many other 
corporations whose earnings were being increased by the war 
and which, therefore, were properly subject to the taxes de- 
signed to obtain for the federal government a large share of 
increased earnings arising from the war. 

“Disregarding the small amount of equipment obligations 
outstanding, the Florida East Coast has a debt, exclusive of 
accrued interest, of $57,000,000, all issued for cash at or close to 
par, and its properties represent also a further investment of 
capital stock in the amount of $37,500,000,” says the committee. 
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“With the exception of the Key West extension, abandoned 
as a result of the hurricane in 1935, of a book cost of some 
$27,000,000, substantially all the investment of the bondholders 
and stockholders is still performing a useful transportation 
service. The property is now for the first time in 16 years 
likely to earn an amount approximately equivalent to its entire 
fixed charges and, if so earned, the fixed charges could be paid 
without the incidence of any federal taxes based upon the capi- 
talization as it now exists. The 5 per cent committee contends 
that the bondholders should not be required to adopt at the 
present time a plan which would so revamp the amount and 
character of the capitalization that in consequence, through the 
medium of federal taxation, the bondholders are deprived of 
income which they would be entitled to receive without such 
taxation on the capitalization as it now exists.” 

The committee said the total capitalization of the reorga- 
nized company should be increased from $37,000,000 to approxi- 
mately $58,000,000 (consisting of $12,000,000 of first mortgage 
bonds, $18,000,000 of income bonds, $27,000,000 of capital stock 
and whatever amount of equipment trust obligations was out- 
standing, on the date of consummation of the reorganization), 
The amount of equipment obligations now outstanding is $1,- 
565,000, so that if the reorganization could be consummated 
today the total capitalization proposed by the 5 per cent com- 
mittee would be $58,565,000, it says. 

The amount of income bonds issuable under the proposed 
general mortgage and distributable to holders of the 5 per cent 
bonds, in the light of current earnings and new tax proposals, 
the committee said, should be increased from $4,500,000 to 
$18,000,000. The committee said the trustees of the debtor 
had furnished it with a statement dated May 21, 1942, estimat- 
ing earnings for 1942 of $2,835,000 available for fixed charges. 

Among other things, the Guaranty Trust Co. of New York 
said the plan should provide that the new first mortgage bonds 
shall bear interest at the same rate, 44% per cent, as the present 
first mortgage bonds for which they are to be exchanged. The 
plan provides that the bonds shall bear interest at 3% per 
cent, such rate to be increased to 4 per cent. 


NO FREE COPIES OF | .C. C. TESTIMONY 


Effective July 1, the Commission has rescinded Rule XVI 
of the rules of practice before the Commission, providing for 
the furnishing of free copies of transcripts of testimony in com- 
plaint and investigation and suspension proceedings. From 
that date, a notice to the public by Secretary Bartel says, “no 
free copies of the transcript will be furnished to any party 
to any proceeding.” 

Rule XVI provided that in such proceedings one copy of 
the transcript be furnished by the Commission without charge 
for use of the complainant and one copy for use of the defend- 
ant. No free copies have been furnished in other cases and in 
proceedings instituted by the Commission on its own motion 
other than proceedings involving the suspension of tariffs. 

Commission officials said they had had under consideration 
for some time the question of rescinding the rule. Other regu- 
lating bodies, such as the Maritime Commission and the Civil 
Aeronautics Board, it was learned, did not furnish free copies 
of transcript of testimony, the former having discontinued 
that practice approximately two years ago. 


TRUCK COMPETITION ON BAGS 


Freedom of carriers by motor vehicle from the restrictions 
of the fourth section applicable to railroads has created a con- 
dition in the hauling of cotton bags, including cotton net bags, 
less-carloads, from the south to western trunk line territory 
from which the railroads have asked relief in fourth section 
application No. 19844. Both rail and motor rates are on the 
basis of 55 per cent of fourth class prescribed in No. 26510, 
Western-Southern Class Rates, 226 I. C. C. 497 and later re- 
ports, says the application. 

But the rates from the south to the west are made subject 
to official classification territory class rates as minima for hauls 
through that territory to the west. Such minima, according t0 
the petitioning railroads, do not affect the motor carrier rates, 
so the latter take the business from the railroads. Another 
factor in the situation is created by the railroad tariffs, says 
the application. A shipper can look at a motor tariff and 
readily ascertain the rate. But not so with the rail tariffs said 
the carriers, in fourth séction application No. 18662. They re 
peated the declaration they made therein in this application. 
They said that before the shipper might determine what his 
actual charges would be, he must consult complicated minimum- 
rate sections of the tariff to ascertain whether the published 
rate was also the rate on which his charges would be assessed. 

The applicants desire to waive the minimum charges of the 
official classification territory lines. That would cause fourth 
section departures in addition to other departures. From all 
of them they desire relief so they may compete on terms of 
equality with the carriers by motor vehicle. 
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June 13, 1942 


Trucking Wage and Hour Case 


The fair labor standards act of 1938, otherwise known as 
the federal wage and hour act, was designed to require pay- 
ment for overtime at time and a half the regular pay, where 
that pay was above the minimum, as well as where the reg- 
ular pay .was at the minimum prescribed by the act, accord- 
ing to the opinion of the Supreme Court of the United States 
delivered June 8 by Justice Reed in No. 939, Overnight Motor 
Transportation Co., Inc., petitioner, vs. William H. Missel. Chief 
Justice Stone concurred in the result. Justice Roberts dis- 
sented. 

The court thus held against the viewpoint pressed by 
spokesmen for the trucking industry that, if the employer paid 
overtime at time and a half the minimum wage prescribed by 
the act, there was no violation of the act. The overtime, under 
the court’s decision, must be paid for at time and a half the 
regular pay. 

Justice Reed said the case involved the application of the 
overtime section of the fair labor standards act of 1938 to an 
employe working irregular hours for a fixed weekly wage. 


Missel was an employe of the Overnight Company, a cor- 
poration engaged in interstate motor transportation as a com- 
mon carrier. He acted as rate clerk and performed other inci- 
dental duties, none of which was connected with safety of 
operation, said the justice. His employment began before the 
effective date of the act, October 24, 1938, and terminated Oc- 
tober 19, 1940. Until November 1, 1938, his salary was $25.50 
a week and thereafter $27.50. Time records, said the justice, 
were available for only a third of the critical period, and these 
showed an average work week of 65 hours, with a maximum 
of 80 for each of two weeks in the first year of the act’s opera- 
tion and a maximum of 75 hours in each of three weeks in the 
second year. Nothing above the weekly wage was paid, be- 
cause these maximum workweeks, computed at the statutory 
minimum rates with time and a half for overtime for the years 
in question, would not require an addition to the weekly wage, 
said justice Reed. 


Missel brought a statutory action to recover alleged un- 
paid overtime compensation in such sum as might be found due 


him, an additional equal amount as liquidated damages, and 
counsel fee. 


“The trial court,” continued Justice Reed, “refusing to 
hear evidence on the precise amount claimed, decided in favor 
of the petitioner (the employer) on the ground that an agree- 
ment for a fixed weekly wage for irregular hours satisfied the 
requirements of the act. Under such circumstances the court 
was of the view that pay would be adequate which amounted to 
the required minimum for the regular hours and time and a 
half the minimum for overtime. . . The Circuit Court of Ap- 
peals reversed with directions to enter judgment for the 
plaintiff in accordance with its opinion, an order which we 
interpret as authorizing a hearing in the trial court as to the 
amounts due.” 

The trucking company, continued the justice, renewed be- 
fore the Supreme Court its contentions that the private right 
to contract for a fixed weekly wage with employes in commerce 
was restricted only by the requirement that the wages paid 
should comply with the minimum wage schedule of the fair 
labor standards act, with overtime pay at time and a half that 
minimum, that in any event the act did not preclude lump sum 
salaries in excess of the minimum, and that a contrary inter- 
pretation of the statute would render it unconstitutional. 


_ Justice Reed said it was plain that Missel as a transporta- 
tion worker was engaged in commerce within the meaning of 
the act and unless specifically exempted was entitled to what- 
ever benefits the overtime provisions conferred. The court held 
that Missel was not subject to the jurisdiction of the Commis- 
sion with respect to regulation of hours of service and that he 
was subject at all times to the wage and hour act. The court 
referred to the Commission’s conclusion of March 4, 1941, 
after Missel’s employment had ended, that it would limit reg- 
ulations concerning maximum hours of service to employes 
Whose functions affected the safety of operations. That con- 
clusion, however, remarked the court, was foreshadowed by 
a ruling to that effect December 29, 1937. 


The court held against a contention of the company that 
there was no power under the Constitution to regulate the 
hours or wages of workers whose pay, in every instance, at 
least equalled the minimum and whose hours were not injurious 
to health. Hours or wages not patently burdensome to health 
might yet be subject to regulation to achieve other purposes, 
Said Justice Reed. Long hours might impede the free inter- 
State flow of commodities by creating friction between produc- 
tion areas with different length workweeks, by offering oppor- 
lunities for unfair competition through undue extension of 
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hours, and by inducing labor discontent apt to lead to inter- 
ference with commerce through interruption of work, said he. 
“Overtime pay,” he continued, “probably will not solve all 
problems of overtime work, but Congress may properly use it 
to lessen the irritations.” 
With respect to the “regular rate” at which Missel was 
employed Justice Reed, in part, said: 


We now come to the determination of the meaning of the words 
“the regular rate at which he is employed.’’ Since we have pre- 
viously determined in this opinion, in the discussion of petitioner’s 
objection to the application of the act on the ground of unconstitu- 
tionality, that the scope of the commerce power is broad enough to 
support federal regulation of hours, we are concerned at this point 
only with the method of finding the regular rate under the contract 
with respondent. Congress might have sought its objective of clear- 
ing the channel of commerce of the obstacles of burdensome labor 
disputes by minimum wage legislation only. We have seen that it 
added overtime pay. The wages for minimum pay are expressed in 
terms of so much an hour. Sec. 6(a)(1)—‘‘Not less than 25 cents an 
hour’’ with raises for succeeding years or by order of the Adminis- 
trator under Sec. 8. Cf. Opp Cotton Mills v. Administrator, 312 U. S. 
126. Neither the wage, the hour nor the overtime provisions of sec- 
tions 6 and 7 on their passage spoke specifically of any other method 
of paying wages except by hourly rate. But we have no doubt that pay 
by the week, to be reduced by some method of computation to hourly 
rates, was also covered by the act. It is likewise abundantly clear 
from the words of section 7 that the unit of time under that section 
within which to distinguish regular from overtime is the week. ‘‘No 
employer shall . . . employ any of his employes . . . (1) for a work- 
week longer than forty-four hours .. .’’ Sec. 7(a)(1). 

No problem is presented in assimilating the computation of over- 
time for employes under contract for a fixed weekly wage for regular 
contract hours which are the actual hours worked, to similar compu- 
tations for employes on hourly rates. Where the employment con- 
tract is for a weekly wage with variable or fluctuating hours the same 
method of computation produces the regular rate for each week. As 
that rate is on an hourly basis, it is regular in the statutory sense 
inasmuch as the rate per hour does not vary for the entire week, 
though week by week the regular rate varies with the number of 
hours worked. It is true that the longer the hours the less the rate 
and the pay per hour. This is not an argument, however, against 
this method of determining the regular rate of employment for the 
week in question. Apart from the act if there is a fixed weekly wage 
regardless of the length of the workweek, the longer the hours the 
less are the earnings per hour. This method of computation has been 
approved by each circuit court of appeals which has considered such 
problems. See Warren Bradshaw Drilling Co. v. Hall, 124 F. 2d 42, 
44; Bumpus v. Continental Baking Co., 124 F. 2d 549, 552, cf. Carleton 
Screw Products Co. v. Fleming, 126 F. 2d 537, 541. It is this quotient 
which is the ‘‘regular rate at which an employe is employed’’ under 
contracts of the types described and applied in this paragraph for 
fixed weekly compensation for hours, certain or variable. 

Petitioner invokes the presumption that contracting parties con- 
template compliance with law and contends that accordingly there 
is no warrant for construing the contract as paying the employe only 
his base pay or ‘‘regular rate,’’ regardless of hours worked. It is 
true that the wage paid was sufficiently large to cover both base pay 
and fifty per cent additional for the hours actually worked over the 
statutory maximum without violating section six. But there was no 
contractual limit upon the hours which petitioner could have required 
respondent to work for the agreed wage, had he seen fit to do so, 
and no provision for additional pay in the event the hours worked 
required minimum compensation greater than the fixed wage. Impli- 
cation cannot mend a contract so deficient in complying with the law. 


The court upheld the plea of Missel for liquidated damages 
as provided by the act. - 


Rock Island Reorganization 


Briefs were filed in the Rock Isand Lines reorganization 
case in the federal court at Chicago, June 5, by the Reconstruc- 
tion Finance Corporation and the first and refunding group, 
both in support of the plan approved by the Commission (see 
Traffic World, May 16, p. 1288). 

The R. F. C. brief said it held more than $19,000,000 of 
bonds as collateral for short term loans made to the debtor. 
Under the law, said the brief, the R. F. C. could eventually, 
if it desired, sell the bonds in satisfaction for its loans. Under 
the plan, it said, the R. F. C. would receive new bonds and 
stock having a total value substantially less than the value of 
the collateral. The brief said the court should file an interim 
opinion upholding the plan in respect to that part denying 
equity to present stock interests. 

Respecting other issues involved, it suggested that the 
court appoint a committee representing creditor groups to as- 
sist the court in “the separation of the wheat from the chaff so 
that the court may be required only to consider and pass on 
the real issues.” In addition, said the brief, such an arrange- 
ment might result in a compromise of some of the issues. 

The first and refunding group, in its brief, urged the court 
to approve the plan in its entirety, though pointing out that 
the group would have preferred that more bonds be allotted to 
it in lieu of new stock. “The members of the group, consist- 
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ing of institutional investors holding mortgage bonds, have 
never had any desire to change their status and become stock- 
holders in place of the present stockholders,” said the brief. 

The brief, more than 150 pages long, discussed objections 
made by both stockholder and creditor parties, endeavoring to 
answer all. It said that the debtor stockholders had no equity; 
that the Commission’s findings, including those contained in its 
second supplemental report of April 6, contained no “missing 
links”; that criticisms of earnings were unsound; that the 
formulae on which the Commission had based the plan were 
sound, etc. Much of the objection to the plan, it said was 
due to “unreasoned self-hypnosis as to the value of the partic- 
ular creditors’ security.” It said that “it would certainly seem 
that it is time for the creditors, in their own interests, to stop 
quarreling’; that if the various creditors’ claims were met, 
the road’s capitalization would be several times as great as 
provided for in the plan, and that the Commission’s plan had 
been based on adequate presentation of facts before the Com- 
mission. Continuing, it said: 

All these creditor and stock interest claim that the three detailed 
reports of the Commission do not contain sufficient findings in support 
of the plan approved by the Commission. But it is remarkable that 
these interests always discover sufficient findings and evidence in the 
record which they assert definitely support their objections. 


MILWAUKEE REORGANIZATION 


The Supreme Court of the United States, June 8, granted 
petitions for writs of certiorari to review matters involved in 
the reorganization plan for the Chicago, Milwaukee, St. Paul & 
Pacific Railroad Co. The action was taken in Nos. 875-883, 
Group of Institutional Investors, and Mutual Savings Bank 
Group, petitioners, vs. C. M. St. P. & P. et al., in which the 
court granted a petition for a writ of certiorari to the U. S. 
Circuit Court of Appeals, Seventh circuit, and in No. 988, Re- 
construction Finance Corporation, petitioner, vs. C. M. St. P. 
& P. et al., in which the court granted a petition for a writ 
of certiorari to the U. S. Circuit Court of Appeals, Seventh 
circuit. No. 988 is a companion case to the other cases. The 
Circuit Court of Appeals in these cases reversed orders of the 
district court approving the plan of reorganization and re- 
manded the proceedings to the Commission for the making of 
additional findings. 





ADMIRALTY RULES 


The Supreme Court of the United States has ordered that 
Rule 46 of the rules of practice for the courts of the United 
States in admiralty and maritime jurisdiction be amended by 


adding thereto the following paragraph: 

During time of war the court may in its discretion, upon its own mo- 
tion or that of any person, direct that any admiralty proceeding be con- 
ducted in private and that the records, pleadings, evidence and docu- 
ments filed therein be impounded, if it has reason to believe that dis- 
closure of them may be contrary to the national interest. In any ad- 
miralty proceeding, during time of war, to which the United States 
or an officer or ageney thereof is not a party, the court shall give to 
the Attorney General prompt notice of the pendency of the proceeding 
and its nature. 


RED CAP CHARGES 

The Commission, by division 2, in No. 28442, Dayton Union 
Railway Co. Tariff for Red Cap Service, has instituted an in- 
vestigation to ascertain why that company has not published 
and filed a tariff with it covering its charge for the service 
rendered by its red cap porters, so far as it relates to inter- 
state or foreign commerce, at its passenger station at Day- 
ton, O. The company has been cited to show cause, if any it 
have, by formal return filed with the Commission on or before 
July 1, 1942, stating, with the specific grounds relied on, why 
the Commission should not enter a formal order requiring it 
to publish and file a tariff covering its charge for that service. 

It appeared, said the Commission, that so-called red cap 
porters employed by the Dayton Union at its Dayton, O., pas- 
senger station rendered service for passengers at that station 
relating to their transportation in interstate or foreign com- 
merce that were substantially similar to those rendered by 
red cap porters at the passenger station of the Cincinnati 
Union Terminal Co., at Cincinnati, O., and that Dayton Union 
“has not published and filed a tariff with this Commission cov- 
ering the charges which it makes for said service.” 

By its report and order of June 25, 1941, in Ida M. 
Stopher vs. Cincinnati Union Terminal Co., Inc., 246 I. C. C. 
41, division 3 found that the carrying of baggage and other 
personal effects of passengers by red cap porters at the ter- 
minal company’s passenger station in Cincinnati, so far as it 
related to interstate and foreign commerce, and the charge made 
by the terminal company for the service were subject to reg- 
ulation by the Commission. It entered an order requiring the 
terminal company to file a tariff with it covering the charge, 
in accordance with section 6 (1) of the interstate commerce 
act (see Traffic World, July 19, 1941, p. 125). 


TRAFFIC WORLD 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations o/ 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules wid regulations thereunder, appear below.) 


Middle Pennsylvania district, at Williamsport. “Williams- 
port Trucking Service of Williamsport, a motor common car- 
rier of property, was fined $600 June 1 on a plea of nolo con- 
tendere to granting rate concessions. 

Middle Pennsylvania district, at Williamsport. K. U. K. 
Auto Transit of Williamsport, a co-partnership composed of 
Clarence R. Klinger, Walter F. Umholtz, and Guy R. Klinger, 
a contract carrier of property, and five of its drivers, namely, 
Russell Wallis, Clarence R. Klinger, Walter F. Umholtz, Henry 
Sitler, and Harry Sitlinger, were required to pay fines total- 
ing $1,000 June 1 on pleas of guilty to informations charging 
the drivers with falsifying their drivers’ logs, and the partner- 
ship carrier with aiding and abetting the violations. Of the 
total fines assessed, the drivers were required to pay $100 each 
and the partnership was required to pay $500. 

Middle Pennsylvania district, at Williamsport. Maurer and 
Myers Auto Convoy of Bloomsburg, Pa., a co-partnership com- 
posed of Alfred A. Maurer and Marcus W. Myers, a common 
carrier of property, and six of its drivers, ndmely, Frederick 
W. Craig, Charles Getz, Albert J. Walters, John R. Murray, 
John Sheatler, and Raymond Gumble, were required to pay 
fines totaling $1,000 June 1 on pleas of guilty to informations 
charging the carrier with failure to require some of its drivers 
to keep logs and charging the drivers with falsifying certain 
logs kept by them. The partnership was further charged with 
aiding and abetting the latter violations. Of the total fines as- 
sessed, the drivers were required to pay $50 each and _ the 
partnership was required to pay $700. 

Middle North Carolina district, at Greensboro. Otis Evans, 
of Stoneville, N. C., a motor common carrier of property, was 
fined $500 June 1 on a guilty plea to 5 counts of a 40-count 
information charging operation as a common carrier without 
authority, without rates and charges on file with the Commis- 
sion, without having issued freight or expense bills showing 
rates and charges for the transportation of certain shipments, 
and with issuing in connection with other shipments freight 
bills that failed to show on their face a description of the 
property transported. The fine, imposed on the 5 counts, was 
required to be paid, sentence as to the remaining counts being 
suspended for a probationary period of one year. 

Northern Texas district, at Lubbock. John Barber Moser, 
of Borger, Tex., was fined a total of $550 June 1 on a plea of 
guilty to operating without a certificate. Fifty dollars of the 
fine was required to be paid, the balance being suspended for 
a probationary period of one year. 

Eastern Washington district, at Walla Walla. Truman A. 
Gillock, of Walla Walla, was fined $237 June 2 on a plea of 
guilty to operating without a certificate, without rates and 
charges on fine in connection with the transportation involved, 
and with offering, granting and giving rate concessions. 

Northern Texas district, at Lubbock. Lubbock Trading 
Co., of Lubbock, a co-partnership of Herbert F. Stubbs, Rastus 
C. Young, and R. B. Melton, was fined $550 June 1 on a plea 
of guilty to operating without a permit. Of the fine, $150 was 
required to be paid, the remainder being suspended for a pro- 
bationary period of one year. 


Eastern Pennsylvania district. James Stuffo, of Philadel- 
phia, Pa., a motor contract carrier, was fined $210 after hav- 
ing entered a plea of nolo contendere to a criminal informa- 
tion of 30 counts charging that between April 22 and July 28, 
1941, respectively, he and Albert Stuffo had engaged in the 
transportation of property from Reading, Pa., to points in New 
Jersey, without having authority from the Commission, with- 
out having a schedule of minimum rates on file with the Com- 
mission, and without having filed with the Commission evidence 
of adequate security for protection of the public. The informa- 
tion against Albert Stuffo was not disposed of because of his 
absence in the military forces. 


Middle Pennsylvania district. In separate civil proceedings 
instituted by the Commission, the court entered permanent 
injunctions enjoining and restraining Irvin E. Swank, Bors 
Kiryluk and Morris Kiryluk, Calvin Swank, Clayton Rogers, 
Walter Gontarski and Claude A. Kelly, motor carriers of coal, 
from transporting property in interstate commerce as motor 
carriers until certificates or permit authorizing them to en- 
gage in such operations have been issued by the Commission 
and until they have filed with the Commission tariffs or sched- 
ules naming their rates and have complied with the Commis- 
sion’s regulations relative to the furnishing of adequate security 
for the protection of the public. Michael J. Rafferty, dba 
Globe Fuel Co., at Scranton, Pa., and dba Acme Coal Co., at 
Syracuse, N. Y., a codefendant in the actions against Clayto? 
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Rogers and Walter Gontarski, and in similar actions against 
James M. Mackie, Jr., and Robert H. Ross, motor carriers of 
coal, was also permanently enjoined and restrained from em- 
ploying those carriers to transport property in interstate com- 
merce aS motor carriers until they have complied with provi- 
sions of the act with respect to operating authority, the filing 
of rates, and the Commission’s regulations with respect to se- 
curity for protection of the public. Monroe & Davis Coal, Inc., 
and Lake Coal Co., shippers, were joined as codefendants in 
the action against Boris and Morris Kiryluk. Lenker Coal 
Co., a Shipper, was joined as a codefendant in the action against 
Calvin Swank. Holland Coal Co., a shipper, was joined as co- 
defendant in the action against Irvin E. Swank. The complaints 
were dismissed as to these shippers and the carrier, James 


M. Mackie, Jr., and disposition of the action against Robert H. 
Ross was postponed. 





FRACTION RULE CAUSES TROUBLE 


Asserting that the rule for the disposition of fractions laid 
down by the Commission in connection with the making of in- 
creases in one-way passenger fares in its report of January 
21 in Ex Parte 148 would result in innumerable violations of 
the fourth section, railroads have asked the Commission to 


amend that rule so as to avoid such violations. The rule asked 
for by the railroads is: 


That the increased passenger fares as proposed by the said petition- 
ers be, and they are hereby approved, provided that the total increased 
fares shall end in full cents and that fractions of a cent be eliminated 
by increasing the fares to the next whole cent, provided, however, that 
until January 20, 1943, the carriers may, at their option, employ the 
following rule for the disposition of fractions: ‘‘Where the total in- 
reased fares are less than $1.00, fractions of less than one-half cent 
shall be dropped and fractions of one-half cent or greater may be in- 
creased to next whole cent, and that where the total increased fares 
are more than $1.00, such fares shall end in 0 or 5 but not more than 
2.5 cents shall be added to the present fares as increased by 10 per cent 
in order to make such total fares end in 0 or 5.”’ 


UNION BARGE LINE OPERATIONS 


The Union Barge Line Corporation has asked the Commis- 
sion to reopen for reconsideration and modify its report, certifi- 
cate, and order in W-104, Union Barge Line Corporation, 
Applications for Certificate, Permit and Exemptions, so as to 
authorize continuance of operation as a common carrier be- 
tween all points on the Louisiana and Texas Intracoastal water- 
way west of New Orleans, and on the Upper Mississippi River 
between Cairo, Ill., and St. Louis, Mo., both inclusive. Elimina- 
tion of the restriction “subject to minima of not less than 200 
tons per shipment” set forth in the certificate and order is 
also asked. 

The barge line said that while its tariff provided for rates 
on shipments, with varying minimum weights ranging from 500 
down to 200 tons, “this does not mean that a shipment trans- 
ported at a 200-ton minimum rate, for example, is a barge-load 
lot.” Some of the barges in which 200-ton quantities and less 
are transported have a capacity of 1,000 tons, it says. Obvi- 
ously, it adds, such shipments would not in any sense be barge- 
load shipments. 

“It is respectfully submitted that there is no basis in law 
or fact for imposing a minimum weight restriction in the certifi- 
cate covering operations of Union and that the 200-ton minimum 
Weight restriction in the report of division 4 should be elimi- 
nated,’ says the petition. “The Commission and division 4, 


itis believed, do not intend to fritter away important rights by. 


such hypertechnical and artificial refinements.” 


COTTON BELT REORGANIZATION 


Walter E. Meyer, New York City attorney and active stock- 
holder of the debtor railroad, has filed a brief with the fed- 
eral district court for the eastern Missouri district, eastern 
division, in the St. Louis Southwestern Railway Co. reorganiza- 
ion proceeding, docketed in that court as No. 8497. In the brief 
Mr. Meyer sets forth objections to the reorganization plan 
approved by the Commission (see Traffic World, March 28, 
p. 845), and asks the court to disapprove the plan and to refer 
the case back to the Commission for further action “in con- 
wy with the court’s conclusion and for the reasons therein 

e stated.” 


Mr. Meyer in his brief contends the Commission-approved 
feorganization plan is “objectionable, unfair and inequitable,” 
€cause, he says, it fails to make any provision for the debtor’s 
stockholders and makes inadequate provision for the debtor’s 
dondholders; because it allegedly fails to give proper weight 
and due effect to “proof in the record” that the debtor’s earn- 
ings from 1932 to 1941 do not represent its real earning power, 
that the earnings for that period should have been at least 
$3,000,000 per annum in excess of the recorded earnings and 
that the earnings in that period were impaired by Southern 
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Pacific Co. The latter company, Mr. Meyer avers, violated its 
contractual obligation to solicit preferentially for the debtor 
and conspired with competitors of the debtor, in violation of the 
anti-trust laws. 

“Under the plan,” continues the brief, “Southern Pacific for 
its claim as a creditor of the debtor is given securities in the 
amount of 93 per cent thereof, and the debtor is restored to 
the control of Southern Pacific; Southern Pacific is in effect 
exculpated from all blame for its past relations with debtor, 
and is thus encouraged and afforded the means to continue 
upon its wrongful and illegal course in respect to debtor; and 
the debtor is given no protection against a repetition by South- 


ern Pacific of said wrongful and illegal acts, so disastrous to the 
debtor in the past.” 


N. Y. Shippers’ Conference 


The Traffic World New York Bureau 


The Shippers’ Conference of Greater New York, at its final 
meeting of the season, June 10, adopted a resolution opposing 
proposed abandonment of pick-up and delivery services by 
railroads. W. L. Thornton, Jr., traffic manager, Port of New 
York Authority, reported on proposals contained in tariffs of 
the Middle Atlantic States Motor Carrier Conference for spe- 
cial. charges for truck pick-up and delivery on Sundays and 
legal holidays. He announced the canceling of Commission hear- 
ings in I. and S. M-1964, in which the tariffs were under sus- 
pension, and the application of the Motor Carrier Conference 
ior leave to withdraw the tariffs. 

F. L. Pomeroy, chairman of the classification committee, 
reported on proposals to change Rule 15 of the classification, 
hearing on which is to be held in Chicago June 19. He said 
the revision would work hardship on shippers and would in- 
crease costs without conserving equipment. 

H. M. Frazer, chairman of a committee to investigate the 
effect of O. D. T. general order No. 1, said that, so far, com- 
pliance with the order had not resulted in any changes in 
service on less-carload freight on the New York Central, the 
Central of New Jersey, the Delaware and Lackawanna and 
some other railroads. He said his committee would continue 
to watch the matter. 





PICK-UP AND DELIVERY CANCELLATION 


Rail carriers in Southern Territory are considering a pro- 
posal to cancel pick-up and delivery service on less than car- 
load freight, the Commerce and Industry of Association of 
New York, reports that it has been informed. According to this 
information, the railroads in this territory are considering two 
alternate proposals—to eliminate pick-up and delivery service 
or to make an additional charge for it. 

Rail carriers in Western Territory are also considering 
these proposals, the association said in its statement. 

“Cancellation of pick-up and delivery service would be a 
severe blow to shippers,” it said. 


TRANSCONTINENTAL RATE INCREASES 


“The transcontinental railroads have been working on 
several sweeping proposals for some time back to change the 
whole set-up in regard to export moving via the Pacific Coast,” 
says A. J. Kelley, chairman of the export and import traffic 
committee of the National Industrial Traffic League, in a report 
sent to League members. 

“Your committee nas been following this situation very 
carefully, but it seems that the roads are definitely deter- 
mined that they will radically change the picture. For instance, 
shippers will now be compelled to pay toll charges on the 
west coast that were formerly absorbed; storage charges have 
been increased; free time will be again cut down to 10 days 
the same as applics to other U. S. ports. 

“Information has just been received of a plan for many 
increases in freight rates, all of which are still in the proposal 
stage. The League will represent the interest of its members 
to the fullest extent possible, but it does seem that these gentle- 
men are of a mind to completely change the whole situation, on 
which we have worked for so many years and we are not at 
all optimistic that we shall be able to change their minds.” 


UTAH STATE RATES ASSAILED 


Railroads having lines in Utah have asked the Commission 
to institute a thirteenth section inquiry into the refusal of the 
Utah commission to authorize increases in Utah intrastate rates 
equal to increases made in interstate rates under authority 
granted in Ex Parte No. 148. 

The Utah commission authorized railroads operating in 
that state to increase their freight rates and charges, except 
that no increases were authorized in the rates on sugar beets, 
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beet pulp, lime rock, and molasses. The petitioners pointed 
out that the Utah commission, in its report on the subject, 
had found that to grant increases on those materials would 
unduly increase the cost of producing beet sugar; that the in- 
creased freight rates on beet sugar and other materials and 
supplies represented all the additional burden the beet sugar 
industry should bear; that no increases should be made in 
rates on ores and concentrates (including precipitates, matte, 
slag, speiss and flue dust) of value not exceeding $25 a ton; 
that to increase the rates on low grade ores and concentrates 
would have a depressing effect on the movement of those com- 
modities and would in many cases cause a cessation of opera- 
tion of low grade mines, and that no increase should be made 
in the rates on coking coal and coke because of prospective 
large increases in shipments thereof. 

The petitioning railroads said that by reason of the refusal, 
the shippers and receivers of such commodities moving in in- 
trastate commerce within Utah were not bearing their proper 
proportion of the national transportation expense and were 
enjoying privileges and immunities denied to shippers and re- 
ceivers of the same kinds of traffic moving in interstate and 
foreign commerce. The petitioning railroads said that this 
refusal caused discrimination against interstate commerce. 
They ask the Commission to bring the Utah rates up to the 
interstate level. 


MEAT RATE INQUIRY ASKED 


Western railroads have asked the Commission to institute 
an investigation with a view to determining the proper appli- 
cation of tariffs on fresh meats from Missouri River packing 
points used in making combinations of rates to destinations 
east of Chicago and other western termini of eastern railroad, 
in the period between May 1, 1939, and July 1, 1940. They 
assert that the Commission, with its technical knowledge and 
ability to understand the testimony that would be needed in 
such a proceeding, is the one to pass on the questions. 

Disputes between carriers and shippers, the petition points 
out, have caused suits to be filed in court for alleged over- 
charges totaling $514,652.70 and for the collection of under- 
charges amounting to $63,953.61. The carriers said that the 
Commission had primary jurisdiction to determine the mean- 
ing of the tariffs under which combinations on the meat traffic 
are made and that it should determine their meaning and 
application. They say the matter is one in which uniformity 
of the reading of the tariffs is necessary and requires the 
exercise of administrative judgment. Uniformity can only be 
assured, they say, if the determination is made by the Com- 
mission. 


Oo. P. A. PROTESTS INEFFECTIVE 


The Office of Price Administration has not had much suc- 
cess recently as the result of its asking the Commission to 
suspend increases on various commodities proposed by rail and 
motor carriers (see Traffic World, June 6, p. 1453). 

The Commission declined to suspend tariffs of the Osbourn 
Trucking Co. of Maywood, Calif., naming increases on iron 
and steel articles, bridge building, mining and smelting ma- 
chinery, between points in California and Arizona and they 
became effective June 7. 

The Commission also declined to suspend increases pro- 
posed in rates dated to become effective June 9, on petroleum 
products by the Highway Express Lines, Inc. They would be 
brought about by the cancelation of commodity rates, leaving 
higher class rates to apply, from Camden, N. J., to Cambridge, 
Md.;: from Chester, Pa., to Clayton, Del., and from Philadelphia 
to Dover, Del. 

The O. P. A. withdrew its protest requesting suspension 
of a Pittsburgh & Lake Erie tariff that would have had the 
effect of increasing the rates on iron and steel billets over a 
specified route. It was explained to O. P. A. that the proposal 
was made so as to avoid a departure, over one route, from the 
long and short haul provision of the fourth section. But the 
rate over other routes would not be affected. The explanation 
caused the O. P. A. to withdraw its request. 


TEXAS RATES AND FARES 


Railroads operating in Texas have asked the Commission 
to institute a thirteenth section proceeding with a view to 
having it authorize them to increase rates and fares on Texas 
intrastate traffic to the level of rates and fares authorized in 
Ex Parte 148. 

_ According to their petition, the Texas Railroad Commis- 
sion permitted them to increase passenger fares 10 per cent, 
subject to the limitation that the increased fares so resulting 
should in no case exceed the maximum fares fixed by the 
statutes of Texas, namely, 3 cents a mile (except under cer- 
tain conditions where the fare is paid to the conductor), and 
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excepting from its order, at the request of the railroads, the 
fares paid to and collected by the Texas Electric Railway ang 
the Roscoe, Snyder & Pacific. 7 

The railroads said that notwithstanding their request for 
increased rates and fares in Texas while Ex Parte 148 was 
pending the Texas regulating body deferred any action as to 
freight rates until June 1, on which day it denied any increase 
in freight rates and charges on intrastate traffic. Thereby the 
Railroad Commission nullified, they said, the purpose and ip. 
tent of the tederal body, expressed in Ex Parte 148 to provide 
more revenue for the railroads to recompense them, in part, 
for the higher wage schedules and other operating expenses to 
which they had been subjected. By reason of the refusal of 
Texas to permit increases, the carriers said, the shippers and 
receivers of freight in intrastate commerce were not bearing 
their proper share of the national transportation expense and 
were enjoying privileges and immunities denied to shippers and 
receivers of the same sort of traffic moving in interstate and 
foreign commerce. They ask the Commission to make an 
appropriate order for the removal of the prejudice and dis. 
crimination against interstate and foreign commerce and the 
shippers therein. 





VEGETABLE OIL EX PARTE 148 RATES 


The National Cottonseed Products Association and the 
Texas Cottonseed Crushers’ Association have asked the Com- 
mission to reopen and to reconsider Ex Parte 148 to the end 
that vegetable oils, foots and sediments, including cooking oil, 
may be transferred from the group of commodities now taking 
the 6 per cent increase to the group of commodities now taking 
the 3 per cent increase. 

The petitioners said the Commission had prescribed a 3 
per cent increase on both the basic agricultural commodity 
and the product, or products, manufactured therefrom, in every 
instance, except in the case of cottonseed oil, soya bean oil, 
peanut oil, corn oil, and other vegetable oils. They asked the 
carriers to “rectify that omission,”’ but the request was refused. 

A. F. Cleveland, chairman of the joint traffic committee 
of the railroads, according to petitioners, said if there was 
any discrimination resulting from Ex Parte 148 it was created 
by the Commission and not by the carriers. The petitioners 
also said the railroads had stated that the amount of revenue 
involved in the request for a reduction to 3 per cent was 
$364,823. 

“If they (the railroads) now decline to adjust rates be- 
cause it means a reduction in their revenue, and no other means 
of adjusting rates is, or was, open to them, then we ask again, 
why was the (adjustment) committee ever formed?” asked the 
petitioners. 

The petitioners said the question presented in the request 
was not one of reasonableness per se, but one of relationship, 
and all argument should be addressed to that issue alone. They 
said they were asking for the same increases as applied to com- 
peting products. 





WAR AND WORLD TRANSPORT 


On behalf of himself and Prime Minister Churchill of 
Great Britain, President Roosevelt, in his press conference 
June 9, announced the creation of a Combined Production and 
Resources Board, consisting of the chairman of the War Pro- 
duction Board, representing the United States, and the British 
minister of production, representing the United Kingdom. He 
announced also the creation of a Combined Food Board, com- 
posed of the U. S. Secretary of Agriculture and the head of 
the British Food Mission. 

In a memorandum to Chairman Nelson of W. P. B., Presi- 
dent Roosevelt said that the Combined Production and Resources 
Board should combine the production program of the United 
States and the United Kingdom into a single integrated pro- 
gram, adjusted to the requirements of the war, and that the 
board should take into consideration the need for maximum 
utilization of productive resources of the United Nations, the 
need to reduce demands on shipping to a minimum, and the 
essential needs of the civilian populations. The President said, 
in a memorandum to Secretary Wickard, of the Agriculture 
Department, that, in principle, the entire food resources 0 
Great Britain and the United States would be deemed to be 1! 
a common pool, about which the fullest information would be 
interchanged. He said, in the press conference, that the tw? 
Anglo-American boards would take into consideration the 
problem of transportation all over the world. 





SUSPENSION OF ANTI-TRUST LAWS 
President Roosevelt has signed S. 2250, a bill to aid small 
business enterprises in the interests of successful prosecution 
of the war. This bill contains provisions for suspension of the 

anti-trust laws (see Traffic World, June 6, p. 1487). 
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Air Transportation 





Army Air Transport Service 


The War Department has announced the appointment of 
R. W. Ireland, of Chicago, Ill., former traffic manager of United 
Air Lines, as chief of the air division of the army’s transporta- 
tion service under its program to utilize aircraft to speed the 
flow of manpower and materials into all phases of the war 
effort. Captain Leigh Parker, air corps, who has been vice- 
president of Delta Air Lines, Atlanta, Ga., has been named 
assistant to Mr. Ireland in developing the air transportation 
program. 

The air division is one of six divisions of the transportation 
service of the army services of supply. The others are rail, 
water, motor, traffic control and transit storage. 

“The major immediate functions of the air division are to 
determine and administer priorities for both cargo and pas- 
sengers On commercial air lines in the United States and on 
overseas routes, including those of the air ferrying command; 
coordinate air with other forms of transportation in the services 
of supply, and determine how air transportation can be used 
most effectively to save time and costs in moving men and 
materials,” says the War Department. “The division is pre- 
paring to decentralize the present administration of priorities 
covering the precedence of passenger and cargo transportation 
on scheduled air lines, and to assure that space on these carriers 
is made available whenever required for the promotion of the 
war effort.” 

Under the plan providing for priorities for both cargo and 
passengers On commercial air lines, the War Department an- 
nounced, priorities would be extended only to personnel en- 
gaged in essential war work, including members of the armed 
forces; other employes of the government, representatives of 
allied governments, civilian personnel and essential war ma- 
terials. Continuing, the department said: 


Under the program, the Military Director of Civilian Aviation will 
issue directives to the air lines on priorities established by the chief 
of the transportation service, SOS, as necessary to the successful prose- 
cution of the war effort. Compliance with these directives is mandatory 
upon the air carriers. 

The new procedure decentralizes the administration of air line 
priorities, which, in virtually all instances in the past, had to be cleared 
through Washington, D. C. Establishment of priorities now will be 
done through the air priority branch, air division, office of the chief of 
transportation service, and 14 regional air priority control offices to be 
established August 1 throughout the nation. 


The field offices will be located in New York, Washington, Miami, 
Memphis, Dallas, Kansas City, Chicago, Detroit, Pittsburgh, Los An- 
geles, San Francisco, Seattle, Denver, and Dayton. Each will be headed 
by an Army officer, who will have a small staff to aid him in maintain- 
ing service on a 24-hour-per-day basis. 

These offices will furnish an ‘‘on the scene’’ authority to establish 
and approve priorities, which previously had to be obtained in Wash- 
ington, will acquaint local war plant officials with means of obtaining 
essential priorities quickly, and will take the necessary steps to prevent 
unauthorized persons from obtaining the right-of-way travel status. 

Under the program, reservations for seat or cargo space, after pri- 
orities are granted, will be made directly with the air carriers through 
their regular established agencies, just as in the past. 


Priorities 


The new program establishes new classifications on persons and 
‘argo entitled to priorities. In the past, military personnel has been 
given precedence over civilians in classification. Now, civilians per- 
forming important war tasks have an equal footing. The new classi- 
fications are: 

_ 1. White House personnel or others for whom air transportation is 
directed for accomplishment of a particular mission by the President, 
the Secretary of War, or the Secretary of the Navy. 

2. Airplane pilots of the army, navy and marine corps ferrying 
‘commands whose orders specifically direct travel by military or the 
fastest available commercial aircraft. 

3 Army, navy, marine corps, coast guard and allied government 
military personnel or others whose air travel specifically is ordered 
and civilians whose air travel is essential to expedite war production, 
‘onstruction or other similar activities. 

4. Army and navy equipment, ammunition, supplies and materials 
€ssential to the war effort when specifically ordered moved by priority 
alr transportation by the War Department. 

To avoid unnecessary disruption of commercial travel, priorities 
rte be issued only for urgent passenger and cargo transportation, ma- 
‘r Inspection trips by the highest officials in the war effort, and if a 
Mission cannot be accomplished by train travel. An individual of the 
armed forces or a civilian engaged in the war effort is not entitled to 
Priorities unless his mission justifies it. 

- Similarly, special approval will be required for air priority on 

"PS requiring less than two hours and if the destination can be reached 


will 
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by rail within six hours of the desired departure time from the origi- 
nating point. 

The new priority classifications will become effective June 20 under 
a directive issued by Brigadier General Donald H. Connolly, military 
director of civil aviation. On that date, only persons specifically desig- 
nated by the chief of transportation service, SOS, may issue priority 
certificates. Until then, the present system will be followed. 

An average of a million pounds of essential priority air 
cargoes a week is being flown by the new contract air cargo 
division of the army air forces, utilizing the facilities of 15 
commercial airlines to deliver airplane parts, equipment, and 
replacements throughout the Western Hemisphere. 

“The hardest working planes in the world,” is how Major 
General H. J. F. Miller, commanding general of the air service 
command, describes the fleet of some 100 cargo planes being 
operated under the plan by the 15 commercial airlines on con- 
tract to the army air forces. 

The schedule now in operation calls for each of these 
contract planes to fly an average of 10 hours, or 1,500 miles, 
a day, carrying about 3,500 pounds of cargo, as well as trans- 
porting military. personnel on urgent missions. In comment 
General Miller said: 


Only the utilization of the facilities of the cooperating commercial 
airlines has made it possible for the Contract Air Cargo Division to 
fulfill this grueling schedule during its first thirty days of operation. 
By taking advantage of existing airline maintenance, overhaul, com- 
munications, operations, and pilot facilities for the prosecution of the 
war, we have not only solved the problem of transporting by air the 
essential supplies and equipment from depot to depot and to sub-depot 
throughout the Western Hemisphere, but we have avoided the costly 
and delaying necessity of duplicating these facilities within the army 
air forces. 


General Miller pointed out that the million pounds of 
freight now being flown each week was four times as much as 
was handled at capacity by approximately the same number of 
planes prior to the contract system. Continuing, the War 
Department said: 


Most of the planes being used are commercial ships converted into 
military cargo carriers under a recent order by the President placing 
the domestic airlines of the United States on a wartime footing. 

Only a few are new army ships produced specifically for the pur- 
pose of transporting army air cargoes. Army air forces cargo planes, 
however, are now coming off the production line, and it is expected 
that by the end of the year a total of about 300 airplanes will be in 
the service. As these new planes are added to the cargo carrier fleet, 
they are turned over to the airlines to be operated for the army air 
forces by airline personnel. 

The 15 civil airlines operating cargo planes for the army air forces 
under the contract system are as follows: 

American Airlines, Braniff Airways, Chicago and Southern Air- 
lines, Continental Airlines, Delta Airlines, Eastern Airlines, Inland Air- 
lines, Mid-Continental Airlines, National Airlines, Pensylvania Central 
Airlines, Trans-continental Western Air, Inc., United Airlines, Western 
Airlines, Northeast Airlines, Northwest Airlines. 

A number of air freight terminals have been established at centers 
of industry throughout the country, which serve as pick-up points along 
the routes of the contract lines for the delivery by air of war materials 
to tactical units of the army air forces. 

In the cargo of almost every flight are included such vital items as 
airplane engines, engine parts, armament, carburetors, generators, and 
propellers. During the first nine days of operations, planes of the 
contract air cargo division of the air service command carried almost 
800 military personnel as passengers, at a saving to the government of 
$32,000 at standard air carrier fares. 


Chief of the contract air cargo division of the air service 
command is Lieutenant Colonel Robert J. Smith, who has been 
associated with airline operations and traffic management since 
1928. He was vice-president of operations for Braniff Airways, 
Dallas, Tex., before joining the army air forces. 

Serving under Colonel Smith as operations officer, is 
Major M. T. Stallter, formerly manager of air mail and express 
and assistant to the vice-president of the American Air Lines. 


STEAMSHIP CONTROL OF AIR LINES 


Examiner Reilly, of the Civil Aeronautics Board, has rec- 
ommended that the board, after the end of the war, require 
American Export Lines, Inc., a steamship company, to divest 
itself of control of American Export Airlines, Inc. He said that 
control of the airlines did not enable the steamship to use the 
airline’s aircraft in connection with its steamship operations, 
and that the civil aeronautics act required a steamship com- 
pany controlling an airline to use the aircraft in its operations. 





MONEY FOR PUBLIC ROADS BUREAU 


A request for an appropriation of $5,000,000 for the Public 
Roads Administration for flight strips along highways for the 
landing of and taking off of airplanes has been sent to Con- 
gress by President Roosevelt. The appropriation requested, it 
was stated, represented the remaining balance of the $10,000,000 
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for flight strips authorized by section 8 of the defense highway 
act of 1941. 

“This program has been moving rapidly and at the present 
time plans and surveys have been authorized for 15 flight-strip 
projects with an estimated cost of approximately $7,000,000,” 
said an explanatory letter sent to the President by the director 
of the Bureau of the Budget. “Of the 149 additional projects 
included in the army’s tentative program, there are 27 for which 
the site has been selected subject to final approval. It is im- 
portant that additional funds be made available in order that 
there be no delay in the prosecution of this program.” 

Authority to spend $93,160 for administrative expenses of 
the Public Roads Administration also was asked. 


Airerait Production 


The American aircraft manufacturing industry had in- 
creased military plane production nearly 85 per cent in the 
six months since Pear] Harbor, Col. John H. Jouett, president 
of the Aeronautical Chamber of Commerce of America, re- 
ported on the six months anniversary of the U. S. war declara- 
tion on Japan. 

Col. Jouett, as spokesman for the aircraft manufacturing 
industry, said that American production would soon exceed that 
of the combined enemy—Germany, Japan, and Italy— including 
the production being forced out of the occupied countries, 
adding: 

Many striking advances in manufacturing technique, in design of 
new, harder-hitting, further-ranging warplanes, in labor training and 
in other phases of the aircraft industry’s all-out war production effort, 
have been made since the treacherous Japanese assault on Pearl Harbor. 
All of these advances have contributed to the increase in production. 

The simple statement of the production increase does not tell the 
whole story, by any means. Much of it cannot be told now. Some of 
it can. For instance, because the air forces’ vastly-expanded pilot 
training programs are proceeding according to plans, actual fighting 
planes are comprising an ever-increasing percentage of total produc- 
tion, with trainers representing a correspondingly smaller percentage. 

Aircraft engine production has been boosted nearly 86 per cent 
since Pearl Harbor. This increase was in part due to the automotive 
companies which are building aircraft engines, using the designs de- 
veloped by the old-line aircraft engine companies. These companies are 
now coming into substantial production. 

The American woman has played an increasingly large part in the 
production increase we have been able to register since Pearl Harbor. 
The number of women working in the aircraft plants, performing al- 
most every type of operation after training by the companies, has in- 
creased nearly 900 per cent since December 7, 1941. 


Col. Jouett’s report concluded with the disclosure that the 
American aircraft manufacturing industry had produced nearly 
four billion dollars worth of planes, engines and propellers 
since world war II began in September, 1939 


COAL AND TRANSPORTATION 


A sharp drop in the all-rail shipments of coal into the New 
England area the week ended May 30, reflecting the effects of 
storms and the Memorial Day holiday, was reported by Solid 
Fuels Coordinator Ickes who reiterated earlier warnings to coal 
consumers throughout the country to order their coal now while 
the mines and railroads had the facilities to produce and haul it. 

On the basis of figures furnished by the Association of 
American Railroads, Coordinator Ickes reported that all-rail 
shipments to New England declined an average of 289 cars a 
day the week ended May 30 as compared to the week ended 
May 23. A total of 5,951 cars of bituminous and anthracite coal 
or approximately 327,305 tons went through railroad gateways 
into the area in the week. 

In the week ended May 23, 7,975 cars or approximately 
428,625 tons moved into New England by rail from all sources. 

All-rail shipments for the week ended on May 30 included 
1,162 cars of bituminous from the southern Appalachian area. 
This was a decrease of 102 cars as compared to the week ended 
on May 23. 

The total all-rail shipments to the area in 1942, through 
the week ended May 30, were 136,234 cars or 46,487 cars more 
than had been shipped there in the comparable 1941 period. 


BUY-COAL-NOW CAMPAIGN 


The Office of the Solid Fuels Coordinator for War has an- 
nounced that a plant-by-plant study to ascertain what steps 
industries holding war contracts and the railroads, are taking 
to protect their fuel supply, has been launched in conjunction 
with the War Production Board. 

Donald M. Nelson, W. P. B. chairman, has asked the in- 
dustries holding primary war contracts to report to the Solid 
Fuels Office immediately on the amount of coal on hand, the 
possibility of storing an additional amount, and other informa- 
tion concerning their fuel supply. These industries have been 
requested to list the information for each specific plant, and the 
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data will be received and tabulated by the Bituminous Coal 
Division. 

Figures showing the consumption of fuel oils for heat ang 
power in the same plants in 1941 also are being sought in ‘he 
survey. 

In a letter requesting the industries to make the informa- 
tion available to the Solid Fuels Office, Mr. Nelson urged that 
all present and prospective coal consumers, especially the large 
industrial users and war plants, stock coal to the limit of their 
storage capacity. The letter stated: 


Transportation difficulties will increase in future months, bu: the 
railroads and other transportation facilities still have some surplus 
carrying capacity which must be utilized now in order to avoid serious 
transportation dislocations next fall and winter. 


The Office of Solid Fuels Coordinator for War and other 
governmental and private agencies are conducting a campaign 
to stimulate the production, transportation and storage of the 
greatest amount of coal possible during the spring and summer 
to provide war-time fuel protection, and relieve the pressure on 
transportation during the fall and winter peak in demand for 
freight movement. 


Coal and Price Control 


Senator Davis, of Pennsylvania, said in the Senate, June 8, 
that he intended to have a thorough investigation of a plan of 
the Office of Price Administration to pay ‘‘subventions or re- 
bates” on Appalachian coal to New England, New York and 
certain parts of New Jersey so as to compensate buyers of 
southern coal for the excess of present transportation costs 
over those in effect in December, 1941 (see Traffic World, May 
23, p. 1358). 

“The differentials on coal produced in the southern and 
northern fields have been in effect for the past 15 years,” said 
Senator Davis. “It is now proposed that these be changed by 
administrative edict. There is no assurance that once these 
differentials have been wiped out they would ever be restored, 
and it is a matter of great importance to coal operators in 
Pennsylvania.” 

Senator Davis reproduced in the Congressional Record two 
letters sent by Charles O’Neill, president of the Bituminous 
Coal Producers’ Board for District No. 1, at Altoona, Pa., to 
Price Administrator Henderson. In one of the letters, Mr. 
O’Neill said, in part: 


It is proposed that the differential in freight rates between northern 


and southern coal will be changed by the government paying a rebate 
to receivers of southern coal based upon their rail and water combina- 
tion last December, thereby wiping out the established rate fixed by 
the Interstate Commerce Commission some 15 years ago. This appears 
to be a backhanded way of reducing southern coal rail rates and con- 


trary to lawfully established rates. The all-rail rates on bituminous 
coal from the Pocahontas fields into eastern trunk line and New Eng- 
land territory in effect at the present time were originally prescribed 


by the Interstate Commerce Commission in docket No. 15006, 101 
Oe, ct Gee 

Any proposal to subsidize the movement of all-rail bituminous coal 
from the southern field to New York and New England on the basis 


of rail and water transportation charges via Hampton Roads in effect 
in December, 1941, would, in many instances, result in the elimination 
of the differentials prescribed by the Interstate Commerce Commission 
under which very large tonnages of coal are now moved. Moreover, it 
would mean that there would be no incentive for the consumers in New 
England or New York to examine the possibility of the northern fields 
in an effort to obtain coal from sources which would involve a mini- 
mum of all-rail transportation. . . 

Government should not pay subventions against a rail rate that is 
fixed and found to be just and reasonable . . . without at least giving 
the parties who may be affected a proper hearing. . . On behalf of 
coal operators of Pennsylvania, whom I represent, it is respectfully 
requested that . . . opportunity be granted to us to criticize such re 
bates, and rules and regulation before these are made effective. 


In his other letter to Mr. Henderson, Mr. O'Neil! con- 
tended, among other things, that it was “wholly illogical to 
haul coal hundreds of miles farther via an all-rail route that 
in the end means an extra turn-around car mileage of double 
the excess distance and pay a subsidy or grant a rebate to 
foster such a wasteful movement.” He added: 

It would be just as unreasonable to pay a subvention to consumers 
all over the United States who have to use railroads and rail rates for 
the carriage of their goods in place of truck transportation if such 
rates are higher. Dr. Parmelee, famous railroad economist, estimates 
that there will be a diversion of 10 per cent of the truck tonnage t0 
railroads within a year. I think the situation presented in this cas¢ 
would be exactly the same, that is, to pay a subvention on southern 
all-rail coal to all northeastern destinations. 

The analogous situations that have been called to your attention 
and those that may be compelled by shortage of marine transportation 
may amount to millions of tons and a great deal of money. . . A scheme 
of subventions or rebates that would foster a transportation shortage 
for the movement of coal would cause much damage to the country and 
should not be put into effect. 
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Diversion of Motor Freight 


With a view to conserving the facilities of motor common 
carriers and expediting the transportation and delivery of war 
materials and other freight, the Commission, by an emergency 
order, No. M-1, Emergency Diversion of Freight by Common Car- 
riers by Motor Vehicle, has authorized and directed all common 
carriers by motor vehicle to depart from and disregard routing 
specified in bills of lading and tariff routing provisions. It 
is regarded as implementing O. D. T. general order No. 3, in- 
tended to conserve motor carrier vehicles. 

The order is in the nature of car service orders issued 
by the Commission to railroads in times of emergency, under 
section 1 (15) of the interstate commerce act. This order is 
under the authority granted to the Commission in the second 
war powers act. The order requires a motor common carrier 
immediately to publish, on one day’s notice, in its tariffs notice 
to shippers of its compliance with O. D. T. general order No. 
3, and to make arrangements for the “protection” of the rate 
that would apply if the freight had been carried as desired by 
the shipper. 

Carriers are also to make arrangements for equitable di- 
visions of the rates applied on diverted shipments. In a no- 
tice respecting what may be called its first service order appli- 
cable to motor common carrier traffic, the Commission said: 


In view of the need to conserve the facilities of motor common 
carriers, to expedite the transportation and delivery of war materials 
and other freight for the purpose of successfully prosecuting the war, 
to facilitate the accomplishment of the purposes of General Order 
0.D.T. No. 3, and to promote the public interest, the Commission, 
for the period ending December 31, 1944, unless otherwise ordered, 
has authorized and directed all common carriers by motor vehicles, 
where necessary to further the purposes and comply with the require- 
ments of said General Order O. D. T. No. 3, to: 

(1) Depart from and disregard routing specified in bills of lad- 
ing and tariff routing provisions. 

(2) Accept and transport traffic diverted to them. 

The order also prescribes rules for determining applicable rates 
and divisions of revenue on such diverted traffic and directs common 
carriers by motor vehicle to immediately publish, effective on one 
day’s notice, appropriate tariff provisions stating how the applicable 
rates are to be determined. 

The Commission realizes that because of its wide application, rates 
prescribed and divisions suggested in the order may not be entirely 
fair under all conditions that may exist, but confidence is felt that 
the carriers will cooperate among themselves in effecting a fair 
settlement of all problems that may arise. 


Revenue Freight Leading 


Loading of revenue freight the week ended June 6 totaled 
854,689 cars, according to the Association of American Rail- 
roads. The increase above the corresponding week in 1941 
was 1,749 cars or two-tenths of one per cent, and the increase 
above the same week of 1940 was 151,797 cars or 21.6 per cent. 

Loading the week ended June 6 increased 58,933 cars or 
74 per cent above the preceding week, in which there was 
a holiday. 

All districts reported increases compared with the corre- 
sponding week in 1941, except the Eastern, Allegheny, and 
Central Western, but all districts reported increases over 1940. 


1942 1941 1940 

ce 5 aa ara 3,858,273 3,454,409 3,215,565 
4 weeks of February ...........++-. 3,122,7%3 2,866,565 2,465,685 
Werke OF DEAT sos s ks kics.s vcesevcx Gyataeee 3,066,011 2,489,280 
4 weeks of April ..............++2+- davl,038 2,793,630 2,495,212 
ee eS eS rr ree 4,170,713 4,160,060 3,351,840 
OE ae ee ee eee 854,689 852,940 702,892 

DONO. Reva ch cchanceseema teen ntee 18,528,925 17,193,615 14,720,474 
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Revenue freight loading by districts the week ended June 
6 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 6,289 and 6,975; live 
stock, 1,023 and 1,104; coal, 31,651 and 31,818; coke, 4,059 and 3,795; 
forest products, 2,488 and 2,457; ore, 7,971 and 8,002; merchandise, 
L. C. L., 28,462 and 43,020; miscellaneous, 76,525 and 87,265; total, 
1942, 158,468; 1941, 184,436; 1940, 149,169. 

Allegheny district: Grain and grain products, 3,696 and 3,675; live 
stock, 998 and 769; coal, 43,537 and 43,676; coke, 6,313 and 5,864; 
forest products, 1,504 and 1,246; ore, 16,944 and 16,902; merchandise, 
L. C. L., 23,446 and 29,979; miscellaneous, 89,240 and 88,122; total, 
1942, 185,678; 1941, 190,233; 1940, 149,871. 

Pocahontas district: Grain and grain products, 249 and 240; live 
stock, 102 and 81; coal, 42,828 and 41,433; coke, 664 and 525; forest 
products, 979 and 752; ore, 1,110 and 881; merchandise, L. C. L., 
3,072 and 5,407; miscellaneous, 8,166 and 7,777; total, “1942, 57,170; 
1941, 57,096; 1940, 47,945. 

Southern district: Grain and grain products, 2,226 and 2,226; live 
stock, 1,181 and 1,255; coal, 23,651 and 20,433; coke, 598 and 428; 
forest products, 16,874 and 14,516; ore, 2,248 and 1,702; merchandise, 
L. C. L., 14,931 and 27,520; miscellaneous, 62,713 and 53,262; total, 
1942, 124,422; 1941, 121,342; 1940, 97,972. 

Northwestern district: Grain and grain products, 9,533 and 9,138; 
live stock, 2,405 and 1,838; coal, 6,781 and 5,168; coke, 1,803 and 1,945; 
forest products, 14,081 and 9,372; oré, 58,162 and 45,826; merchandise, 
L. C. L., 9,936 and 18,925; miscellaneous, 38,915 and 40,159; total, 
1942, 141,616; 1941, 132,371; 1940, 114,477. 

Central Western district: Grain and grain products, 9,725 and 
10,084; live stock, 5,049 and 3,906; coal, 9,872 and 6,638; coke, 263 and 
270; forest products, 11,052 and 8,646; ore, 5,573 and 4,846; merchandise, 
L. C. L., 12,442 and 24,712; miscellaneous, 61,650 and 56,656; total, 
1942, 115,626; 1941, 115,758; 1940, 98,933. 

Southwestern district: Grain and grain products, 4,153 and 3,224; 
live stock, 1,726 and 1,311; coal, 5,414 and 2,312; coke, 185 and 95; 
forest products, 6,341 and 5,179; ore, 445 and 363; merchandise, L. C. L., 
5,298 and 10,149; miscellaneous, 48,147 and 29,071; total, 1942, 71,709; 
1941, 51,704; 1940, 44,525. 





Central Western Board 


According to reports of commodity carloading committees 
made at the annual meeting of the Central Western Shipper’s 
Advisory Board at Denver, Colo., June 10, carloadings in the 
district in the third quarter of 1942 will be 5.8 per cent higher 
than in the third quarter of 1941. Leading the commodities on 
which increases were predicted in the number of cars was coal 
and coke, with an increase of 18.7 per cent, from 47,346 to 
56,250. On gravel, sand and stone, the predicted increase was 
20.6 per cent, from 17,331 cars to 20,900. Higher percentage 
increases were predicted on commodities which do not move 
so heavily in the territory. Among these were brick and clay 
products, 46.5 per cent; salt, 24.5 per cent; automobile trucks 
and parts, 43.7 per cent; horses, mules and ponies, 20.8 per 
cent, and cement, 18.2 per cent. Decreases were predicted on 
fresh fruits, 23.9 per cent; petroleum and products, 18.4 per 
cent; sugar, syrup 2nd molasses, 17 per cent, and lambs and 
sheep, 4.1 per cent. 

Speaking on general transportation conditions, L. M. 
Betts, manager, closed car section, car service division, Asso- 
ciation of American Railroads, said that ton miles handled 
by the railroads in the first three months of 1942 had been 
30 per cent in excess of those for the same part of 1941, while 
the increase in carloadings was only 8 per cent. Average miles 
traveled by cars each day in March of this year were 12 per 
cent over March of last year, and average tons loaded were the 
highest on record. Car efficiency committees were in no small 
part responsibie for this showing, he said. 

“With the huge crop of winter wheat maturing and with 
a lack of adequate storage space available,” he said, “railroads 
continue their repeated assurance that cars will be provided 
for every bushel of grain that can be unloaded promptly at 








Revenue Freight Car Loading—Week Ended Saturday, June 6 


Grain and Live 

Grain Prod. Stock Coal 

1942 35,871 12,484 “163,734 

Total all roads June 6......... 1941 35,562 10,264 151,478 

| 1940 28,161 10,658 118,558 

Preceding week May 30........... 1942 32,897 11,782 157,852 

Per cent increase over............ 1941 9 21.6 8.1 
Per cent decrease under.......... 1941 

Per cent increase over ..:....... 1940 27.4 17.1 38.1 
Per cent decrease under ........ 1940 

{ 1942 862,075 273,840 3,674,837 

Cumulative 23 weeks to June 64 1941 766,749 252,922 2,990,573 

| 1940 716,589 259,667 2,997,374 

Per cent increase over...........- 1941 12.4 8.3 22.9 
Per cent decrease under.......... 1941 

Per cent increase over .......... 1940 20.3 5.5 22.6 
Per cent decrease under ........ 1940 


_—_ 
Per cent to 15 year average, 114. 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
13,885 53,319 92,453 97,587 385,356 854,689 
12,922 42,168 78,522 159,712 362,312 852,940 

9,760 34,326 66,099 148,259 287,071 702,892 
13,840 45,689 82,886 87,000 363,810 795,756 

7.5 26.4 17.7 6.4 BY 
38.9 

42.3 55.3 39.9 34.2 21.6 
34.2 

323,801 1,071,414 936,921 3,006,180 8,379,857 18,528,925 

294,301 903,541 849,156 3,565,710 7,570,663 17,193,615 

219,652 725,224 508,780 3,336,482 5,956,706 14,720,474 

10.0 18.6 10.3 10.7 7.8 
35.7 

47.4 47.7 84.2 40.7 25.9 
9.9 
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destination. Regulations have been made effective by the car 
service division of the A. A. R. for the account of all railroads 
under which no grain for storage anywhere can be loaded 
unless the shipper can produce satisfactory evidence that stor- 
age space has been arranged at destination.” 

Leslie A. Miller, regional director at Denver for the War 
Production Board, spoke at a luncheon sponsored jointly by 
the Denver Traffic Club, the Denver Commercial Traffic Club, 
the Denver Women’s Traffic Club and a number of other civic 
organizations. He spoke of the work of his office in encourag- 
ing the more efficient use of industry in the Denver area in 
the war production effort. He said the producing and supply- 
ing of war materials required teamwork between industry and 
transportation and asked shippers to continue and intensify 
their efforts toward more efficient use of freight cars. Others 
who spoke at the luncheon were Commissioner Johnson, E. G. 
Plowman, traffic manager, Colorado Fuel and Iron Corpora- 
tion, and Henry Swan, trustee, Denver and Rio Grande West- 
ern Railroad. Otto Bock, associate justice, Colorado Supreme 
Court, was toastmaster. 

John A. Reed, president, Wyoming Wool Growers’ Associa- 
tion, general chairman of the board, presided at the business 
session. He was reelected as general chairman. Frank J. 
Rebhan, traffic manager, American Crystal Sugar Company, 
Denver, was elected general vice-chairman; W. M. Wharton, 
manager transportation department, Omaha, Neb., Chamber of 
Commerce, general secretary, and G. D. Davis, Denver, field 
secretary. 


OHIO VALLEY BOARD MEETING 


The Ohio Valley Transportation Advisory Board will hold 
its summer meeting at the Kentucky Hotel, Louisville, Ky., 
June 16. Robert S. Henry, assistant to the president, Associa- 
tion of American Railroads, will speak at the luncheon session. 
At the business session, at which J. W. Peters, traffic manager, 
Delco-Remy Corporation, Anderson, Ind., general chairman of 
the board, wili preside, there will be reports from commodity 
carloading committees and representatives of railroads. Dis- 
cussions will center around the maintenance of adequate trans- 
portation in war time. On June 15, the board’s executive, car 
efficiency, railroad contact and freight loss and damage preven- 
tion committees wili meet at the Kentucky Hotel. 


W. P. B. CONTROL OF ROLLING STOCK 


War Production Board officials, commenting on a report 
that the board had under consideration substantial relaxation 
of the restrictions on the construction of locomotives for 
railroads announced last April (see Traffic World, April 11, 
p. 987), said this week that the construction of locomotives for 
other than railroad company purposes was being increased as 
much as possible but that the program for locomotives for the 
railroads was not expected to be changed. It was pointed out 
that this program, as announced in April, called for 300 addi- 
tional locomotives for the railroads for 1942, making a total of 
1,226 for the railroads for the year, as against 974 planned by 
the railroads themselves. That total, it was stated, was be- 
lieved to be the maximum that could be produced for the 
railroads. 

Thus far this year, it was stated, there had been produced 
1,101 locomotives of all types and for all purposes—for rail- 
roads, for export and for industrial plants. It was expected, 
it was said, that between 2,500 and 3,000 locomotives of all 
types would be built this year. 

The War Production Board has called to the attention of 
all persons affected by amendment No. 2 to supplementary 
limitation order L-97-a-1 the fact that the order permits the 
free exchange of material between producers or suppliers for 
the construction or repair of railroad car parts only if the 
material had been obtained under a preference rating for the 
construction of cars. 

The phrase “for the construction of cars” was omitted from 
press release T-375, issued May 28, but was contained in the 
text of the order that accompanied the release, it said (see 
Traffic World, May 30, p. 1412). 





CONTROL OF EXPORTS AND IMPORTS 


The War Production Board, on the recommendation of 
the Board of Econcmic Warfare, has prohibited the importa- 
tion of rubber and rubber products, including balata, except 
by the military forces or by subsidiaries of the Reconstruction 
Finance Corporation. 

“The Rubber Reserve Company of the R. E. C., which has 
heretofore been the sole importer of crude rubber and latex, 
will now also undertake the purchasing of reclaimed and 
scrap rubber in any form, as well as finished rubber products,” 
said the W. P. B. announcement. 

“This action was effected by amendment No. 10 to supple- 
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mentary order M-15-b. ‘Imports’ as used in the amendment 
cover a release from the bonded custody of the Bureau of Cus- 
toms, as well as any shipment from a foreign country or from 
any territory or possession of the United States into conti- 
nental United States.” 

Senator Thomas, of Utah, on behalf of the Senate mili- 
tary affairs committee, has reported S. 2558, to amend existing 
export control law by authorizing the President to control the 
exportation of “any articles, technical data, materials, or sup- 
plies,” and by extending the life of the act for the duration 
of the war and six months thereafter, unless Congress by con- 
current resolution or the President might determine otherwise. 
The export control law enacted in July, 1940, otherwise would 
expire June 30, 1942. 


EXPORT SHIPPING REGULATIONS 


The Office of Defense Transportation has announced re- 
vised instructions to shippers governing movement of goods 
into United States ports for offshore shipment. The revised 
instructions are in Instruction O. D. T. No. 1. 

The only major change in the instructions as originally 
issued (see Traffic World, May 30, p. 1423), according to the 
O. D. T., is that shippers now are not required to apply di- 
rectly to the War Shipping Administration or the British Min- 
istry of War Transport for permission to export goods through 
the ports. Informal announcement of this change was made 
last week (see Traffic World, June 6, p. 1468). 


TRAFFIC AT PORT OF NEW YORK 


W. L. Thornton, Jr., traffic manager of the Port of New 
York Authority, in the course of an address delivered before 
the Greater New York Safety Council, paid tribute to the 
work of the railroads and steamship lines in preventing con- 
gestion in New York port. He urged that similar practical 
coordination be employed in the motor truck field. 

He stressed the “vital role of the port in the battle of 
transportation,” and said the movement of traffic through the 
port had been kept liquid. He cited as evidence of this, the 
fact that a check made last summer disclosed that 41.9 per cent 
of the export traffic in the harbor was moved to or from the 
piers of the city by motor vehicles. At the present time, he 
said, there was on hand in New York no more than the normal 
ee of railroad freight necessary for the quick loading of 
ships. 

“However,” he continued, “it is futile to make advance 
plans for the movement of war materials through the Port of 
New York ana tc leave the motor carriers out of considera- 
tion. The problem of the motor carrier nas become intensified 
since Pearl Harbor, due to the shortage of rubber and to the 
fact that commercial trucks are no longer being manufactured 
It is necessary, therefore, to conserve every pound of rubber 
and to utilize the available trucks to the fullest extent.” 


PORT EMBARGO EXPLANATION 


G. C. Randall, manager of port traffic, car service division, 
Association of American Railroads, has issued the following 
with respect to application of car service division port embargo 
No. 50: 


The procedure in connection with the issuance of permits covering 
commercial shipments to move on boats operating under the jurisdiction 
of the British Ministry of War Transport, will be as follows: 

Shippers or their representatives will apply tothe individual steam- 
ship companies such as Furness Withy, Funch Edye, etc., for ocean 
space and those companies will submit these bookings in triplicate, to 
the British Ministry of War Transport. 

These applications will be handled by the British Ministry of War 
Transport at either their New York or San Francisco office; the former 
located at 25 Broadway, New York City, the latter c/o Furness Pacific, 
Ltd., Balfour Bldg, San Francisco. 

The New York Office of the BMWT will send approved applications 
to G. C. Randall, Manager of Port Traffic, AAR, 30 Vesey Street, New 
York, N. Y., and the San Francisco office of the BMWT will send them 
to Mr. W. C. Griffin, Assistant Manager of Port Traffic, AAR, Wells 
Fargo Bldg., San Francisco, Cal., whereupon rail permits will be 
issued in the usual manner. 

The Office of Defense Transportation has modified the instructions 
so that the approval of steamer bookings by the WSA is not required. 

It has been ruled that government export carload freight, on either 
government or commercial bill-of-lading, for storage-in-transit at an 
inland depot or in warehouses or on the ground within a port area 
does not require an ODT-QMR permit. Such a permit, however, must 
be obtained before the freight is moved from storage for export. 


NEW PRIORITIES REGULATION 


The War Production Board has issued priorities regula- 
tion No. 11, providing for establishing definite quantitative 
limits to the acquisition of metals and other scarce materials 
by any person or company using more than $5,000 worth of 
metal in a calerdar quarter. The regulation applies to any 
person, among others, to the extent that he is engaged in the 
business of transportation by any means. 
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Rates and Eeonomies 


Western Railroads’ Memorandum to Transportation 
Board Discusses Rates in Relation to Economic 
Conditions in Agriculture and Industry 


* Western railroads have replied to questions asked by the 
Board of Investigation and Research about comparative 
rate levels and the economic effects of the variations in those 
levels in the several regions. The reply is in a memorandum 
warning against the comparing of incomparables and insisting 
that railroad rates are the results, not the causes, of economic 
conditions. The memorandum, a closely printed pamphlet of 32 
pages, is signed by J. A. Farmer, chairman, Western Traffic 
Executive Committee. 

As to the first subject on which the board asked informa- 
tion—the nature and volume of interterritorial freight move- 
ments (see Traffic World, April 4, p. 925)—the memorandum 
says that it has already been explained to the board that the 
compilation of the figures would be a task of “enormous cost 
and magnitude peculiarly questionable because of the 
impact of the war on railroad forces.” The western railroads, 
therefore, consider it “inexpedient to offer any material under 
this heading.” 

Rate Level Comparisons 


On the second subject—average rate levels in the different 
rate territories and comparative rate levels on particular com- 
modities in the several rate territories—the memorandum ad- 
mits that the class rate levels in Western Territory are higher 
than in Official Territory. There are “innumerable elements 
entering into the determination of rate levels to sustain such 
differences,’ however, it says, and, in addition, “class rates 
have little value for measuring average rates,” because the 
normal movement under those rates is much smaller propor- 
tionately in Western than in Official Territory. The first-class 
rate in Western Territory “is primarily important as marking 
the 100 per cent ceiling,” it says, adding: 


The substantial dissimilarities in kinds of traffic handled in vol- 
ume, also the considerable variations in hauls in the west as compared 
with the east and south, clearly demonstrate the impracticability, if 
not the impossibility, of arriving at an average rate level in the sev- 
eral rate territories. 


As illustrative of the traffic differences that make rate 
levels incomparable, the memorandum cites the fact that prod- 
ucts of agriculture, including live stock, products of mines, ex- 
cluding coal and coke, and petroleum and its products, together 
furnish 66.65 per cent of the carload traffic of the western rail- 
roads. In the east they furnish only 13.07 per cent, and in the 
south, 38.21 per cent. On the other hand, in the territory west 
of the Mississippi River, manufactured products are estimated 
at only 1 per cent of the carload traffic, whereas, they represent 
6.81 per cent in the east and 3.02 per cent in the south. 

Tabulations showing rates westbound and eastbound out of 
Chicago, Milwaukee, and other points show the westbound rates 
to be lower on specified commodities for comparable distances. 


Interterritorial Rate Construction 


As to the methods of constructing interterritorial rates and 
their relationship to intraterritorial rates, the memorandum says 
that, originally, the interterritorial rates (with the exception 
of transcontinental rates) were made by combining the locals 
in the territories involved. In the last fifteen years, however, 
it says, the Commission has prescribed “several systems of in- 
terterritorial rates.’””’ While these dealt principally with class 
rates, it adds, ‘in some cases specific percentages of first-class 
rates were prescribed for application on particular groups of 
commodities. The period also saw the establishment interterri- 
torially of many column rates on large lists of commodities, 
with the result “that a considerable amount of traffic which 
formerly moved on the Commission’s prescribed class rate per- 
centages now moves on rates which are lower and in some cases 
Substantially lower than the prescribed class rates.” 


Comparative Transportation Costs 


Western railroads “have no data showing the relative cost 
of providing transportation in the different rate territories,” 
Says the memorandum, in reply to the request for information 
on that point. From Commission figures there could be com- 
piled “the average freight operating expenses per unit of traffic 
In the several territories,” it continues, but “such averages 
would not reflect the relative cost of providing transportation 
Service in the different territories,” because they “are not the 
result of comparing like with like.” It is still true, it says, “that 
it costs less to handle coal in the Pocahontas region than to 
handle manufactured articles in New England, and the average 
would be without point.” The judgment of the western rail- 
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roads, it concludes on that point, is that “no dependable process 
has been devised by which the relative cost of providing trans- 
portation in the different territories can be ascertained with 
sufficient accuracy to be of any value.” 


Economic Effects of Rate Variations 


As to the economic effects of regional differences in freight 
rates and regional differences in the distribution of the trans- 
portation burden among commodities, the memorandum says 
that, though “there is an apparent assumption that regional 
differences in rate levels are responsible for regional differences 
in economic conditions, the reverse of that more nearly ap- 
proaches the fact.” Railroads have to adapt their rates to “the 
economic pattern of the regions whose products they serve” and 
“have to treat with realities and tie their schedules with the 
industrial, commercial, mineral, and agricultural activities pe- 
culiar to their territory, not only in the interest of their own 
preservation, but in the interest of the greatest good for the 
greatest number.” Railroads have nothing to do with soil and 
climate, it points out, and it adduces a number of industrial 
developments as evidence that factors other than existing 
freight rate schedules enter into the growth of industries in 
particular areas. 

On the point it quotes at length from the speech of Chair- 
man Eastman before the Associated Traffic Clubs of America 
in Philadelphia (see Traffic World, October 26, 1940, p. 1010). 
It says further that Detroit and its vicinity became the center 
of the automobile industry “because a pioneer in that field 
happened to be a resident, with a small machine shop,” and that 
other automobile factories, built at points in Official Territory 
with the same general freight rate level as Detroit, have long 
since been “liquidated.” Akron became the center of the rubber 
industry, Atlanta of the soft drink industry, Wichita of the air- 
plane industry, and Newton, Iowa, of the washing machine in- 
dustry, for similar reasons, it says. The rise of the Texas oil 
industry was due to the deposits of oil plus the development 
activities of “enterprising men,” it adds, while the location of 
the aluminum industry in the south and the magnesium industry 
on the Nevada desert were due to the availability of cheap 
power. 

Agricultural Freight Rates 


Western railroads, generally, are not so well off as those 
in other territories because of the large proportion of agricul- 
tural traffic they carry, says the memorandum. In general rate 
cases the Commission has dealt with agricultural freight rates 
“with caution,” it adds, quoting the decision in Ex Parte 148 as 
a case in point. Twenty state commissions and many agricul- 
tural interests opposed any increases in agricultural freight 
rates in that case, it says, continuing: 


It is noticeable that, while protesting any increases in the freight 
rates on agricultural products and stressing the importance of these 
commodities to the economic life of their constituents, representatives 
of various state regulatory commissions are identified with a call for 
reduced class rates, usually no higher than those applicabie within 
Official (Eastern) Territory. Stated differently, they would hold the 
carriers to the lowest possible lawful rates on agricultural products, 
resist any increases whatsoever in such rates, yet demand, as regards 
manufactured articles, the transfer to them of a system of rates de- 
signed for another territory which produces a minor proportion of 
agricultural products and live stock but a major volume of manufac- 
tured articles. 


Naturally and inevitably, if agricultural products of such great 
volume are held to the lowest possible lawful rates, there is presented 
the problem of distributing rates on all other traffic in the light of 
that situation. If the basic commodities of the west are to be given 
this favorable consideration, then manufactured goods and _ other 
higher-rated traffic must have rate levels which, while promoting the 
flow of traffic, serve as a partial offset in sustaining the carriers. The 
theory seems to be urged that transportation charges should be dis- 
tributed so that agriculture in the west should pay no more and that 
a and receivers of the higher-class goods should, nevertheless, 
pay less. 

Although its text is brief, the Hoch-Smith resolution, enacted by 
Congress in 1925, places such emphasis upon the need of the mainte- 
nance of an adequate system of transportation that it makes two 
references to that need. The resolution calls for such a redistribu- 
tion of rates and charges as may be necessary to correct any defects 
found to exist. It provides that the Interstate Commerce Commission 
shall, from time to time, make orders it may find to be necessary 
to place the rates on designated classes of traffic upon a just and rea- 
sonable basis with relation to other rates. 

Any material change in the distribution of rates and chargés by 
lowering those applying to manufactured goods must necessarily dis- 
turb the balance as between the rates on such goods and those on 
agricultural products, including live stock. It conceivably might compel 
a re-examination and revision of the standards heretofore used for 
determining the lowest possible lawful rates on the latter group in 
the interest of maintaining an adequate system of transportation. The 
rate-making provisions of the interstate commerce act also would sup- 
port such a course. ‘ 

In general, the western railroads believe that conditions heretofore 
prevailing have afforded complete justification of their intraterri- 
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torial and interterritorial freight rate adjustments, which were and are 
the effects, not the causes, of these conditions. And they believe that, 
if the end of the war restores former fundamental economic factors, 
the freight rate adjustments of the future must respond in similar 
fashion, as in the past, to the influences and demands of those factors. 

In recent years there have been changing economic and competi- 
tive conditions which have caused the western carriers to fit their 
charges accordingly. In other words, changes in conditions have 
brought about changes in the distribution of charges for performing 
carrier service on special groups of articles shipped. But the changes 
which have an impact upon rates must be objective, and not intangible 
and theoretic. The railroads are vital arteries of commerce which are 
not suitable subjects for a visionary experiment in economic rec- 
reation through the doubtful medium of a freight-rate gerrymander. 


Railroads as Economic Factors 


The memorandum calls attention to the fact that the rail- 
roads themselves are of economic importance. It says: 


Many of those who contend that freight rates are the most impor- 
ant factor in economic development are surprisingly indifferent to the 
economic importance of the railroads as transportation facilities, em- 
ployers, taxpayers and purchasers of material. In their zeal to gain 
manufacturing industries, a zeal which is well understood, some of 
them do not concern themselves with the preservation of what to the 
Western District is, with the possible exception of agriculture, the most 
important industry of all. It is unnecessary to set out the enormous 
property investment, the huge distribution of wages and salaries, the 
heavy payments in taxes to local governments, or the large expendi- 
tures for materials and supplies, yet here are these essential properties 
which day after day throughout an expansive area perform necessary 
services and put into circulation large sums of money derived from 
their operations. It is only when a railroad seeks to abandon a profit- 
less line that there seems to be a surge of sentiment and appreciation. 
Then it is common for numerous citizens to gather and protest the 
abandonment, with especial reference to the loss of the facilities, em- 
ployment, taxes and expenditures which the removal of the line would 
entail. These carriers are sympathetic with efforts to develop the 
industrial life of the West, as has been shown by special concessions 
in freight rates so far as such rates may be one with the many other 
(and perhaps more important) factors in promoting that development. 
But collective manipulations and reductions of freight rates on tonnage 
now moving, impelled by mere hopes of gaining manufacturing plants, 
can only result in serious injury to the railroad industry without either 
assurance or likelihood that the hopes will become realities. 

In this connection it should be remembered that Congress, in sec- 
tion 15A of the interstate commerce act directed the Interstate Com- 
merce Commission, in the exercise of its power to prescribe just and 
reasonable rates, to give due consideration ‘‘to the need of revenues 
sufficient to enable the carriers, under honest, economical and efficient 
management, to provide such service.’’ This requires a factual and not 
a theoretic approach to the establishment of rates. The need of revenue 
by carriers of one district is not met by applying to them the tests of 
carriers in another district. The earnings of the Pennsylvania, New 
York Central or Chesapeake & Ohio railroads contribute nothing to the 
support of the Chicago & North Western, the Southern Pacific or the 
Atchison, Topeka & Santa Fe railroads. In general, a railroad exists 
on three major items: charges which it receives for its services, the 
volume of traffic it hauls and economy in its expenses. It requires ade- 
quate levels of all three for railroad support. 


Effects of Rate Construction 


On the last question raised by the board—the economic 
effects of the methods of constructing interterritorial rates— 
the memorandum confines itself to the following comment: 


When, some years ago, the Interstate Commerce Commission sub- 
stituted joint through rates between Eastern Territory and Western 
Trunk Line Territory and between Eastern Territory and Southern 
Territory for rates previously constructed of individual factors breaking 
on the Mississippi and Ohio rivers, respectively, the effect may have 
been disadvantageous to jobbers along the rate-break boundaries, for 
the substituted adjustment enabled eastern consignors to ship their 
goods through those rate-break points on charges below the in-and-out 
rates of the intermediate jobbers. But, if interterritorial rates are to 
continue in the form of joint through rates, it is not clear that the 
mere method of construction can create any economic or other kind 
of effect if the rates themselves are reasonable and conform to stand- 
ards which are just to both the railroads and their customers. 


DIVERTING TRAFFIC TO RAILS 


Under Secretary Patterson, of the War Department, in 
testimony June 11 before the Senate committee on small busi- 
ness, proposed diversion of passenger and freight traffic from 
motor carriers to railroads wherever rail service was available, 
as a means of conserving rubber. 


Mr. Patterson opposed S. 2560, the bill sponsored by the 
Senate small business committee to make available retread 
tires for civilian motorists by allocation of 3,500 tons of crude 
rubber and 90,000 tons of reclaimed rubber a year for that 
purpose. He said the military requirements for crude rubber 
for a period of 21 months beginning April 1, 1942, would 
aggregate 800,000 tons and that the present stockpile of crude 
rubber amounted to only 600,000 tons. All reclaimed rubber 
made available also would be needed by the armed services, he 
said. 


TRAFFIC WORLD 


He recommended adoption of a four-point rubber con- 
servation program: (1) limitation of motor vehicle speed to 
40 miles an hour; (2) purchase by the federal government of 
all tires in excess of five a car; (3) shifting of freight and 
passenger traffic to the railroads wherever possible, and (4) 
nationwide gasoline rationing. 


New Shipping Methods 


“With war materials streaming from automotive assembly 
lines in an ever-increasing flow, automotive shipping depart- 
ments are developing many new, efficient methods of boxing, 
crating and transporting finished products,” says the Automo- 
tive Council for War Production. It says: 


Recenily one automotive company converted containers—previously 
used to ship automobile body parts—to handle shipments of large air- 
craft bomber sections. 

Heretofore all airplane parts were shipped by the use of wooden 
crates built specially for particular sections. Besides involving exces- 
sive construction work, the weight of these crates boosted freight 
charges considerably. 

Amount of dunnage (packaging material) required for shipment 
of parts has been greatly reduced. When the containers are loaded 
with wings, rudders, stabilizers or ailerons, each part is held in place 
with straps which tend to absorb any impacts incurred during transit. 

A similar plan is one in which special freight cars, equipped with 
end doors, raised roof, steel floors and racks, have been provided for 
shipping aircraft sub-assemblies from a Detroit automotive plant to a 
west coast assembly plant. 

Turning out tanks on a mass production basis, another automo- 
tive company has conserved shipping facilities by developing a new 
method of loading tanks on flat cars. 

Forty-foot flat cars were previously limited to a load of only one 
tank, due to the extensive crating used to secure the tanks. Inasmuch 
as the load capacity of most of these cars was capable of carrying two 
tanks, one company sought ways and means of conserving space. By 
redesigning the blocks which anchor tanks in shipment, this company 
eliminated sufficient dunnage on each end to allow for the loading of 
two tanks on each car. Other innovations make it possible for two 
men to load a freight car in less than two hours. Previously it took 
four men approximately eight hours. 

In production of bomber parts and sub-assemblies, another com- 
pany is holding costs to a minimum by utilizing excess materials, that 
normally would be thrown away, for crating small finished aircraft 
products for shipment. 

Aluminum sheets entering the plants for fabrication are boxed to 
insure safety and facilitate handling. These boxes are made of thick 
pine wood on the bottom, with two-by-fours adding support and acting 
as a skid. On the sides and top, thin plywood is provided merely as 
protection against scratches and dirt. 

A special department has been set up in which this material is now 
cut down and remade into smaller boxes for shipping finished prod- 
ucts. The plywood is used for shipping lighter parts, such as plexiglass 
turrets and gasoline tanks. Bomb racks, stainless steel parts and other 
heavier equipment that must be held secure in transit are crated with 
the pinewood and two-by-fours. 


RAIL ORE LOADING RECORD 


The Association of American Railroads announced that 
in the week ended June 6 the railroads established a new high 
record in loading 92,453 cars of iron ore and all other ores. 
The previous record was 89,087 cars for the week ended July 
14, 1923. The ore loading the week ended June 6 was 17.7 per 
cent above the corresponding week of 1941. The highest weekly 
loading of ore in 1941 was 81,289 cars. 





SPIRITS AND WINE INDUSTRY TRAFFIC 

T. Spencer Shore, chief of the W. P. B. Bureau of In- 
dustry Advisory Committees, has announced the following com- 
mittee for distilled spirits and wine industry traffic: 

John B. Smiley, chief, beverage and tobacco branch, is 
government presiding officer. Committee members are: 
Charles W. Braden, National Distillers Products Corporation, 
New York, N. Y. E. M. Fleischmann, Harford County Dis- 
tillery, Inc., Baltimore, Md. James H. Gentleman, Parke & Til- 
ford, Inc., New York, N. Y. Edward Gusky, Schenley Distillers 
Corporation, New York, N. Y. Frank H. Luther, Joseph E. 
Seagram & Sons, Inc., Louisville, Ky. John A. Margolis, Bis- 
ceglia Bros. Corporation, Philadelphia, Pa. J. Campbell Moore, 
Garrett & Co., Inc., Brooklyn, N. Y. E. J. Plover, The Ameri- 
can Distilling Co., Pekin, Ill. E. Stewart Underhill, Jr., Ur- 
bana Wine Co., Inc., Hammondsport, N. Y. James L. Vai, 
Padre Vineyard Co., Los Angeles, Calif. William Widmer, 
Widmer’s Wine Cellars, Inc., Naples, N. Y. 


REED ON TRANSPORTATION 


The Association of American Railroads has printed for 
distribution the remarks of Senator Reed, of Kansas, and 
other senators, in the Senate, May 11, relating to the trans- 
portation situation (see Traffic World, May 16, p. 1303). The 
pamphlet is entitled, “Railroad Performance and Outlook.” 
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Transportation Statistics 


Operating revenues of Class I railways totaled $572,531,295 
for April, 1942, an increase of 52.7 per cent over the same 
month last year when their operating revenues were but 
$375,008,369. This increase, says the Commission’s Bureau of 
Statistics in its monthly comment on transportation statistics, 
dated June 5, may be attributed primarily to three factors: 
The rapid growth of war traffic, the increase in passenger fares 
and freight rates in February and March, respectively, and 
the depressing effect on April revenues last year of coal mine 
shutdowns. Except for the last factor, it said, the increase 
would have been about 39 per cent. 

Freight revenue for April amounted to $468,006,910, com- 
pared with $393,489,091 in April, 1929, and $440,121,849 in Oc- 
tober, 1941. Passenger revenue totaled $66,116,480, a rise of 
72.4 per cent over April of 1941. Express revenue was up 
42.9 per cent and mail revenue, 1.8 per cent over the same 
month last year. The most striking gains in passenger revenue 
were registered in the western district, 88.3 per cent, and in 
the southwestern region, 128.5 per cent, said the comment, 
adding: 


Pronounced differences in freight revenue increases for March and 
April over the same months of 1941 are observable between the east- 
ern and the western districts. In the eastern district the March 
increase was 22.0 per cent and the April, 55.0 per cent, reflecting 
conditions in the coal mining industry last year. In the western 
district the March and April increases were about the same, 41.7 per 
cent and 39.5 per cent, respectively. 

For the four months ended with April, 1942, operating revenues 
of Class I roads amounted to $2,056,008,692, compared with $1,527,115,220 
for the same period of 1941, an increase of 34.6 per cent. Freight 
revenue of $1,683,839,627 and passenger revenue of $235,665,536 repre- 
sent respective increases of 33.9 per cent and 52.0 per cent. 


Carloadings 


Carloadings as reported to the Association of American 
Railroads for the 21 weeks ended May 23, totaled 16,878,480 
compared with 15,538,892 for the corresponding period of 1941, 
an increase of 8.6 per cent. Because of larger loads a car of 
l. ec. 1. traffic, says the comment, a better indication of com- 
parative traffic volume this year with last can be obtained by 
considering carloadings after elimination of 1. c. 1. traffic. On 
that basis, it added, the increase in total loadings was 14.5 
per cent. Merchandise (1. c. 1.) loadings declined 13.5 per cent 
in that period. As to 1942 1. c. 1. carloadings, according to 
the comment, they numbered 596,805 for the four weeks ended 
February 28, 583,968 for the four weeks ended March 28, 
525,181 for the four weeks ended April 25, and 404,753 for the 
four weeks ended May 23. The respective percentage of decline 
from the corresponding periods in 1941 were 1.4, 8.5, 18.9 
and 37.9. 

In contrast with a decline in 1. c. 1. carloadings for the 13 
weeks ended March 28 of 3.7 per cent below the corresponding 
period last year, says the comment, there was an increase in the 
first quarter of 1942 in tons of 1. c. 1. freight originated over 
the same quarter last year of 16.9 per cent, according to nearly 
complete reports filed with the Commission. 

“The rapid decline in 1. c. 1. carloadings during April and 
May may be attributed in part at least to the issuance from the 
Office of Defense Transportation on March 23 of General Order 
No. 1 which required a 6 ton minimum load for 1. c. 1. carload- 
ings beginning May 1,” it says. “The minimum is to be raised 
to 8 tons on July 1 and 10 tons on September 1.” 

With respect to rail operating expenses, net railway operat- 
ing income and railway net income, the comment said: 


In contrast with the increase in operating revenues of 52.7 per 
cent, expenses of the Class I roads rose only 33.4 per cent from April, 
1941, to April, 1942, with a reduction in the operating ratio from 73.3 
to 64.1. Expenses amounted to $366,755,692 compared with $274,938,371 
for April last year. If the first four months of this year and last are 
compared, however, it is seen that the operating ratio declined only 
2.6 points from 70.9 to 68.3. Not since 1916 has the operating ratio 
for the first four months of the year dropped below 70. In that year 
the ratio was 68.7. The years since 1928 in which operating expenses 
for the first four months exceeded one billion dollars are 1929, 1930, 
1931, 1937, 1941, and 1942, 

Net railway operating income for April, 1942, of $102,034,439, and 
for the four months ended with April, 1942, of $324,749,829 represent 
increases of 95.9 per cent and 28.7 per cent, respectively, over the 
amounts for the corresponding periods of 1941. The larger percentage 
for April is explained partly by the suspension of coal mining in 
April, 1941, and partly by the higher level of rates and fares applied 
to a larger traffic. The subnormal coal revenue of April, 1941, also 
explains the much higher percent of increase in the net railway operat- 
ing income in the eastern district compared with the western, April, 
1942, over April, 1941. These percentages were, respectively, 101.1 
and 62.7. For the 12 months ended with April, net railway operating 
income amounted to $1,071,851,284. If this is related to a value of 
$20,000,000,000, a return of 5.36 per cent is indicated. If related to the 
book investment in railway property, less accrued depreciation, plus 
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cash and materials and supplies, of Class I line-haul carriers and their 
lessor and proprietary companies, which amounted to $23,167,061,000 
on December 31, 1940, the return is 4.63 per cent. 

The net railway operating income for April, 1942, referred to above 
is the remainer after deduction of tax accruals of $88,592,330, which 
includes federal income and profit taxes as well as payroll taxes and 
all others chargeable to operation. This accrual exceeds that for April, 
1941, by 139.2 per cent. Equipment rents were 48.8 per cent greater 
for April, 1942, than for April last year. Depreciation and amortiza- 
tion charges together amounted to $27,037,616, compared with $17,- 
898,712, an increase of 51.1 per cent, April, 1942, over April, 1941. For 
the corresponding months, operating expenses (including depreciation) 
increased 33.4 per cent. 

The net income of Class I railways, after fixed and contingent 
charges, was $46,887,970 for the month of March, 1942, compared with 
$35,328,623 for March, 1941, an increase of 32.7 per cent. For the 
carriers in receivership or trusteeship, the amount was $8,555,572 com- 
pared with only $544,628 for the same month last year. The other 
roads had net income of $38,332,398 in comparison with $34,783,995 for 
March of 1941. 

Net income of Class I roads for the first three months of 1942 
totaled $95,137,945 compared with $69,445,410 for the corresponding 
period last year. For the first quarter of this year 98 Class I roads 
reported net income in contrast with 31 which reported deficits. The 
aggregate net income reported was $104,632,762 and the aggregate 
deficit, $9,494,817. The corresponding figures for 1941 were $90,226,421 
and $20,781,011; respectively. Fixed charges of carriers not in re- 
ceivership or trusteeship were covered 2.0C times for March, 1942, 
compared with 1.90 for the same month last year. For the three 
months ended with March, the corresponding ratios are 1.76 and 1.67, 
respectively. 

Federal income taxes accrued for March this year were $39,713,897 
in comparison with $11,987,264 for March last year. Accrued tax 
liability at the end of the first quarter of 1942 totaled $399,706.155. 
At the same time last year the figure was $228,628,432. 

It is estimated that the net income of Class I railways for April, 
1942, was $55,000,000. This estimate is based on net railway operat- 
ing income for the same month of $102,034,439 and allowances for 
other income and fixed charges. The net income for the 12 months 
ending April 30, 1942, if this estimate is used, amounted to $575,079,824, 
after all taxes including federal income and profit taxes. This com- 
pares with $282,653,939 for the 12 months ended one year earlier. 


Bus and Truck Statistics 


The volume of freight transported in April by the 203 
motor carriers reporting to the American Trucking Associations 
amounted to 1,586,104 tons, an increase of 3.9 per cent over the 
corresponding month of 1941, says the comment. The March 
volume was 11.9 per cent and the February volume 13.5 per 
cent over the same months of the preceding year. In part, the 
comment said: 


The volume of general freight, which constituted over 85 per cent 
of total tonnage hauled in April, showed a rise of 3.7 per cent over 
the same month last year, while petroleum products, which account 
for over 7 per cent of total tonnage, registered a gain of 69.4 per cent 
over the like period of 1941. The other three classes of products 
hauled, new automobiles and trucks, iron and steel products, and 
miscellaneous commodities, showed declines from the same period last 
year of 87.5, 31.9 and 0.6 per cent, respectively. 

It is of interest to note that for the weeks ending in February, 
March and April, 1942, the rail carloadings of miscellaneous commodities 
were 14.9, 12.1 and 8.2 per cent above the corresponding months of 
1941. While rail traffic shows increases over 1941 somewhat larger 
than those shown for the trucks, both types of carrier show declin- 
ing rates of increase. 


The number of passengers carried in February by the 148 
Class I motor carriers reporting to the Commission was 19,- 
847,527, compared with 19,598,772 coach passengers carried 
by the Class I railways, according to the comment. 


“Although motor carrier travel has been gaining on rail 
coach travel for some time, this marks the first month when it 
exceeded the latter,” it says. “In February, 1940, rail coach 
passengers numbered 13,838,370 compared with 10,504,113 for 
motor carriers. In February, 1941, the respective numbers were 
15,691,318 and 13,039,515. . . . Although the number of pas- 
sengers carried by bus slightly exceeded rail coach traffic in 
February, motor carrier passenger revenue for the month was 
only $13,728,953 in comparison with rail coach revenue of 
$25,140,220. The wide divergence is attributable to differences 


in the rate level and the average length of haul per pas- 
senger.” 


Air Carrier Statistics 


Domestic airlines carried 344,769 revenue passengers in 
March, compared with 221,601 in March, 1941, an increase of 
99.6 per cent. Express pounds carried totaled 2,560,255, a gain 
of 110.8 per cent over the same period last year. Airplane 
miles flown increased only 14.1 per cent. These figures, the 
comment observed, were reflected in statistics released by the 
Civil Aeronautics Administration. The passenger load factor 
of 66.6 per cent was the highest for any March in the history of 
the industry, said the comment, adding: 


As a result of the recent transfer of a substantial number of air- 
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liners from the carriers to the Army, the striking traffic gains ex- 
perienced during the first few months of 1942 cannot be expected to 
be continued for the remainder of the year. The planes in commercial 
service were reduced during May from 324 to 165, making it necessary 
for the Civil Aeronautics Board to announce on May 26 and 27 the 
suspension of air service to 45 cities. Many other cities suffered 
greatly reduced schedules. Between Boston and New York daily 
schedules were reduced from 25 to 9; between Washington and New 
York from 52 to 16; between New York and Chicago from 33 to 20, 
and between Los Angeles and San Francisco from 13 to 8. The Board 
announced that additional suspensions of service may be required from 
time to time. 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 79,587 
freight cars for the week ended June 6, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 48,703; auto box, 5,000; 
total box, 53,703; flat, 1,481; gondola, 4,872; hopper, 4,439; total 
coal, 9,311; and miscellaneous, 15,092. 


Motor Pooling Arrangement 


So as to permit them to carry out the conservation idea 
embodied in Office of Defense Transportation general orders 
Nos. 3 and 6, thirty-one so-called distribution carriers operat- 
ing within a radius of_sixty miles of Chicago, have asked the 
Commission and the O. D. T. to authorize the establishment 
and operation of a pooling arrangement. They say the pur- 
pose of their petition is to enable them to coordinate their 
services under the peculiar conditions of their operations to 
accomplish the requirements placed on that type of transpor- 
tation under present conditions in hauling into and out of 
Chicago. a ; : ; 

According to the petitioners their services are consider- 
ably different from those of line-haul motor carriers. Their 
services, they say, are performed locally between points in 
their territory, and jointly with all other forms of trans- 
portation such as railroads, water carriers, freight forwarders 
and line-haul motor carriers. By reason of their operations, 
they add, they are subject to the requirements of the two 
O. D. T. orders mentioned. Also, they say that by reason of 
the fact they operate only over short distances their facilities 
and equipment have been especially adapted to their peculiar 
type of operations. The petition points out that the distribu- 
tion carriers having their places of business outside of Chicago 
have a preponderance of traffic moving into the city while the 
carriers having their places of business in the city have a pre- 
ponderance of traffic moving out of it. These conditions, they 
say, appear to require them, in order to conform with the 
intent of the two orders, to enter into this type of pooling 
arrangement so as to preserve in full vigor their present 
services. 


Every carrier party to the request for authority, pledges 
itself, says the petition, to the fullest cooperation with every 
faction in the motor truck industry, any governmental agency, 
and state authority, or forms of transportation and associa- 
tions of transportation carriers. The petitioners assert their 
type of transportation does not lend itself to consolidated pool- 
ing arrangements with line-haul motor carriers because their 
operations are supplemental to almost every type of known 
transportation. An appendix to the petition shows the peti- 
tioners operate about 1,000 units of equipment. 

The Commission has treated the petition as in_the nature 
of a formal docket proceeding and designated it as MC F-1882. 

As shown in an appendix to the petition the petitioners 
propose to establish a central dispatching office in Chicago and 
in outlying towns in the territory when necessary. Each car- 
rier proposes to report daily to the central office all loaded 
movements and empty or light-loaded truck movements. The 
central office is then so to dispatch the trucks and equipment 
so as to accomplish the following purposes: 

Reduce as much as possible the distances required to 
travel to transport the tonnage; to stagger schedules so as to 
secure maximum loading of equipment; to prevent the move- 
ment of any truck or trailer unless loaded to the authorized ca- 
pacity; to cordinate services of carriers serving the same points 
and traveling the same routes; to cooperate with any other simi- 
lar pools of motor carriers so as to coordinate the services of 
the distribution carriers involved in this petition with those of 
line-haul carriers, railroads and forwarding companies; to in- 
terchange truck equipment; to maintain competent records of 
facilities of the carriers involved in the pool and to furnish 
such information to any governmental agency requiring motor 

carrier service in this territory, this information also to be 
furnished to all railroads operating into or out of this ter- 
ritory. 

The carriers said that at that point they wanted to impress 
on all concerned that this pooling arrangement was desired 
so as to permit this type of carrier fully to cooperate with 
every form of transportation, and with every governmental 
agency or with any group of associations of motor carriers 
so as to accomplish the full purpose and intent of the con- 
servation of motor equipment; also to render to the public 


TRAFFIC WORLD 


and the government the best transportation service possible 
under conditions now existent. The petition said it was alsc 
proposed that after the necessary experience, these carriers 
should propose to the necessary authorities, additional steps t: 
be taken to conserve equipment and render adequate trans- 
portation services as the necessity arose. The pool proposes 
said the petition, in all other respects to conduct its activities 
in full conformity with the ethics of goods business, encourag- 
ing at all times the promotion of adequate, efficient and 
economical transportation by motor vehicle. 

As to rates and charges the petition said the participating 
carriers should adhere to and assess, collect and charge only 
such rates and charges as were lawfully contained in tariff: 
on file with the Commission when the transportation was in 
interstate or foreign commerce; and on tariffs filed with th« 
Illinois commission when -the traffic was moving intrastate. 

Nothing was proposed herein, said the petition, that in- 
volved any change in the capital structures of the individual 
carriers, nor the sale or purchase of any portion of their 
present operating rights, facilities or other tangible or in- 
tangible assets or change the individual status of the parties 
to the pooling agreement. The agreement makes provision 


for the leasing or equipment by members of the pool from 
each other. 


MOTOR CONSERVATION ORDERS 


The Office of Defense Transportation has issued a five-point 
statement of policy to be used by industry and labor as a guide 
in developing programs for conservation of trucks and tires in 


accordance with O. D. T. Orders. Text of the statement fol- 
lows: 


Several disputes between employers and employes have arisen over 
methods for applying Office of Defense Transportation orders for con- 
servation of trucks and tires. These disputes are hampering the prompt 
and effective application of these orders. 

In view of this, the Office of Defense Transportation deems it neces- 
sary to emphasize that its regulations are intended solely to save vitally 
needed rubber and rolling stock. 

In drawing up specific plans for compliance with O. D. T. orders 
carriers are expected to cooperate with their employes where disloca- 
tion of employment is likely to be involved or where existing labor 
agreements are affected. 

The Office of Defense Transportation is not endorsing any particular 
plan or plans. Its primary concern is that conservation goals are 
achieved and that legal requirements are not violated. 

In order to hold labor controversies to a minimum, to insure fair 
treatment of employes and to achieve necessary conservation goals with- 
out delay, the O. D. T. urges that in the event of labor controversies 
the following principles be applied in arriving at a settlement: 

1. All conservation plans must comply fully with the terms of the 
applicable order. 

2. As between feasible alternative plans, either of which will result 
in compliance, that plan should be adopted which will result in the 
least burden on employes. 

3. Savings directly resulting from the application of an order 
should be used to afford employes reasonable protection against losses 
of earnings and jobs. 

4. Savings remaining after such provision has been made for em- 
ployes should be passed on to consumers in the form of lower prices. 

5. Conservation plans instituted to comply with O. D. T. orders 
should be limited to the duration of the emergency. 


Oo. D. T. MOTOR APPOINTMEN “S 


Appointment of five more field office managers in the divi- 
sion of motor transport of the O. D. T. has been announced 
by Director Eastman. 

The division will have a total of 51 field officers. Man- 
agers of 43 now have been appointed. 

The five new managers and the cities where they will make 
their headquarters are: 


Billings, Mont.—Emmett Fogarty, of Butte, former engineer for 
the Montana Railroad Commission. 


Milwaukee, Wis.—Russell R. Lynch, of Milwaukee, formerly on 
the staff of the Wisconsin Public Service Commission. 

Oklahoma City, Okla.—William W. Warren, of Oklahoma City, 
former manager of the Warren Transportation & Storage Co. 

Salt Lake City, Utah—Richard W. Candland, of Salt Lake City, 


former secretary and general manager of the Utah Motor Carriers As- 
sociation. 


Wichita, Kan.—W. R. Bartling, of Wichita, former traffic manager 
of the Universal Motor Oils & Fuels Company. 


MILK TRUCK CONSERVATION 


The Office of Defense Transportation in a statement issued 
June 10 said that most of the country’s milk trucks would be 
off the streets in less than two years as the result of the rubber 
shortage unless effective programs for conservation of equip- 
ment were instituted without delay. It said a report prepared 
by the Milk Industry Foundation on the basis of data col- 
lected by the International Association of Milk. Dealers showed 
that long-range conservation of tires and trucks in the milk 
distribution industry was needed. 
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June 18, 1942 


Eastman on Transportation 


“Tt has been suggested in some quarters, although not very 
vociferously, that the government ought to take the railroads 
over and operate them,” said Director Eastman, of the O. D. 
T., before the Cleveland Chamber of Commerce June 9. 


“If I thought that would do any good I would have no hesi- 
tation in recommending it. I have no doctrinaire objections to 
the idea, nor was I a critic of the United States Railroad Ad- 
ministration, which I saw at first hand in 1918-20, and which 
was, in fact, officered by the cream of the railroad fraternity. 
But in view of the way in which the railroads have been func- 
tioning since 1939, I see nothing to be gained by precipitating 
such a revolution in midstream of the war effort. On the con- 
trary, I would fear a period of serious dislocation and let-down 
before the new machinery could work up to full efficiency.” 

Mr. Eastman said he was asked why he did not now require 
the railroads to do some of the things he recommended when he 
was federal coordinator of transportation in 1933-36. 


“One answer is that our general order No. 1, which aims to 
increase the loading of railroad less than carload freight from 
an average of about 4% tons per car to an average of about 12 
tons and which has already accomplished with hearty railroad 
cooperation a saving of about 40 per cent in the use of such 
cars, was based on the study of merchandise traffic which we 
made when I was coordinator.” 


Continuing in part, he said: 


The better answer is that the problem which we now face is radi- 
cally different from the one which was then before us. In 1933 the 
railroads had a great surplus of facilities, a minimum of traffic, and 
were drifting into bankruptcy one by one. The problem was to find 
ways of saving expense and also of attracting traffic. My recommenda- 
tions, which met with very little success, were directed to those ends. 
At present the railroads have no surplus of facilities, at least of equip- 
ment: their traffic has risen to record heights and is steadily increas- 
ing, and the problem is to move it promptly and effectively regardless 
of cost 


Then and Now 


Let me give three illustrations of the difference out of many which 
could be given. In 1933, I got the railroads, with the help of my staff, 
to make hundreds of studies of terminal unification. These studies, 
based on 1932 traffic, are obsolete, because present traffic conditions are 
entirely different. The railroads cannot now spare the experienced 
officers necessary to make new studies, and even if they could, terminal 
unifications cannot be accomplished without prolonged negotiations 
between railroads and with their employes, they usually require some 


new construction, and their principal purpose is to save money rather 
than to expedite traffic. 


As coordinator, I made an elaborate and comprehensive study of 
the use of containers interchangeable between railroads and motor 
carriers. The extensive use of such containers would require many 
changes in railroad rates and the creation of new administrative ma- 
chinery. But even if all this could be planned in the present hurly 
burly, no steel is available for the construction of containers, and there 
is no surplus of flat cars available for their transportation. As co- 
ordinator I also studied the pooling of freight cars. But in times when 
traffic is at a maximum, as it now is, there is much less to be gained 
from such pooling than in times of traffic depression, and as a practical 
matter the cars are handled very much as they would be handled under 
a pool. We have established a virtual pool of tank cars, and have 
under active consideration a similar arrangement for refrigerator cars. 

At the same time, I know that the railroads, the shippers, the In- 
terstate Commerce Commission and the Office of Defense Transportation 
will leave no stone unturned to make the expectations of the War Pro- 
duction Board come true, and I am sure that we have not yet come 
to the end of the rope in the efficient movement of freight. The load- 
ing of carload freight in box cars can be materially increased, and you 
may look for definite action to that end very soon, following many help- 
ful conferences with both the railroads and the shippers. The indus- 
tries of the country can do much to decrease cross-hauls of commodi- 
ties, without harmful disruption of marketing conditions, and I am 
glad to say that we are getting much valuable cooperation along this 
line from the industry divisions of the War Production Board, and will 
get more. The business men and the consumers of the country can 
also be of great help by moving coal, and other commodities which can 
be carried in stock, in the spring and summer months, thus lessening 
the traffic danger which comes with the usual fall peak. Nor do I 
believe that the railroads have yet exhausted the possibilities in cutting 
down the time which the cars spend in terminals and in the train re- 
shuffling processes which occur at the intermediate yards en route. 

Frankly, looking forward beyond 1942 to 1943, as I have always 
done in my recommendations with respect to new equipment, I am more 
worried about motive power and the open-top car supply than I am 
about the box-car situation. But unfortunately it is the open-top cars, 
as well as the locomotives, which are most directly and closely related 
to the war production effort. The most encouraging thing is the re- 
markable accomplishments of the railroads, which I hope will become 
still’ more remarkable, in moving tank cars in trainload quantities to 
the eastern seaboard, and what I believe will be their similar accom- 


marge in the moving of coal all-rail to New England and New 
ork City. 


Mr. Eastman praised the lake carriers for what they had 
done in the transportation of iron ore from the Lake Superior 
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ranges. He again discussed the problems created by the rub- 
ber shortage and increasing railroad passenger traffic. 


Principles Stated 


It was perfectly plain, said he, that motor vehicles and 
their tires must be conserved in every possible way. He said 
if automobile operations were not restricted by some form of 
mandate they must be restricted voluntarily. He said there 
was no escape from that conclusion and then added: 


Let me state some other principles which seem to me to be clear: 

(1) The inventive capacity of our people is very great, and our re- 
search laboratories are concentrating on this rubber problem. They 
may, and probably will be able to improve the situation; but we cannot 
yet count on that fact. If we want to win the war, we must prepare 
for the worst and not for the best. We can adjust ourselves to the 
best once it actually arrives. 

(2) The objective is to avoid unnecessary operations. If we do that, 
we shall use less gasoline. Outside of the east, the only purpose of 
gasoline rationing would be to restrict operations. It is a simple means 
to that end. If the end could be accomplished in some other way, the 
result, so far as the consumption of gasoline is concerned, would be 
precisely the same. 

(3) The reason for an order, if one were issued, would be the same 
reason that led us to substitute the draft for the volunteer enlistment 
of our armies. No order is worth the paper it is written on, unless it 
has the support of a majority of the people. Given that support, it has 
the virtue of bringing the heedless, selfish or unprincipled minority into 
line. It is the only way of protecting the good against the bad and of 
accomplishing just uniformity in results. 

Passenger Travel Rationing 

One final word, before I close, on railroad passenger traffic. As 
the country has gone into top productivity, that traffic has greatly in- 
creased. At the same time the railroads have had the burden of heavy 
troop movements, and the prospects are that those movements will 
greatly increase. On top of that the railroads are faced with a heavy 
increase in traffic as the private automobile ceases to be used for inter- 
city travel, and more and more they are being asked to establish daily 
commuter service to and from the great war production plants which 
have been built out in the open spaces. In view of these prospects and 
possibilities, we have warned the people of the country that they can- 
not for the future be assured of dependable passenger service, and we 
have discouraged unnecessary convention and recreational travel. There 
may be less congestion than we fear, and there may be more. No one 
can be sure. If it becomes serious, some system of control must be es- 
tablished, so that those who must travel on essential business will have 
priority of opportunity. I hope no such system of rationing, if it can 
be called that, will prove necessary. The best way to avoid it is to 
cut travel voluntarily to the minimum. 


No Domestic Transport Breakdown 


In his introductory remarks, Mr. Eastman said that not 
long ago the press carried a statement that the war production 
program had progressed satisfactorily and that now the hot 
spot was transportation. That statement, he continued, might 
have been misleading. Transportation, he said, was more than 
the handmaiden—it was the 100 per cent partner of production. 

“If the war production program has progressed satisfac- 
torily, that in itself is proof positive that the vast amount of 
transportation upon which production depends has been per- 


formed adequately and efficiently—which is the fact,” said he, 
adding: 


The only other transportation is that which is required to get the 
war products into the hands of the military forces in this country and 
all over the world. It is partly domestic and partly overseas transpor- 
tation. 

We all know that overseas transportation has presented problems 
of extraordinary difficulty, because it has required the creation of 
huge new flotillas of ships and has had to work against the menace of 
the submarine. I cannot speak for overseas transportation. All that I 
know is that it is being handled ably and dynamically. I can speak for 
domestic transportation. Let there be no mistake about this. Thus 
far there has been no breakdown and no serious congestion in domestic 
transportation. It has done promptly and well all that it has been 
called upon to do, including the movement to the ports of troops, ar- 
maments and munitions and of war products and Lend-Lease supplies 
of every description. 

My office now has in operation a system, dependent upon the use 
of the most modern teletype and business machinery, which enables 
us to keep currently informed of the exact traffic situation on every line 
and section of railroad in the country and at every important terminal, 
with especially detailed information in regard to the situation at the 
ports; and it has men who can follow up and take steps to relieve 
any impending danger before it becomes acute. Together with the War 
Shipping Administration, the War Department, the Navy Department 
and the British Ministry of Transport, my office has also established 
a system which effectively controls the movement of traffic to the ports, 
so that the inbound domestic and the outbound overseas transporta- 
tion will be coordinated and port congestion avoided. 


Ports Not Blocked 


You may have seen statements that there are large accumulations 
of overseas freight at or on the lines leading to the ports, creating the 
impression that the ports are blocked. They are not blocked but in 
liquid condition. There are no accumulations of cars at the ports which 
are in any way alarming. Considerable overseas freight is in storage at 
the ports and elsewhere, but it is not being stored to any important ex- 
tent in cars, and so it is not interfering with the movement of freight. 
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From the beginning it has been known that it would be necessary 
to store in this country great quantities of war products, for longer 
or shorter periods. Freight cars must not be used for storage, and 
they will not be. Storage depots of large capacity have been and are 
being constructed by the army; much ground storage made available 
by the railroads is being used; and in addition the storage industry of 
the country has been well organized to give effective aid. The hea 
of my division of storage, L. F. Nicholson, is administering a plan, 
with the financial help of the Lend-Lease Administration, whereby fac- 
tory and other buildings can be leased for storage use and turned over 
to community groups of warehousemen for operation under terms and 
conditions which we fix. We believe that this plan will provide as many 
as 25,000,000 square feet of storage space which the army would otherwise 
have to construct. It will also give small concerns which have been 
forced to cease production of civilian goods and have not been able to 
substitute war production an opportunity for relief. 

Credit should be given where it is due, and I am glad to give 
credit to the railroads and the other carriers of the country for the 
fine service which they have rendered since the emergency began. They 
have both planned and functioned well, and they have also had won- 
derful cooperation from the shippers of the country, whose aid was in- 
dispensable to the results which have been accomplished. 


MONTHLY TRAFFIC ESTIMATES 


As an aid, as it says, to bringing about greater utilization 
of existing freight transportation facilities, the Office of De- 
fense Transportation has initiated a plan designed to provide 
monthly an accurate forecast of the nation’s freight equip- 
ment requirements. 

Director Eastman has asked a large number of manufac- 
turers, producers and distributors to submit, beginning June 
15, an advance monthly estimate of traffic movement from their 
establishments. The information, to be provided on a special 
form, will include the commodity to be shipped, the number 
and kind of cars needed, their destinations and, if highway 
transportation is to be used, the number of trucks contem- 

lated. 

. The shippers addressed were chosen, Mr. Eastman said, 
because the traffic of these shippers “from the standpoint of 
commodity content, origin and destination territory, and the 
gateways into which it will flow, is a typical sample of the 
nation’s traffic as a whole.” 


In his letter to the shippers, Mr. Eastman said: 


If we are to carry war traffic expeditiously, and at the same time 
afford a reasonable amount of transportation for necessary civilian 
traffic, it is imperative that shippers, carriers and governmental agen- 
cies make an all-out effort to use our present transportation facilities 
to their maximum efficiency. 

To secure this maximum utilization it is necessary that we know 
in advance the prospective demand for equipment and the imminent 
volume and flow of freight traffic so that the equipment supply and 
the flow of traffic may be diverted not only to the points of greatest 
need, but for use over the facilities best fitted to transport them. 


Bus Wartime Regulations 


A general order placing intercity bus operations under 
wartime regulations throughout the country was issued June 9 
by the Office of Defense Transportation. It becomes effective 
July 1. 

Intercity service, as defined by the order, does not include 
bus runs within 15 miles of the limits of a city, nor schedules 
on which the average fare is 35 cents or less. 

Operators of busses used in intercity service are required 
to: 


1. Discontinue all limited or express service. 2. Discontinue sched- 
ules which do not come up to certain efficiency standard as determined 
by the average load. 3. Discontinue service to places of amusement. 
4. Pool competitive services which cover the same or closely parallel 
routes. 5. Freeze present routes. 


Round-trip schedules operated primarily for the purpose 
of transporting workers to and from their jobs are not subject 
to the regulations, and an exception also is made for busses 
serving military and naval establishments. 

The order (general order O. D. T. No. 11) prohibits the 
operation of more than one round-trip schedule a day over any 
route where experience shows that the average load in both 
directions will be less than 40 per cent of the seating capacity 
in any month. 


Operators are required to keep records of passenger miles 
and seat miles and report to the O. D. T. any round-trip sched- 
ule that fails to meet these requirements. 

Since local bus service involves constantly changing loads, 
the order requires that the average load for the entire journey 
be used as a basis for determining the degree of efficiency of 
the operation. 

A bus might start out fully loaded, the O. D. T. explained, 
and still fail to meet the 40 per cent average load requirement 
when it had completed its round trip. 
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Intercity bus service, as defined by the order, may not be 
operated after July 1, “for the primary purpose of supplying 
transportation to or from a golf course, athletic field, race 
track, theater, dancing pavilion, or other place conducted 
primarily for the purpose of amusement or entertainment.” 

Express service was ordered discontinued, the O. D. T, 
said, to release busses for needed local service. 

The order further provides that no bus route may be ex- 
tended after July 1 without special permission of the O. D. T. 

Operators of competing bus lines are required to make 
joint plans for. maximum utilization of equipment through 
pooling of services, staggering of schedules, exchange of op- 
erating rights or other methods. These plans, or statements 
giving the reasons why such plans have not been agreed on, 
must be submitted to the O. D. T. by July 30. 

Two special orders based on operators’ plans already have 
been issued by the O. D. T., affecting four bus lines operating 
between New York and Washington and two bus lines operat- 
ing in the west. Other special orders of this type were forth- 
coming, said the O. D. T. 

The O. D. T., June 9, issued two more special orders in its 
nationwide program for more efficient operation of intercity 
bus lines. It explained as follows: 


Special Order O. D. T. No. B-3 governs operations of the Pacific 
Greyhound Lines, the Santa Fe Trail Transportation Company, and the 
Santa Fe Transportation Company between Los Angeles, Cal., and 
Albuquerque, N. M. This order becomes effective July 1. 

Special order O. D. T. No. B-4, effective June 16, governs opera- 
tions of the Pacific Greyhound Lines and the Burlington Transportation 
Company between San Francisco, Cal., and Salt Lake City, Utah. 

Both orders are based on plans submitted by the companies affected. 
It is expected that the orders will result in a total saving of 186,840 
scheduled bus miles a month. 

The companies are required to honor each other’s tickets between 
all points where equal fares apply, eliminate duplicating departure 
times, and share depot and ticket agency facilities wherever practicable, 

Each company, moreover, is required to eliminate one daily round- 
trip run on each route. 


STATE SUPPORT FOR O. D. T. ORDERS 


The Public Utilities Commission of Connecticut, acting as 
the War Transportation Agency of Connecticut, has notified all 
motor common carriers of property, motor contract carriers of 
property and motor private carriers of property that they must 
comply with the motor conservation requirements of O. D. T. 
general orders Nos. 3, 4 and 5. 

“Compliance with these orders of the Office of Defense 
Transportation pertaining to weights on Connecticut highways 
will not be construed as a violation of Connecticut statutes 
provided the loads do not exceed the maximum carrying 
capacity of the bridges over which they move,” said the com- 
mission. 

The Georgia Public Service Commission, according to a 
bulletin issued by Frank B. Warren, assistant general solicitor 
of the National Association of Railroad and Utilities Commis- 
sioners, has been faced with the necessity of deciding an issue 
directly relating to O. D. T. order No. 3. 

“It has decided the issue raised by an applicant for author- 
ity to change his 1outing in order to conform to the circuity 
limits of O. D. T. order No. 3,” said he. “The commission 
decided that the application for change in routing to avoid more 
than 10 per cent circuity should be denied and based its deci- 
sion upon the necessity for conserving gasoline and rubber, stat- 
ing that observance of O. D. T. orders would of necessity result 
in rearrangement of existing schedules and routes.” 

The Alabama commission has ruled, in effect, that observ- 
ance of the O. D. T. orders by motor operators will not affect 
the status of their rights as granted to them by the commission. 


SCOTT ON WAR TRANSPORTATION 


Addressing the Advertising Club of Washington, D. C., 
Jack Garrett Scott, general counsel of O. D. T., June 10, made 
the point, among uthers, that the powers conferred by Presi- 
dent Roosevelt on Director Eastman of O. D. T. had nothing 
whatever to do with federal possession and control of trans- 
portation agencies. They contemplated, he added, that the 
various agencies would remain in control and management 
_ their own people, under the guidance of Director Eastman’s 
office. 

The great problem, said Mr. Scott, was to make the equip- 
ment of the various agencies now in existence last until con- 
ditions changed when there would be no war demand for the 
materials needed for their replacement. With a view to show- 
ing what had been done by O. D. T. he explained the four con- 
servation orders issued by O. D. T. with respect to motor 
vehicles used by common, contract and private carriers over 
the highways and local delivery service, saying the slogan was 
“tires should not roll except on the road to victory.” 
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Changes in O. D. T. Orders 


It is admitted, in the various branches of the O. D. T., that 
complaints are being received from those who believe they are 
being hurt by the requirements of orders issued by Director 
Eastman, the object of which is the conservation of motor ve- 
hicles. It is said the complaints are receiving consideration 
and probably will result in changes from time to time, to re- 
move unintentional hardships. : 

Men from the O. D. T. are making speeches at meetings, 
particularly of truck operators. From some of them what are 
deemed unwarranted inferences are being drawn. For in- 
stance, one report was that operators of tank truck fleets had 
been advised informally by O. D. T. that they had to use cer- 
tain parts of their equipment for a minimum of 130 hours a 
week unless they wanted the O. D. T. to take complete con- 
trol of it for operation in a government pool. 

At the ‘office of S. F. Minness, chief of the petroleum car- 
rier section, it was explained that that was an unwarranted 
inference drawn from remarks made by Mr. Minness in which 
he urged the owners of such tank trucks to use their equip- 
ment to the greatest capacity. Commissioner Rogers, in a con- 
ference with tank truckers, about six weeks ago, urged them 
to use their trucks to make deliveries spread over many hours 
instead of trying to do all the work in a few hours. He made 
no suggestion that if the tank truckers failed to do that the 
government would seize their vehicles. When he addressed 
them he was speaking as a member of Director Eastman’s 
organization, not as a member of the Commission. 

One of the complaints that have come to O. D. T. is from 
wholesale grocers against general order No. 5. That order was 
intended to prevent trucks returning from the delivery of goods 
without a return load. It has been pointed out that deliveries 
often have to be made to small communities from which there 
is nothing to be hauled to the place to which the wholesale 
grocery truck is returning. 

Jack Garrett Scott, general counsel of O. D. T., who ad- 
dressed the Advertising Club of Washington, D. C., June 10, 
was asked “how about that” when there was nothing to be 
hauled on the return trip. Mr. Scott observed that when there 
was nothing to haul, the order could not apply, its object being 
merely to assure maximum use where there was a possibility 
of its doing more. 


MOVING MERCHANDISE TRAFFIC 


A conference is to be held at the Hotel Severin in Indian- 
apolis, June 16, between representatives of carriers by Motor 
vehicle and the railroads with a view to discussing the move- 
ment of merchandise freight, less-carloads, resulting from the 
railroads complying with O. D. T. order No. 1, requiring the 
railroads to observe specified minimums in the loading of 
box cars. The purpose of the order is to conserve equipment. 
Walter Bockstahler, assistant director of the division of traffic 
movement of the O. D. T., said he knew about the conference 
but that he did not call it. He said, in commenting on the mat- 
ter, June 6, that he might attend the conference. 

Carriers by motor vehicle, in many cases in which rail- 
roads have asked for certificates for motor lines owned or con- 
trolied by them, have taken the position that such certificates 
should not be granted because they had facilities for hauling 
traffic the railroads thought should be transported over the 
highways rather than by rail. It is believed that at 'the In- 
dianapolis conference they will make representations of that 
character as to freight the railroads will not be able to handle 
on account of their inability to observe the minimums estab- 
lished by the O. D. T. in general order No. 1 (see Traffic 
World, May 9, p. 1238). 

Information received in Washington is to the effect that ata 
conference of that sort more than a dozen motor carriers of- 
fered to carry traffic in the territory of the Missouri-Kansas- 
Texas and the Missouri Pacific resulting from that order. 
They contended that there was no necessity for the railroads 
to obtain authorizations for motor lines owned or controlled 
by them as existing motor lines had capacity to take care of it. 


RAIL MANPOWER COMMITTEE 


A committee of railroad executives had been named by the 
Association of American Railroads to work with the division 
of transport personnel, Office of Defense Transportation, on 
railroad manpower problems, O. D. T. Director Eastman an- 
nounced June 11. 

The committee, headed by J. H. Parmelee, director of the 
A. A. R. Bureau of Railway Economics, was appointed follow- 
ing a series of conferences between O. D. T.. and the association. 

Manpower demands of the armed forces and of war pro- 
duction plants, Mr. Eastman said, together with the rapid 


1545 


expansion of railroad services for war needs, had made the pro- 
vision of an adequate force of railroad employes a difficult 
problem, particularly in the more highly skilled occupations. 

The unused reserve of these skilled employes was now so 
small that railroads must look to new sources of manpower, 
Mr. Eastman said. Expansion of recruiting and training pro- 
grams, and more effective utilization of the existing labor 
force was necessary in order to meet this situation, he said. 
The railroad committee, in cooperation with the Office of De- 
fense Transportation, will study methods of speeding up the 
process of recruiting and training new employes, and of improv- 
ing railroad personnel policies. 

Management and labor groups in all branches of transpor- 
tation coming under his direction, Mr. Eastman said, would be 
asked to set up similar committees as the need for them. 

Besides Mr. Parmelee, members of the A. A. R. committee 

are: 
H. A. Debutts, vice-president (operating), Southern Rail- 
way; H. A. Enochs, chief of personnel, Pennsylvania Railroad; 
W. H. Flynn, general superintendent of motive power and 
rolling stock, New York Central; John P. Morris, general 
mechanical assistant, Atchison, Topeka & Santa Fe; J. B. Par- 
rish, assistant vice-president, Chesapeake & Ohio; C. R. Young, 
personnel manager, Illinois Central System. 


Petroleum Transportation 


_ Petroleum Coordinator Ickes has urged oil suppliers to 
increase further the movement of tank cars in east coast service 
by obtaining their stocks from available supplies nearest to 
the point of use. 

An amendment tc a formal recommendation (No. 12 of the 
coordinator) calls on suppliers who import petroleum and 
petroleum products into District 1—the east coast states—to 
fill their requirements by shipping the oil or products “from 
that point where there is available a supply . . . which in- 
volves the shortest railroad haul.” 


Deputy Coordinatcr Ralph K. Davies stated that the 
recommendation would enable suppliers to reduce the number 
of long hauls made by tank cars bringing oil or petroleum 
products into the 17 east coast states and the District of 
Columbia. 


“By going to the nearest source of supply,” Mr. Davies 
said, “companies will reduce the average number of miles 
that tank cars travel in east coast service and, thereby, will 
increase the number of round trips that tank cars can make.” 

Director Eastman, of the Office of Defense Transportation, 
and Petroleum Coordinator Ickes have described, in letters to 
Senator Maloney, of Connecticut, the work done by their 
respective agencies toward making effective use of facilities 
for transporting petroleum to the eastern states. They gave 
that information in response to a request by Senator Maloney. 

Mr. Eastman observed that tank cars were needed for 
many commodities essential to the war effort, including vege- 
table oils, chemicals, alcohol as a raw material for powder, 
and petroleum and its products. O. D. T. surveys indicated an 
increased demand for tank cars for all of these commodities. 
As an example, he cited Agriculture Department data showing 
an increase in vegetable oils from 57,000 tank-car loads in 1941 
to over 73,000 carloads in 1942. The situation clearly indicated 
the necessity of getting the greatest possible use out of a limited 
tank car supply, he said. 

“This can best be done in the case of oil to New England 
by train lot movement run solid from point of origin to a single 
terminal at which the cars can be unloaded and started back 
empty, also in a solid block, within 24 hours,” he continued. 
“From this terminal the oil can be distributed by tank trucks. 
Several points within New England would, of course, be selected 
as terminals for such movements. Rapidity of turn-around in 
railroading is gained mainly by avoidance of switching and 
reclassification in railroad yards. To accomplish this solid- 
train-to-one-terminal movement would require, I think, the 
organization of a single receiving agency by the New England 
oil companies. It was natural in the early stages of the un- 
usual movement that the effort should have been made by the 
companies individually and that the carloads of petroleum 
products should have been billed to a diversity of destinations, 
thus scattering the cars and delaying their return. But the 
fact that New England’s requirements are several hundred 
carloads per day above the highest level yet reached calls now 
for a kind of planning which will enable the railroads to give 
the available cars the most rapid turn-around that is practical. 

“Movement of oil in tank cars cannot be depended upon as 
a satisfactory agency of supply for any extended period of 
time, and will not meet all the needs even for a short period 
of time. Pipelines are much more dependable and economical. 
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A substantial enlargement of pipeline capacity to the east 
should be made as rapidly as possible. .. .” 


Barge Possibilities Studied 


Attached to Mr. Ickes’ letter was a memorandum pre- 
pared for the petroleum coordinator’s office by E. B. Swanson, 
director of research for the coordinator. The memorandum in- 
cluded a statement that increased movement of oil to the east 
coast by barges must await the completion of certain pipeline 
relaying and rerouting, as there were not enough barges and 
towboats on hand or under construction to increase the present 
barge movements to the east coast materially. It continued, in 
part, as follows: 


According to the final report of the Inland Barge Petroleum Trans- 
portation Committee, there are 851 steel barges in petroleum service, 
with a total cubic capacity of 6,423,298 barrels, and 76, with a total 
cubic capacity of 687,940 barrels, under construction. The same report 
shows that there are 329 towboats and tugs in petroleum service, with 
two building. In addition, there are 1,028 steel barges now used in 
various dry cargo services which are suitable for conversion to petroleum 
carriers. The use of these barges now is being analyzed by an industry 
committee to determine the possibility of utilizing wooden barges and 
power therefor in order to release them for petroleum service. 

If all of the 851 barges with related towing equipment, reported as 
now in constant use and service in carrying oil on inland waterways, 
could be and were put in a single service of moving petroleum from 
Texas to Pittsburgh (via Gulf intracoastal waterway, Mississippi and 
Ohio Rivers) allowing 47 days for a round-trip voyage, this entire 
equipment could deliver only 136,000 barrels per day to Pittsburgh 
(6,423,298 divided by 47). Such a concentration would not be possible, 
as all of this equipment now is in constant use, a major part of which 
is essential. Further, some of the power equipment would not be 
suitable for use on the Ohio River. 


The memorandum said a 200-mile “feeder” pipeline from 
Port Arthur, Tex., to Baton Rouge, La., would be completed 
in four months and would eliminate the present need for tank- 
ers and barges to move gasoline to Baton Rouge and would 
make them available for other services. 

With respect to services of tank cars the memorandum said 
that as of May 1 there were about 45,000 tank cars engaged in 
moving petroleum from districts 2 and 3 into district 1; that 
about 10,000 of that number previously operated within dis- 
trict 1, while 20,000 were taken from services in district 2, 
13,000 from services in district 3, and 2,000 from services in 
district 4. Accordingly, it said, 35,000 tank cars had been 
withdrawn from their normal services in districts 2, 3 and 4 
and placed in the east coast service, and the transportation 
formerly supplied by these tank cars had been replaced largely 
by tank trucks. As truck tires wore out and could not be re- 
placed, it was likely that ‘‘a substantial number” of the tank 
cars diverted to the east coast service might have to be recalled 
to the middle west, Mr. Swanson observed. 





Pipeline and Barge Canal 


Questioned about the action of the House in refusing to 
take up June 1 H. R. 6999, the pipeline and barge canal bill 
(see Traffic World, June 6), President Roosevelt said at his 
press conference June 5 he did not think he had recommended 
construction of the proposed barge canal. A reporter said that 
in debate in the House on the bill it was stated that the 
President had authority to build the barge canal. The Presi- 
dent said he did not know he had such authority. The state- 
ment made in debate was that the President had authority 
under the Cole pipeline act to authorize construction of a pipe- 
line and not that he had authority to authorize the construc- 
tion of the barge canal. 

Senator Vandenberg, of Michigan, has made public a letter 
received by him from Petroleum Coordinator Ickes, pertaining 
to proposed construction of a pipeline or pipelines across 
Florida by independent pipeline companies (see Traffic World, 
June 6, p. 1463). 

Mr. Ickes’ letter indicated, said Senator Vandenberg, in 
discussing the matter in the Senate, that without the necessity 
of any legislation and without the necessity of any direct ap- 
propriation, it was entirely possible to have an oil pipeline 
across northern Florida in operation within 120 days after the 
beginning of construction. 

Referring to the Florida pipeline project, Mr. Ickes’ letter 
said: 

Two proposals have been submitted in connection with this project, 
each of which contemplates an 8-inch line which would deliver from 
35,000 to 40,000 barrels of petroleum products daily to Jacksonville. 

The first proposal for the construction of such a line, to cost ap- 
proximately $3,000,000, was submitted by the American Liberty Pipe 
Line Co. On June 2, after studies had been conducted by my staff in 
collaboration with the Office of Defense Transportation, an appraisal 
of the proposal was submitted to the Reconstruction Finance Corpora- 
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tion, from whom the American Liberty Pipe Line Co. is seeking a loan 
to finance the construction of the line. I have not as yet been informed 
of — decision of the Reconstruction Finance Corporation on. this 
matter. . . 

On June 1 this office received another proposal for the construction 
of a 10-inch line over substantially the same route. This proposal was 
made by the Sublik Oilbarge Co. and was amended on June 4, reducing 
to 8 inches the diameter of the proposed line because the company 
found that it would be unable to obtain second-hand 10-inch pipe and 
equipment. This proposal is now being appraised by my staff in collab- 
oration with the Office of Defense Transportation. This proposal also 
contemplates Reconstruction Finance Corporation financing. . . 

Because of the shortage of steel-barge equipment ... it is the 
view of this office that only one products pipe line across Florida is 
justified at this time. If it is found that the two pipeline proposals 
are equally satisfactory from the standpoint of this office, the decision 
as to which company should receive governmental financial assistance 
would be determined by the Reconstruction Finance Corporation. . 


Barge Canal Argument 


Chairman Mansfield, of the House rivers and harbors com- 
mittee, in an extension of his remarks in the Congressional 
Record for June 8, said that there was “much confusion in the 
minds of the people,” in reference to H. R. 6999, the bill he 
had introduced to authorize an appropriation of $144,000,000 
to extend and improve the Gulf intracoastal canal and to con- 
struct a barge canal and pipeline across Florida (see Traffic 
World, June 6, p. 1461). 

_ He said it was idle talk for anyone to say that the proposed 
pipeline across Florida would solve the gasoline problem. If 
the east had to depend on pipelines alone, 26 or 27 ten-inch 
pipelines would be required, he observed. In the absence of a 
barge canal across Florida, a combination of all other forms of 
transportation that had been proposed would not suffice to 
meet the normal petroleum needs of the east, he contended. 
He said that since about $200,000,000 had been spent on the 
intracoastal waterway system, it occurred to him that the con- 
necting link across Florida should be supplied. 


“Opposition has been expressed by those who fear that 
some future Congress may seek to convert it into a ship chan- 
nel,” he said. “During the present war, and for many years 
thereafter, we will have no major river and harbor legisla- 
tion. That ought to be plain to all. If, in the decades to come, 
an effort should be made to dig a ship channel across Florida, it 
is safe to predict that no person now in Congress will be living 
to witness it.” 


Senate Committee Hearing 


Thomas A. Johnson, Florida highway department chair- 
man and state petroleum coordinator, in testimony June 8 be- 
fore the Senate committee investigating increased use of in- 
land waterways (see Traffic World, May 23, p. 1361), urged 
greater use of Florida water carrier facilities and advocated 
extension of activities of the Inland Waterways Corporation 
to the Atlantic seaboard, over the Atlantic intracoastal water- 
way. He said that in Florida there were 351 tugs, including 
those built of wood as well as steel tugs, and 521 barges. 
One hundred and sixteen of the tugs were normally classed as 
fishing boats but were readily adaptable for towboat purposes, 
he said. Senator Pepper, of Florida, member of the committee, 
supported Mr. Johnson’s contention that all available water 
carriers should be pressed into service to bring petroleum to 
the eastern states over existing waterways. 

The committee June 10 heard witnesses presented by the 
committee of Atlantic states mayors on fuel and oil, including 
Mayor La Guardia, of New York. The latter, after asserting 
that the Atlantic coast states faced a serious fuel oil shortage 
next winter summarized recommendations to meet the situation 
as follows: 


With 95 per cent of the usual transportation equipment—ocean 
tankers from Texas ports—cut off by Axis submarine warfare, the 
railroads and pipe lines are being pushed to the limit. Although over 
50,000 tank cars are moving oil into the east the top daily deliveries 
are about 700,000 barrels, far short of the need, even with the 200,000 
added barrels moving by pipeline and waterways. The railroad de- 
liveries might be still further increased by shortening the haul, draw- 
ing a larger proportion from the midwest and less from Texas. In 
addition every effort must be made to use existing pipe lines and 
waterways to move more oil into the east. To step up the waterway 
and pipe line movement to the northeast where the heating problem 
will be most acute, it is necessary to make supplies available in the 
Great Lakes states (District No. 2) by increasing production or mod- 
erately restricting consumption in that area. Tank barge and tank 
ship equipment must be mobilized by a directive from the Petroleum 
Coordinator to make greatest possible use of the Great Lakes, New 
York canals, Hudson River and Champlain waterway, to reach the 
Eastern Seaboard and connect with pipe lines and local tanker move- 
ments in protected coastal waterways. 


Walter P. Hedden, chief of the bureau of commerce, Port 
of New York Authority, in a prepared statement, said no doubt 
some relief to the Atlantic coast could be achieved by extension 
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of the existing plantation pipeline now terminating at Greens- 
boro, N. C., to a point at Tidewater, Va., and a supplemental 
pipe line across Florida. That was only part of the picture, 
said he. Aside from the continued step-up in rail tank-car 
movement and some use of barges on the Ohio River to bring 
supplies to Pittsburgh, said he, the most practical means of 
immediate relief to the north Atlantic appeared to be fuller 
utilization of existing waterways and tank barge and ship 
equipment to move petroleum eastward from the Great Lakes. 


Pipe Line Approved 


The War Production Board has approved immediate con- 
struction of a 24-inch steel pipe line from Longview, Tex., to 
the Salem, Ill., area. It said it took this action after consider- 
ing the changed situation with respect to oil tankers and 
military requirements, and after receiving assurances that 
prompt construction of the line would not interfere with deliv- 
ery of steel or motor equipment orders for the War and Navy 
Departments or for the Maritime Commission’s shipbuilding 
program. 

The 550-mile pipe line will carry crude oil to relieve short- 
ages in the east coast area. It will require 125,000 tons of fin- 
ished steel. Consumption of critical materials, however, would 
be minimized by the substitution of cast iron for steel in some 
places, and by the use of seamless steel tubing in place of 
valuable steel plate, said W. P. B. The line is expected to be 
completed by December 1, 1942, 

The W. P. B.’s approving action was taken after Wayne 
Johnson, chairman of a special committee investigating the 
pipeline proposal, reported to Chairman Nelson that the line 
could be built with a minimum of disturbance to the war pro- 
duction program and would provide an increased supply of 
oil to the east coast area within six months. 

It was stated that the R. F. C. would aid in financing con- 

struction of the line. Several petroleum companies proposed 
the building of the line some time ago. This is the first time 
W. P. B. has approved the use of steel for a pipeline. 
, Representative Steagall, of Alabama, has introduced H. R. 
1216, companion bill to S. 2562, introduced in the Senate by 
Senator Connally, of Texas, to provide for establishment of 
yg Petroleum Corporation (see Traffic World, June 6, 
p. ; 


Gasoline Rationing 


Regulations of the Office of Defense Transportation would 
control the amount of rations to be issued trucks, busses and 
government operated cars under the new coupon plan for gaso- 
line rationing which the Office of Price Administration would 
put into effect on the east coast in July, the Office of Price 
Administration announced. 


The rationing plan, itself, would not restrict operations of 
these vehicles, it said. They will not receive more gasoline 
than will be required for carrying out the operations permitted 
by O. D. T., according to O. P. A., adding: 


Trucks, busses and certain passenger car types operated for com- 
mercial or governmental purposes, will apply for ‘‘S’’ coupon books. 
These applications will be filed with a local rationing board, or, if the 
vehicle is operated under an Interstate Commerce Commission license 
at a local office of the Office of Defense Transportation. 

_The applications will require specific information on mileage re- 
quirements for a period of three months. All claims for mileage set out 
in this application must be strictly in accordance with the O. D. T 
regulations. ‘ 

O. P. A. points out that all users of gasoline in the “S” 
category are required by the Office of Defense Transportation 
to maintain adequate records of mileage and gallonage. 

Each “S” book will contain enough coupons for three 
months. The applicant may apply for another “S” book at any 
time after the three months’ period is over. But in that period 
he cannot get more rations except in case of unforeseen 
emergency. 

The “S” category, O. P. A. explained, would include the 
following types of passenger cars: (1) taxis, jitneys and cars 
for hire; (2) cars owned by federal, state, local or foreign 
governments; (3) cars held by dealers for resale. 


Penalties for Violations 


Any service station operator who engaged in “black mar- 
ket” activities or favored his bgst customers with extra gaso- 
line would force himself out of business and make himself 
liable to criminal prosecution under the permanent gasoline 
rationing program scheduled to take effect next month, said 
O. P. A. It warned station operator that they would be subject 
to strict audit control and be required to turn over to suppliers 
the exact number of stamps for the amount of gasoline delivered 
to their stations on essentially the same basis customers must 
turn coupons over to them. Continuing, O. P. A. said: 
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If a station operator persists in selling gasoline in amounts greater 
than the total number of coupons his customers turn in, he will not 
have sufficient coupons himself to turn over to his supplier and will 
eventually find himself with no gasoline in his storage tanks and no 
means of obtaining any. 

In addition he will be subject to the penalties provided for viola- 
tions of any rationing regulations which are a maximum of a $10,000 
fine, or one year imprisonment, or both. 


Congressional Protests 


According to a statement issued by Representative Gossett, 
of Texas, the following resolution was adopted unanimously 
by “about 150” members of Congress in a meeting held “on 
short notice and in response to a hurriedly issued call”: 


We wish to go on record as being anxious to make any sacrifice 
necessary or helpful to the rapid winning of the war. However, until 
it is first shown to be helpful or necessary to our war effort, we are op- 
posed to the nation-wide rationing of gasoline. Further, we request 
that O. P. A. Administrator Leon Henderson desist and refrain from 
ordering the nation-wide rationing of gasoline until he has first filed 
with the Congress a report showing the necessity or desirability for 
such rationing. 


Mr. Gossett said that a majority of the members of Con- 
gress opposed nation-wide rationing of gasoline. To destroy 
domestic economy would certainly not help win the war, he 
declared. 

“If it is a question of conserving or requisitioning rubber, 
then let us attack the problem directly; let us not whip the devil 
around the stump,” he said. “Let us have the facts and let us 
look them in the face. Let us not commit or permit the com- 
mitting of any crimes in the sacred name of patriotism.” 

Representative Johnson, of Oklahoma, has introduced H. 
Con. Res. 69, expressing as “the sense of Congress” the opinion 
that nation-wide gasoline rationing should not be imposed 
“unless prior to such rationing the officials authorized by law 
to prescribe rationing regulations furnish the House of Repre- 
sentatives the full facts, figures and such other information 
as may be necessary in order to show that such rationing is 
necessary to conserve the supply of gasoline.” 


Public Hearings Sought 


Senator Johnson, of Colorado, has introduced S. 2575, to 
require the O. P. A. administrator to hold public hearings in 
any state in which he might deem it necessary or “likely to be 
necessary” to ration gasoline, with respect to (1) availability of 
supplies of gasoline; (2) facilities for transportation of gas- 
oline; (3) necessity for conserving tires; (4) the extent to which 
scrap rubber is being collected and reclaimed, and (5) the 
necessity for, and the effect of, the proposed gasoline rationing. 
Representative Andresen, of Minnesota, has introduced a similar 
bill, H. R. 7198, in the House. 


“The supply of scrap rubber moving into reclaiming plants 
is drying up for one reason and one reason only,” said Senator 
Johnson. “A ceiling price has been placed on scrap rubber of 
$18 a ton (less than a cent a pound), and that price is too low 
to bring out the leaky hot water battles, old rubber boots, and 
ruined tires and tubes. One manufacturer points out that if the 
price of scrap rubber were raised to $100 per ton, a price that 
would move every ounce of scrap rubber from its hiding place, 
the additional cost of an automobile tire would be 40 cents. In 
the extreme shortage of rubber it is nothing short of criminal 
to place so low a ceiling on scrap rubber; so low in fact that 
hundreds of thousands of pounds of it are being destroyed under 
the misapprehension that it is practically worthless. Someone 
needs to build a hot fire under the bureaucrats who are mis- 
handling scrap rubber, and a good public hearing will do just 
that. .. . We must have bureaucrats to direct this stupendous 
war effort; but there is one thing Congress must tell them, “You 
can lead the American people anywhere, but you cannot drive 
them one damned inch’.” 


Senator Thomas, of Oklahoma, said a group of members of 
Congress had sent to Chairman Nelson of the War Production 
Board a letter, dated May 28, asking him to issue an order for 
a hearing on the rationing question, but that the letter had not 
been answered. Senator George, of Georgia, La Follette, of 
Wisconsin, Pepper, of Florida, Connally, of Texas, Barkley, of 
Kentucky, Guffey, of Pennsylvania, Holman, of Oregon, Mc- 
Kellar, of Tennessee, Norris, of Nebraska, Murray, of Montana, 
and Russell, of Georgia, expressed opposition to national gas- 
oline rationing proposals. 


White House Rationing Conference 


Twelve government officials having jurisdiction over mat- 
ters relating to gasoline, rubber or transportation maintained 
silence on nation-wide gasoline rationing plans as they emerged 
from a conference with President Roosevelt, called for discus- 
sion of such plans. Questioned by reporters, they stated only 
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that the President would issue a statement on the subject of 
gasoline rationing. 

Present at the conference were: Secretary Jones, of the 
Commerce Department; W. P. B. Chairman Nelson; Price Ad- 
ministrator Henderson; Secretary Ickes, of the Interior De- 
partment, petroleum and solid fules coordinator; Deputy 
Petroleum Coordinator Davies; Robert Patterson, Under Sec- 
retary of War; O. D. T. Director Eastman; Arthur B. Newhall, 
W. P. B. rubber coordinator; Joel Dean, O. P. A. director of 
fuel rationing; Harold Smith, budget director; Wayne Coy, 
assistant budget director, and Archibald MacLeish, director of 
the Offices of Facts and Figures. 

Mr. MacLeish said “a routine discussion” had taken place 
at the conference. 

Representative Hunter, speaking in the House, said it was 
doubtful if gasoline rationing would save rubber and that a tire 
on a car sitting unused in a garage deteriorated as fast as a 
tire on an automobile driven at moderate speeds and with 
due care for its condition. He said that before tires on 
privately-owned cars were commandeered by the government, 
there were “thousands upon thousands” of tires not in use on 
‘automobiles today that were deteriorating and that should be 
commondeered first. He referred to tires on automobiles in 
used car lots, on new automobiles standing in automobile show- 
rooms, and to new tires stacked up in dealers’ storerooms and 
not permitted to be sold. 

_ Saying that diminishing traffic offered evidence that mo- 
torists were voluntarily responding to the need for rubber 
conservation, the executive committee of the American Auto- 
mobile Association in a telegram to federal officials dealing with 
the subject urged a 90-day postponement of nation-wide gas- 
oline rationing. 

_ According to Public Roads Administration officials, gas- 
oline rationing has reduced rural highway travel in eastern 
states from 55 to 65 per cent compared with a year ago. Sample 
surveys in Delaware indicated that fewer automobiles were on 
the highways and automobile trips were shorter than heretofore. 

Petroleum Coordinator Ickes, in a letter to Senator Aiken, 
of Vermont, indicated opposition at this time to rationing of 
gasoline in areas of the country where there was no shortage 
of gasoline. 

Price Administrator Henderson, complying with a request, 
has sent to Senator Maloney, of Connecticut, a study by the 
Office of Price Administration on nationwide gasoline ration- 
ing and conservation of passenger automobile tires. In a 
letter to Senator Maloney, Mr. Henderson said that the study 
demonstrated that gasoline rationing would be necessary even 
in the absence of a gasoline shortage. 

The study, made public by Senator Maloney, summarized 
the data pertaining to nationwide rationing with statements 
that less than 5,000,000 new tires were available for use on 
private passenger cars in 1942, 1943 and 1944; that present 
plans called for only 6,000,000 passenger car top-caps annually; 
that nationwide gasoline rationing would keep at least 8.5 
million passenger cars in service through 1944, and that “no 
combination of tire conservation measures that does not in- 
clude nationwide gasoline rationing, can hope to avert a 
serious transportation crisis.” 


Hopeful Report 


Representative Woodruff, of Michigan, speaking in the 
House June 8, called attention to a newspaper article con- 
cerning the development of a new synthetic rubber, called 
thiokol, by the Dow Chemical Co. That product, he said, had 
practically all the advantages of natural rubber and “some 
very desirable qualities which the natural product does not 
possess.”” He said the Dow Chemical Co. has contracts with 
the government to produce enough thiokol to retread 1,000,000 
tires a month, and that the product was just as suitable for new 
tires as for retreads. The company could increase production 
to any point desired and at comparatively little expense, Mr. 
Woodruff said. He added that if the newspaper story he had 
mentioned was only one-half true, “it completely destroys the 
theory that we must ration gasoline throughout the country 
in order to conserve rubber.” 

Senator Davis, of Pennsylvania, said he had found that 
people generally were not convinced that rationing of gasolirie 
was necessary, and that especially in areas where storage 
facilities were lacking, there was protest against the waste 
occasioned. 

Representative Poage, of Texas, said that to stop the move- 
ment of private cars where gasoline was plentiful would not 
put a single new tire on a single army vehicle, but would 
“strike at the very heart of the inventive initiative of the Amer- 
ican people.” 

Representative Jonkman, of Michigan, said the proposed 


national gasoline rationing would eliminate three-fourths of 


Michigan’s resort business. 
Senator Capper, of Kansas, inserted in the Congressional 
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Record, June 8, an address by former Governor Alf M. Landon, 
of Kansas, in which Mr. Landon declared that the rubber situa- 
tion had been fumbled and that, as the facts were revealed by 
congressional committees, it was the President, and not Jesse 
Jones, who had slowed down the synthetic rubber program. 

In announcing the opening on June 10 of the sale of auto- 
mobile use tax stamps (see Traffic World, June 6, p. 1496), 
Commissioner Helvering of the Bureau of Internal Revenue 
said he had been advised by the Office of Price Administration 
that, in the issuance and use of gasoline rationing books, an 
important identification would be the serial number printed 
on the use tax stamp. 


“In those areas where gasoline is being rationed and in 
those areas where gasoline will be rationed,” he said, “‘posses- 
sion of the stamp evidencing payment of the use tax on motor 
vehicles will provide one of the necessary means of identifying 
the coupon book with the vehicle in the securing of gasoline.” 

Senator Russell, of Georgia, for himself and Senator May- 
bank, of South Carolina, has introduced S. 2580, to provide for 
reimbursing states for losses in gasoline-tax revenues sustained 
because of gasoline rationing by the federal government. 


Roosevelt Will Find the Facts 


Whether or not nationwide gasoline rationing would be 
necessary depended on the supply of scrap rubber, and the 
only way to find out how much scrap rubber there was in 
the United States was to start a scrap rubber collection cam- 
paign, said President Roosevelt at his press conference June 9. 

As he began a discussion of the rubber situation, he said 
he was trying to get the facts and that some way would be 
found to give them to the people, probably by radio, with 
either the President himself or someone designated by him, 
doing the talking. 


He said no two accounts of the rubber situation and of 
the need for gasoline rationing were the same. The principal 
problem involved in the nationwide rationing proposal was 
rubber, because that problem was national in scope while the 
only gasoline shortage in the country was in the eastern states, 
he said. He added that he was trying to obtain data as to 
how much scrap rubber there was in the country, for no two 
people agreed in their present estimates of existing quantities 
of.scrap rubber. If the lowest estimate of the supply of such 
rubber was approximately correct, the situation was very seri- 
ous, he said; if the highest estimate was correct, the situation 
with respect to military needs was not so grave. 

He said he supposed he had as much information about 
scrap rubber as anyone else in the country, but he would 
admit he did not have the facts about the scrap rubber supply; 
the only way to find out what it was was to start a pick-up- 
rubber campaign. 


He said he would like to complete such a campaign in two 
weeks. In effect, it would be compulsory, to bring all avail- 
able scrap rubber out of its present hiding places. Asked 
whether the scrap rubber thus collected would be taken over 
by the armed forces or would be made available for civilian 
use, he replied, jocularly, that he himself would take it over. 


The President observed that, even if the scrap rubber cam- 
paign brought in the highest amount estimated, tire conserva- 
tion measures were advisable. A motorist who had four tires 
should try to make them last as long as possible, should reduce 
non-essential driving by at least one-half, and should not drive 
fast, he said. 

Asked whether the scrap rubber collection campaign would 
not encounter transportation and storage difficulties such as 
attended the scrap aluminum collection drive last year, he 
said no, that there was plenty of land. 


He indicated that the scrap rubber drive would begin soon, 
with the observation that it was a good idea to strike while the 
iron was hot. 

The Office of Price Administration has extended to July 
15 the emergency rationing of gasoline in the east coast area. 
Effective June 15, the unit values of outstanding A and B cards 
will be doubled to provide gasoline to July 15. The permanent 
system of rationing for the east coast area is expected to be 
made effective July 15. 


President Orders Scrap Rubber Drive 


President Roosevelt announced at his press conference 
June 12 that he had ordered an intensive two weeks’ drive, 
beginning June 15, for the collection of scrap rubber. Gasoline 
filling stations throughout the country will serve as collection 
depots. One cent a pound will be paid for the rubber articles 
turned in and the gasoline dealers will be reimbursed by the 
government. The President said the army and navy had already 
been forced to cut their use of rubber by 25 per cent. He 
appealed to motorists to reduce use of cars as much as possible 
and to drive slowly. 
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Truckers Hear Ickes 


“The oil companies, the railroads, and the truck operators 
have entirely revamped, within a single year, an oil trans- 
portation system that required a quarter of a century to 
develop,” said Harold L. Ickes, Secretary of the Interior and 
Petroleum Coordinator, in an address at the annual dinner of 
the Central Motor Freight Association at Chicago June 11. 
“That, I submit, is a transportation revolution. Without it, 
the eastern states long ago would have been in the grip of an 
oil famine so grave that there would have been no oil whatever 
for ordinary civilian uses. Even our war industries would have 
been operating on reduced schedules.” 

The contribution of the trucks to this result, he said, was 
the indirect one of releasing some 15,000 railroad tank cars 
for long hauls by taking over the transportation job those cars 
had formerly performed on short hauls. In effect, he said, the 
trucks were contributing about 200,000 barrels a day to the 
nearly 800,000 barrels a day being hauled into the east by the 
railroads. It would probably be necessary, in the near future, 
he said, to transfer most of the remaining short-haul railroad 
tank cars to long hauls, requiring tank trucks to expand their 
short-haul operations still further. Since single tank trucks 
were now “doing the work of ten, fifteen, or even more tank 
cars,” in short hauls, he added this meant that the job could 
be successfully done “only if everything possible is done to 
keep the trucks operating, and operating efficiently.” He was 
confident, he said, that O. D. T. Director Eastman would do 
everything possible to help trucks “to continue operating in all 
essential fields.” 

He said the problem of making gasoline available to trucks, 
in areas where gasoline was rationed, warranted “sympathetic 
consideration and relief, if possible.” It was being studied in 
his office, he added. 

He said he was glad to learn that the conference of state 
governors had resulted in progress toward the removal of 
state highway barriers. Some of those state laws and local 
ordinances “have been very good,” he added, “and would still 
be good except for one consideration which must outweigh 
all others: ‘“‘we are at war.” 

There was little prospect for removal of gasoline rationing 
restrictions in the eastern states, he said, but, so far as the 
gasoline supply itself was concerned, there seemed no reason 
for it in the central, western, and southwestern states. If 
gasoline rationing were resorted to in those areas, he said, it 
would be in an effort to conserve rubber. That was outside 
of the province of his office, he said. 

He asked the truckers to assume “another job to help win 
the war’—that of “helping to clear away the mist that is 
interfering with the thinking of the American people.” H 
scolded what he called “a certain type of careless, ill-infor 
editor,” and accused Alfred M. Landon, former Republjéa 
presidential candidate of “malicious mendacity” in a récefit 
speech in Chicago. He was not advocating ‘a cessation ‘of 
criticism of public officials” if they were “incompetent, or 
indolent, or faithless to trust,’’ he added, but he thought every 
newspaper ought to run on its masthead the motto: “The truth, 
the whole truth, and nothing but the truth, so help me God.” 
He then added that, the effects of comments ought to be 
weighed as to whether they contributed to the winning of the 
=. or merely contributed “to disunity, to distrust, to con- 

usion.” 

The annual meeting of the association, held in the after- 
noon, as its only items of business, elected new officers and 
adopted a resolution of gratitude for the work of the retiring 
oe, Harry M. ,Chaddick. The following officers were 
elected: 


President, R. J. Olson, Fred Olson Sons, Chicago; first vice-presi- 
dent, Walter Mullady, Decatur Cartage Company, Chicago; second 
vice-president, Ben Leventhal, Roosevelt Cartage Company, Chicago; 
secretary, E. L. Garrison, Peoria Cartage Company, Peoria, IIl. 


Chester G. Moore was reelected chairman of the board, 
and Mr. Chaddick was elected treasurer. 


MOTOR VEHICLE RATIONING 


Government agencies and buyers for export who in the 
past have been authorized to purchase new passenger auto- 
mobiles without rationing certificates are now excused from 
the requirement to fill out the Office of Price Administration’s 
Form R-203 for each car they buy, Administrator Leon Hender- 
son announced June 9. 

Amendment No. 8 to O. P. A.’s new passenger automobile 
rationing regulations eliminates this requirement simultane- 
ously with the War Production Board’s issuance of general con- 
servation order M-130 setting up machinery for rationing pas- 
Senger cars to the army, navy and marine corps and govern- 
ment agencies engaged directly in the prosecution of the war. 
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A government exemption permit, issued on Form PD-501 
by the director of industry operations, will be necessary in 
order for specified government agencies to obtain new pas- 
senger cars after June 12, according to the W. P. B. Continu- 
ing, it said: 




































































The agencies entitled to operate under the plan must make appli- 
cation to W. P. B. for a permit. W. P. B. will determine whether the 
passenger car desired to be purchased is necessary in the prosecution 
of the war, and will issue permits in approved cases. Agencies oper- 
ating under.the plan are Army, Navy and Marine Corps, Maritime Com- 
mission, War Shipping Administration, Panama Canal, Coast and Geo- 
detic Survey, Civil Aeronautics Administration, National Advisory Com- 
mittee for Aeronautics, Office of Scientific Research and Development 
and the Office of Lend-Lease Administration. 

In addition, a government exemption permit must be obtained from 
W. P. B. by persons desiring to export passenger cars under an ex- 
port license issued by the Board of Economic Warfare. 


FEDERAL GASOLINE TAX 


The House committee on ways and means has voted to 
retain the present federal tax of 142 cents a gallon on gasoline. 


OIL PIPELINE STATISTICS 

Large oil pipeline companies reporting to the Commission 
—those having annual operating revenues of more than 
$500,000—had transportation revenues totaling $232,726,985 
for the calendar year 1941 as compared with $210,741,775 for 
the calendar year 1940, an increase of 10.4 per cent, according 
to a Commission compilation of transportation revenue and 
traffic of those companies, 44 in number, statement Q-600 
(QPS). They originated on line and received from connec- 
tions 1,489,073,867 barrels of oil for the calendar year 1941 
as against 1,304,149,227 barrels for the calendar year 1940. 


TIRE RATIONING 

A vehicle used to transport children under 18, and their 
attendants, to and from a summer camp will be eligible for 
tires and tubes, provided requirements announced by the Office 
of Price Administration are met. 

The O. P. A. announced that under certain conditions a bus 
might be used to carry army selectees to and from examina- 
tion or induction centers. 

Amendmght No. 12 to the revised tire rationing regula- 















erstate Trade Barriers 


Governments of states having laws limiting the length of 
trains may be persuaded, in the interest of defense and effi- 
cient transportation of war materials, to set aside those laws 
soon, for the period of the present emergency—but prospects 
for any concerted effort to obtain repeal or modification of 
“full crew” laws in the few states having such laws are slim. 
Those were conclusions drawn from remarks made by Secre- 
tary Jones, of the Commerce Department, and Frank Bane, 
executive director of the Council of State Governments, in a 
press conference. 

Secretary Jones was asked whether revision of the laws 
allegedly impeding rail transportation, as discussed in the re- 
cent federal-state conference on removal of trade barriers (see 
Traffic World, May 9, p. 1243), would be sought by cooperative 
state and federal government action, in the manner in which 
revision of state laws and regulations affecting motor trans- 
portation had been sought and obtained. His answer was that 
no action with respect to full-crew or train-length-limit laws 
was under consideration now, and that “the labor situation’ 
made it inadvisable to attempt to change laws affecting labor. 
It was indicated, however, in subsequent remarks by Mr. Bane 
and Mr. Jones, that the Council of State Governments would 
seek modification of train-length-limit laws when and if such 
modification became necessary. 

Fowler V. Harper, deputy chairman of the War Manpower 
Commission, said he had called the railroad “trade barrier” 
legislation to the attention of the Council of State Governments, 
on behalf of the manpower commission, but that that commis- 
sion had made no recommendation on the matter. He said he 
believed a committee of the state governments’ council was 
studying the full-crew and train-length laws. 

The American Petroleum Institute, in a discussion of the 
48-state agreement for removal of state barriers against in- 
terstate truck traffic as announced by Secretary Jones of the 
Commerce Department (see Traffic World, June 6, p. 1442), 
said that although the agreement was binding only until the 
end of the war, there were indications that liberalization of 
state laws governing truck and bus operations would become 
permanent. 

“It is believed,” said the petroleum institute, “that many 
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of the states whose motor vehicle laws and regulations are 
unnecessarily restrictive and whose statutory limits on truck 
sizes, weights and operations are obsolete and old-fashioned 
will amend those laws during 1943 when their legislatures 
meet, to make them at least as liberal as the wartime uniform 
minimum. . . In the past year and one-half, the legislatures 
of 19 states have amended their previous laws to extend reci- 
procity to out-of-state vehicles or to liberalize their statutes.” 

The Connecticut Public Utilities Commission, as the War 
Transportation Agency of Connecticut, has authorized length 
of combination of commercial motor freight vehicles not 
excess of 45 feet, in lieu of the present statutory maximum 
of 40 feet. With this authorization, the commission said it had 
approved all the recommendations made by the Under Secre- 
tary of War of the United States with respect to certain 
minimum standards dealing with sizes, weights and lengths of 
commercial motor freight vehicles operating over state high- 
ways. The recommendations referred to are those approved 
by the governors of the 48 states for the duration of the war 
(see Traffic World, June 6, p. 1442). The Connecticut commis- 
sion said it had also approved the suggestion of the Under 
Secretary of War for full reciprocity for any motor vehicle 


engaged in the transportation of freight or being used by a. 


worker in a war industry. 


MONEY FOR O. D. T. 


President Roosevelt has asked Congress to appropriate 
$7,216,515 for the expenses of the Office of Defense T'rranspor- 
tation for the fiscal year beginning July 1. The President 
transmitted to the Speaker of the House of Representatives an 
estimate for that amount submitted by the director of the Bu- 
reau of the Budget. No details as to how the money would be 
spent were given in the matter transmitted to Congress. Hear- 
ings on the recommendation will be held by the House com- 
mittee on appropriations and the testimony heard will be made 
public when the bill carrying the appropriation for the O. D. T. 
is reported, under the usual procedure of the appropriations 
committee. 


BURLAP BAG SHORTAGE 


Heavy burlap for bags will be available in sufficient quan- 
tity to handle only a small percentage of the wheat crop on 
the Pacific Coast this year, says the U. S. Department of Ag- 
riculture, adding: 


The supply of burlap bags for Pacific Coast grains and seeds is 
limited to the amount which bag manufacturers can now offer for 
prompt: delivery. No further supplies of heavy burlap are expected to 
be imported for civilian use during the war emergency. 

Manufacturers and dealers, however, will have on hand quantities 
of cotton bags which farmers can purchase as substitutes. Farmers in 
the coast area will have to depend on a supply of substitute osnaburg 
bagging which was recently made available to manufacturers on the 
west coast, in addition to used bags already on the farms and bulk 
storage to meet the storage need. 


GRAIN STORAGE BINS 


The Department of Agriculture has announced that Com- 
modity Credit Corporation has contracted to date for construc- 
tion of 26,610 wooden grain storage bins having a combined 
capacity of approximately 60,000,000 bushels. Half of the bins 
are to be delivered in June and the other half in July, ac- 
cording to the department. Continuing, it said: 


Negotiations are proceeding for the construction of facilities to 
accommodate an additional 40,000,000 bushels for delivery in the same 
period and other contracts are expected to be let shortly. 

The bins are to be either precut or prefabricated and will contain 
no metal; in fact, some will be mortised to fit without nails. They 
will be delivered to the heavy wheat-producing states. Some will be 
used for storage of wheat owned by C. C. C., but it is expected a 
greater number will be sold to farmers. 

Producers desiring to purchase any of the storage bins should make 
application immediately to their county, A. A. A. committees. Pur- 
chases may be made for cash or on the security of a note and chattel 
mortgage to be paid from the proceeds of the producer's first loan or 
conservation payment. 





0. D. T. WATER COMMITTEE 


Formation of a coastwise and intercoastal carriers’ ad- 
visory committee at Portland, Ore., has been announced by 
O. D. T. Director Eastman. 

Acting as an advisory body to Ernest R. Holzborn, direc- 
tor of the O. D. T. division of coastwise and intercoastal trans- 
port, the committee will deal with port and shipping problems 
in the Portland area, according to Mr. Eastman. 

The committee consists of L. R. Gault, Western Transporta- 
tion Co.; Capt. H. T. Shaver, Shaver Transportation Co.; Mark 
H. Beach, Columbia Basin River Operators; Wilbur J. Smith, 
Wilbur J. Smith Towing Co., and F. O. Meyer, Knappton 
Towboat Co. ’ 

Appointment of a Gulf regional advisory committee to as- 
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sist Director Holzborn in dealing with port and shipping prob- 
lems in the Gulf area has been announced by Director Eastman, 

Those appointed and the districts in which they will serve 
are: 

New Orleans district—H. F. DeBardeleben, Coyle Lines, New Or- 
leans, chairman; Clarence E. Becker, Board of Trade Building, New 
Orleans, vice-chairman and secretary, and Rene Stiegler, 323 Magazine 
St., New Orleans. 

Morgan City, La., and west—S. Carlton Trimble, Higman Towing 
Co., Orange, Tex., and M. T. Ball, Sabine Towing Co., Port Arthur, 
Tex. 

Pensacola district—Captain A. W. Hyer, Hyer Towing Co., Pensa- 
cola, Florida, and Captain A. P. Ward, Akron Towing Co., Pensacola, 

Louisiana bayou district—Captain J. Clyde Dean, Red River Barge 
Line, Plaquemine, La. 


CHEVROLET’S CONVERSION PROGRAM 


As a partial solution of the shortage of heavy-duty trucks, 
Chevrolet Motors truck division is distributing to dealers in- 
structions for making alterations in trucks of medium capacity 
so as to make it possible for them to carry heavier loads. Ac- 
cording to W. E. Fish, manager of Chevrolet’s truck depart- 
ment, manufacturers have been producing such conversion 
equipment for years. As an example of what can be done, he 
cites the conversion of a highway tanker unit of 14,000 gross 
weight, converted by the addition of a tandem drive rear end, 
special transmission and a tandem semi-trailer to a unit of 
56,000 pounds gross. 


W. P. B. COMMITTEE ON FOODS 


Chairman Nelson, of the War Production Board, has an- 
nounced appointment of the W. P. B. food requirements com- 
mittee, empowered to control production and allocation of all 
civilian and military food supplies, with Secretary Wickard, 
of the Agriculture Department, as chairman. 

The announcement said that when the committee had as- 
sembled and studied pertinent facts, programs and estimates, 
it would, “broadly speaking,” make a final decision on how all 
foods should be produced and allocated “in the light of their 
availability and of the material and equipment necessary to 
produce, process, transport and store them.” 

Members of the committee, besides Mr. Wickard, are: L. S. 
Stinebower, of the State Department; Brigadier General Har- 
digg, of the War Department; Rear Admiral Young, of the 
Navy Department; W. B. Parker, Board of Economic Warfare; 
Dr. John Orchard, Office of Lend-Lease Administration; Ro- 
land S. Vaile, W. P. B. division of civilian supply; Douglas C. 
Townson, W. P. B. division of industry operations, and T. L. 
Daniels, W. P. B. materials division. 


COOKING OIL PACKAGES 


A new simplified practice recommendation covering stand- 
ard packages for shortening, salad oil and cooking oil, has 
been approved for promulgation, according to an announce- 
ment by the Division of Simplified Practice, National Bureau of 
Standards. The recommendation will be effective from July 
1, and will be identified as R193-42, Packages for Shortening, 
Salad Oil, and Cooking Oil. 

This packaging simplification program was developed in 
cooperation with the manufacturers and packers of shortening 
and oils, and is based on the results of a recent survey made 
by the Institute of Shortening Manufacturers, Inc. 

It is the belief of the members of the Institute that the 
elimination of certain uneconomical sizes of packages, and the 
use of substitute containers will not only conserve a large 
quantity of metal, but also other materials that are essential 
to the war program and the national economy. 

Until printed copies are available, mimeographed copies of 
this recommendation as promulgated may be obtained from the 
Division of Simplified Practice, National Bureau of Standards, 
Washington, D. C. 


GOVERNMENT FREIGHT PAYMENTS 
President Roosevelt has signed S. 2305, an act to relieve 
disbursing and certifying officers of the United States for re- 
sponsibility for overpayments made on transportation accounts 
(see Traffic World, June 6, p. 1475). 


TAX ON PASSENGER FARES 


The House committee on ways and means has voted to 
double the 5 per cent tax on transportation fares. 





RAIL UNEMPLOYMENT INSURANCE 


Representative Chapman, of Kentucky, has introduced H. 
R. 7212, a bill to amend section 13 (d) of the railroad unem- 
ployment insurance act with reference to postponement of with- 
holding from certification for payment to states, in certain 
cases, of amounts for the administration of state unemployment 
compensation laws. 
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June 18, 1942 


T. P. & W. “Arbitration” 


Payroll costs of train operation on the Toledo, Peoria and 
Western in April, 1942, would have been three times as high as 
they were had the working rules and wage scales demanded by 
the Brotherhood of Locomotive Engineers and the Brotherhood 
of Locomotive Firemen and Enginemen been in effect in that 
period, according to an exhibit entered in the arbitration pro- 
ceedings before Judge Benjamin Hilliard at Chicago June 10 
(see Traffic World, May 16, p. 1274). The exhibit was pre- 
pared under the direction of George Volkner, assistant federal 
manager on the property, and submitted by Clare Roddewig, 
counsel for the Office of Defense Transportation. It was said 
to be the first attempt to figure the actual cost of the opera- 
tion of standard train service working rules. 

The exhibit consisted of several hundred sheets, one each 
for the operation of each train on the T. P. & W. for each day 
of the month of April. Each sheet carried, in parallel col- 
umns, the money paid to each of the members of the train crew 
for the day; the money that would have been paid had the wage 
scale demanded by the brotherhoods been applied under exist- 
ing rules, and the money that would have been paid under 
the scale and the rules demanded. The railroad is at present 
operating, under federal management, under the scale and 
rules in effect last December before the members of the broth- 
erhoods went on strike over the demand for the new scale and 
rules. 

A recapitulation of the information on the separate sheets, 
giving total figures for the month, showed that the railroad had 
paid to switchmen, hostlers, car inspectors and train service 
men a total of $18,478.16 in wages, and that, under the pro- 
posed rates and rules, it would have had to pay $56,711.02. 

Typical of the operations sheets was that for train 20-21 
on April 1, covering a yard pick-up from the Minneapolis and 
St. Louis at Peoria, and the road run of 108 miles each way 
from Peoria, Ill., to Effner, Ind., and return. The engine 
crew was on duty 11 hours, 50 minutes, and the train crew, 
11 hours, 25 minutes. The actual time of operation of the train 
was 8 hours, 10 minutes. The comparison of the wages actually 
received for this day’s work and what the railroad would have 
had to pay under the demanded scales and rules showed the 
following: 

Engineer, $16.68 and $30.09; fireman, $13.27 and $23.93; 
conductor, $14.75 and $26.21; two brakemen, each, $11.58 and 
$22.44. In addition, under the rules, the train would have had 
to carry a flagman at $22.44, and would have required the 
working of a yard crew at $39.88. The total for the one op- 
eration showed the railroad had paid $67.76 while it would 
have had to pay $187.43 under the demanded rules and wage 
scales. 

The greater part of these added costs would come about 
as a result of the application of the rules. This was shown 
by the fact that, as compared with the total train operating 
payroll costs for the month of $18,478.16, the increase in apply- 
ing the demanded scales under the existing rules would only 
have been to $23,280.15, or an increase of approximately $4,800, 
as compared to an increase, required under the new scales and 
the new rules, of approximately $38,300. 


O. D. T. counsel said the exhibit had been prepared and 
was being presented at the request of the arbitrator that the 
O. D. T. furnish him with “such information as would be help- 
ful” in making a decision in the dispute. He said “a represent- 
ative of the O. D. T. had asked the federal manager to make 
the study.” Asked by labor counsel for a further explanation, 
he said he considered that explanation enough. He insisted 
he was not appearing either for or against either of the par- 
ties to the dispute—the unions or the railroad corporation. 
The O. D. T. and the abritrator, from the beginning of the 
proceedings, have taken the position that the dispute is be- 
tween those two parties, not between the unions and the federal 
managers. On this point, both Mr. Roddewig and Judge 
Hilliard again expressed regret at the absence of corporation 
representation. ‘The arbitrator said Mr. McNear had again 
been notified of the session to be held on that day and had 
been requested to attend or to send a representative, but that 
he had ignored the request. 

When C. M. Hay, counsel for the brotherhoods, raised ob- 
jections to the entering of the exhibit in the record, counsel for 
the O. D. T. said it was a matter of complete indifference to 
him whether or not it was so entered. The arbitrator ordered 
it put in the record. 

Mr. Hay’s objection was based on the fact that the com- 
parisons in the exhibit were based on the set of rules formally 
presented by the unions for acceptance on the T. P. & W. He 
Said he had indicated, at the earlier arbitration session, that 
the brotherhoods were willing to modify those demands where 
and if it could be shown that they differed from the so-called 
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“standard” rules in effect on other railroads. He did not indi- 
cate that there actually were such differences, but, as long as 
the exhibit did not take that possibility into account, he in- 
sisted it did not show what would have been paid for the work 
on other railroads and that it was therefore ‘‘of no value.” 

Both Mr. Roddewig and Judge Hilliard again expressed 
regret at the absence of any representative of the railroad 
corporation. 

“It is to be regretted,” said the arbitrator, “that the party 
with the most vital interest in these proceedings has seen fit 
to ignore our requests that he assist us in resolving these 
difficulties.” 

At the morning session, June 11, Mr. Hay asked for a 
recess in the proceedings for a “reasonable time” to permit 
conferences between brotherhood and O. D. T. representatives 
on questions of interpretations of the proposed rules. In the 
succeeding discussion, it developed that the “reasonable time” 
meant “at least two weeks.” What was wanted, Mr. Hay ex- 
plained, was an interruption of the proceedings until such time 
as the parties in conference notified Judge Hilliard that agree- 
ment had been reached or could not be reached. 

Mr. Hay said that the rule interpretations on which the 
O. D. T.’s exhibit was based were at variance with those of the 
labor men and “at variance with their intent and purpose.” 
After the close of the previous day’s session, he said, he and 
others of the union representatives had gone over the exhibit 
carefully, because they had realized “on reading the first page, 
that there was something radically wrong with it.’’ No correct 
interpretation of the proposed rules, he said, “would produce 
anything like the figures presented as estimates as to the cost 
of operation under the proposed rates and rules.” A casual 
recheck of the train operations wage cost for April 1, he said, 
indicated that under the proposed rates and rules properly 
interpreted, they would have been $713.73 instead of the 
$1,707.63 shown on the exhibit. 

No detailed study of the exhibit had been made, he said, 
but from a brief examination, the labor men were convinced 
that the total figure of $56,711.02 would be reduced by “at least 
55 per cent” by a “correct interpretation and application of the 
rules.” 


The O. D. T. representatives had agreed to conferences 
with the brotherhood representatives so as to “come to a com- 
mon understanding on the meaning and application of the 
proposed rules,” he said. William H. Harrison, attorney for the 
O. C. D., said he had so agreed. The arbitrator said to both 
groups that it “ought not be difficult to accommodate your 
views as to what the rules mean.” 


It developed in the discussion that no attempt had been 
made to apply the rules, for the purposes of the exhibit, in the 
light of thousands of decisions of the Adjustment Boards. Mr. 
Volkner said that he, H. H. Best, superintendent of the T. P. 
& W., and W. A. Wise, federal auditor on the railroad, had 
made the interpretations based on their collective long experi- 
ence in handling railroad labor matters. 


Judge Hilliard said he had referred the matter of the post- 
ponement to the War Labor Board in Washington by telephone. 
At the opening of the afternoon session, he said that the board 
had consented to a postponement. Unless further postponement 
was granted, he said, the proceedings would reconvene in Chi- 
cago on June 29. 


Money for T. P. & W. 


J. W. Barriger, federal manager of the Toledo, Peoria & 
Western, said June 11 he expected within a few days to send 
a check for $300,000 to the T. P. & W. in partial restoration 
to the company of cash possession of which was taken by him 
when he took over the property of the company, March 22. 
He had stated May 28 that, early in June, he would turn back 
approximately $250,000 of approximately $480,000 in the T. P. 
& W. treasury when the property was taken over. He said 
June 11 he had heard nothing from George P. McNear, presi- 
dent of the T. P. & W. 

The gross operating revenues of the road for May exceeded 
the highest gross for a month in its history, said Mr. Barriger. 
The record before May was in October, 1941, when the gross 
was approximately $285,000. The May gross was slightly above 
that, said Mr. Barriger. 


RAIL WAGE STATISTICS 


Class I steam railways, excluding switching and terminal 
companies, reported a total of 1,190,461 employes as of the 
middle of March, 1942, and total compensation for that month 
of $231,467,281, according to a Commission compilation of 
wage statistics of those roads, statement M-300. 

The employment was an increase of 138,492, or 13.17 
per cent, over the number reported for March last year. The 
total number of hours paid for was 16.37 per cent greater 
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and the total compensation was 31.11 per cent greater in 
March, 1942, than in March, 1941. 

Compensation for “time paid for but not worked” for 
March, 1942, was reported as follows: Executives, officials, and 
staff assistants, $33,121; professional, clerical and _ general, 
$1,198,888; maintenance of way and structures, $280,749; main- 
tenance of equipment and _ stores, $1,171,096; transportation 
(other than train, engine and yard), $364,942; and transporta- 
tion (yardmasters, switch tenders, and hostlers, $89,912. 

In the train and engine, compensation for March, 1942, 
was reported as follows: Straight time actually worked, $51,- 
302,306; straight time paid for, $61,969,968; overtime paid for, 
$6,124,710; constructive allowances, $2,067,852; total, $70,- 
162,530. Miles actually run totaled 495,033,470 and miles paid 
for but not run totaled 57,893,352. 


W. M. C. POLICY COMMITTEE 


Chairman McNutt, of the War Manpower Commission, has 
announced establishment of a management-labor policy com- 
mittee of the commission, with instructions to make studies, 
to initiate formulation of manpower policies, and to consider 
policies referred to it by the commission chairman. 

Mr. McNutt said the membership would include one repre- 
sentative of railroad labor, one representative of railroad man- 
agement, three C. I. O. and three A. F. L. officials, and six war 
production management executives. He announced appoint- 
ment of H. A. Enochs, chief of personnel of the Pennsylvania 
Railroad Co., of Philadelphia, Pa., as one of the management 
representatives. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, exclusive of switch- 
ing and terminal companies, totaled 1,270,401 at the middle of 
May, an increase of 12.82 per cent over May last year and an 
increase of 2.44 per cent over April this year, according to a 
Commission compilation based on preliminary reports. The 
May employment was reported as follows as to the various 
classes of employes: Executives, officials and staff assistants, 
12,845; professional, clerical, and general, 195,931; maintenance 
of way and structures, 272,669; maintenance of equipment and 
stores, 348,397; transportation (other than train, engine, and 
yard), 144,819; transportation (yardmasters, switch-tenders, 
and hostlers), 15,122; and transportation (train and engine 
service), 280,618. 


Railway Labor Panel 


President Roosevelt has appointed William M. Leiserson, 
member of the National Labor Relations Board, as chairman 
of the National Railway Labor Panel. Other members of the 
panel appointed by the president are Justice Wiley Rutledge, 
of the United States Court of Appeals for the District of 
Columbia; William H. Spencer, dean of the University of Chi- 
cago; Judge Walter P. Stacey, Raleigh, North Carolina; Doc- 
tor Edwin E. Witte, of the University of Wisconsin; Walter T. 
Fisher, attorney, Chicago; John A. Lapp, of Chicago; John A. 
Fitch, of the New York School of Social Work; and Norman 
Ware, member of the Connecticut State Board of Mediation 
and arbitration. 

Mr. Leiserson will serve as chairman of the National Rail- 
way Labor Panel in addition to holding his position as mem- 
ber of the National Labor Relations Board. It was said at his 
office that it was not expected he would receive compensation 
as chairman of the panel though the executive order creating 
the panel provided that the chairman “shall receive such com- 
pensation, together with necessary traveling expenses, as the 
President may prescribe.” Mr. Leiserson formerly was a mem- 
ber of the National Mediation Board. 

Under the executive crder Chairman Leiserson will decide, 
on being notified by authorized representatives of railroad em- 
ployes that a dispute with management has not been settled 
by mediation or arbitration under the railway labor act and 
that the employes desire to avoid the taking of a strike vote 
and the setting of a strike date, whether the dispute, if unad- 
justed, even in the absence of a strike vote, may interfere with 
the prosecution of the war. If he decides in the affirmative, 
he may thereupon select three members of the panel to serve 
as an emergency board to investigate the dispute and report 
thereon to the President. Such an emergency board, under 
the President’s order, will have authority to make every reason- 
able effort to settie the dispute referred to it. The members of 
the panel are to receive necessary travel expenses and sub- 
sistence expenses or per diem allowances in lieu thereof on 
such days as they are actually engaged in performance of 
duties pursuant to the executive order creating the panel (see 
Traffic World, May 30, p. 1425). 

Mr. Lapp is an economist and has been engaged in social 
science activities. He has served as a referee twice in dead- 
locked National Railroad Adjustment Board cases. 
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Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation o/ 
freight. The same man, with long, experience and wide knowledge, 
will answer questions relating to practical trafic problems. We do 
not desire to take the place of the trafic man but to help him in 
his work, 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Trucks, Hand 


Pennsylvania.—Question: Kindly refer to Item 6605-A, 
Agent Curlett’s I. C. C. A-714, which reads “Trucks, Nose and 
Trucks with Platforms, with or without standing ends, sides, 
stakes or standards, and parts thereof, L. C. L., Class 60.” 

Now refer to Consolidated Freight Classification No. 15, 
Items 43410 and 43670, reading “Trucks, N. O. I. B. N., Hand,” 
and “Trucks, Hand, with fibreboard or chemically hardened fibre 
bodies, with or without metal covering.” 

What is your opinion as to the exception item being gen- 
eral enough to cover the classification items above? 

I claim that a truck with a chemically hardened body is a 
truck with standing ends, sides, as well as a steel body truck 
with permanent affixed body is also a truck with platform, with 
standing sides, and therefore that Column 60 rating is applicable. 

Answer: The commodity description in Item 6605-A, of 
Supplement 26 to Agent Curlett’s I. C. C. A-714, reading, 
“trucks, nose and trucks with platforms, with or without stand- 
ing ends, sides, stakes or standards, and parts thereof,” in our 
opinion, includes the trucks covered by Item 43410 of Consoli- 
dated Freight Classification No. 15. 

As the commodity description in Item 6605-A does not place 
any limitation on the materials used in the manufacture of the 
trucks, the rating therein will, in our opinion, apply on trucks 
with platforms, covered by Item 43670 of Consolidated Classifi- 
cation No. 15. 


See the decision in Beveridge Paper Co. vs. Pennsylvania 
R. R. Co., 232 I. C. C. 677, in which the Commission said: 


In Celotex Co. v. Atlantic Coast Line R. Co., 179 I. C. C. 307, 
the rates on celotex, in carloads, from Marrero (New Orleans), La., 
to Florida points were in issue, and the Commission discussed their 
applicability and reasonableness. It there stated, page 310, that 
pulpboard is a generic term covering a variety of boards. The de- 
scription ‘‘pulpboard’”’ in the tariff containing the 28.5 cent rate was 
unrestricted and, therefore, embraced complainant’s shipments here 
under consideration. 


The commodity description in Item 6605-A of Supplement 
26 to Agent Curlett’s I. C. C. A-714, reading, “trucks, hand, 
two-wheeled and parts thereof,” is limited to two-wheeled trucks 
and therefore does not include all articles covered by Item 
43670 of Consolidated Classification 15. 


Damages—Shipping—True Valuation Clause 


New York.—Question: From time to time we have read in 
your Questions and Answers column the method to be used in 
measuring damages sustained through the transportation of 
merchandise by a common carrier. You have frequently quoted 
the McCaull-Dinsmore case, 253 U. S. 97, 40 S. Ct. 504, and the 
Crail case, 281 U. S. 57, 50 S. Ct. 180. 

It is the position of one of the coastwise lines that the 
principles enunciated in both decisions do not affect a water 
carrier and it alleges that the measure of damage is the invoice 
value. In support of its contention, it quotes Clause 16 of its 
bill of lading, which reads: 


‘the freight on the cargo carried hereunder is regulated in con- 
sideration of all the terms of this contract and is based partly on 
the value of the cargo. Unless a higher value shall be declared and 
written in this bill of lading, the freight paid thereon accordingly. 
the valuation of each package of general cargo shall be taken to be 
no mcre than $250, or in case of household goods or personal effects. 
not more than $5 for every 100 pounds, or in case of bulk cargo, $200 
per freight ton; and in case of total loss or short delivery the owner 
shall not be liable for more than the amount so indicated respectively. 
or in the invoice value, whichever shall be the least. Any partial 
loss or damage for which the shipowner may be liable shall be 
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adjusted pro rata on the amount so indicated, respectively or on the 
invoice value, whichever shall be the least. 


It further quotes a decision in the case of Smith vs. Fern- 
cliff, 306 U. S. 444, in which the limitation of carrier’s liability 
as set forth in Clause 16 was upheld. 

We have a number of claims outstanding with this water 
carrier which were filed on the basis of replacement value at 
destination since the merchandise was bought F. O. B. shipping 
point. The transportation charges as well as the risk of trans- 
portation would, under such conditions, be assumed by us. 

It would seem that the principle involved in the clause 
referred to, as well as the decision quoted in support of it, are 
exactly the same as that which the United States Supreme 
Court rules unreasonable. The McCaull-Dinsmore case was an 
outgrowth of the provisions carried in a carrier’s bill of lading 
limiting its responsibility to the value of the property at time 
and place of shipment. It was held to be a limitation upon the 
carrier’s liability and contrary to the Cummins Amendment. 

It does not seem to us there should be any difference be- 
tween the rail carriers subject to the Interstate Commerce Com- 
mission or water carriers in determining the extent of its 
responsibility. To the best of our knowledge, this relative 
responsibility has never been discussed in your column and 
believe that it would be not only interesting to your readers 
but also helpful to us. 

Answer: The provisions of Section 20(11) of the Interstate 
Commerce Act are not applicable to ocean carriers, including 
coastwise carriers. S. S. “Ansaldo San Giorgio I’ vs. Rhein- 
strom Bros. Co., 294 U. S. 494, 55 S. Ct. 483, and Section 320(d), 
Part III, Interstate Commerce Act. 

Therefore, the decision of the Supreme Court in Chicago, 
M. & St. Paul Ry. Co. vs. McCaull-Dinsmore Co., 253 U. S. 97, 
has no application to such carriers. 

In its decision in S. S. Ansaldo San Giorgio I vs. Rhein- 
strom Bros. Co., 294 U. S. 494, 55 S. Ct. 483, it was held that 
a provision in a bill of lading which requires that if, after de- 
duction of all loss and damage, the remaining cargo, in its then 
condition is worth more at destination than the whole cargo at 
place and time of shipment, the cargo shall be wholly exon- 
erated, is against policy and invalid. 

However, in its decision in Smith et al. vs. Motorship 
“Ferncliff” et al., 306 U. S. 444, it was held that an invoice 
cost valuation clause, without choice of rates, is valid and 
binding on the shipper and that damages should be ascertained 
by deducting the value of damaged goods in their damaged 
condition at time and place of delivery from the invoice cost 
valuation. 

The court stated that such a clause prescribes a measure of 
recovery rather than limits the amount that may be recovered 
when loss or damage occurs, as in the case of the clause cov- 
ered by the decision in Ansaldo San Giorgio I vs. Rheinstrom 
Bros. Co., 294 U. S. 494. 

The bill of lading clause you quote seems to fall within 
the decision in Smith et al. vs. Motorship “Ferncliff” et al., 
306 U. S. 444, 


Perishables—Liability of Motor Carriers 


Minnesota.—Question: I would appreciate your opinion as 
to the carrier’s liability in the following case. 

A shipment of toilet preparations was tendered to our line 
at St. Paul, Minn., for transportation to Akron, Ohio. The 
bill of lading was marked “freezable, protect from frost,” and 
this notation was entered on the freight bill upon which the 
shipment was tendered to connecting line at Chicago. 

Upon arrival at destination, the shipment was in a frozen 
condition and the connecting line declines all responsibility for 
the damage of the merchandise claiming that carrier has no 
responsibility for shipments which freeze in transit irrespective 
of any notation on the bill of lading requesting protection from 
frost. We do not believe this position is consistent with the law 
and furthermore Item 4080 of Central States Motor Freight 
Tariff No. 214 provides that rates named in the tariff include 
heater service although reserving to the carrier the right to 
refuse freight requiring protection from cold if they do not 
have the proper type of equipment available. We believe this 
rule would place the burden upon the carrier to decline accept- 
ance of the freight if the appropriate equipment is not avail- 
able, but after once having accepted the merchandise, the 
carrier is responsible to the shipper for delivery of the mer- 
chandise in good condition. 
_ In rendering your opinion, we would appreciate any deci- 
sions of the Interstate Commerce Commission and the various 
courts of which you have knowledge. 
_ Answer: Whether or not, in a given instance, the shipper 
is entitled to refrigeration or heater service for shipments of 
Perishable goods is dependent upon whether or not this service 
's held out under the carrier’s tariffs. 

See Slinn Co., Inc., vs. American Ry. Express Co., 220 
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N. Y. S. 391, in which case the court held that in an action 
against an express company for damages to shipments of cut 
flowers in interstate commerce under contract expressly except- 
ing perishables, the burden was on the shipper to prove the loss 
occurred without the shipper’s fault and as a result of the 
unreasonable conduct of the carrier. 

Other cases hold that a railroad by its contract to carry 
safely does not insure perishable freight against the effect of 
temperature encountered by it during the period ordinarily 
required by it for transportation, unless the circumstances 
under which the contract of carriage is made are such as imply 
an undertaking to that effect on the part of the carrier, or 
that there are tariff provisions which specifically authorize such 
contract of carriage. See Brenninson vs. P. R. R. Co., 110 
N. W. 362; Pacific Fruit & Produce Co. vs. Northern Pacific, 
186 Pac. 852; Clements vs. D. & R. G., 219 S. W. 660. 

If the shipments moved under the tariffs to which you 
refer, there was a holding out of heater service under the 
provisions of Item 4080, which reads as follows: 


Rates named in this tariff include heater or refrigerator service, 
but the obligation to accept freight requiring protection from heat 
or cold will be subject to capacity and appropriate type of vehicle. 

When heater or refrigerator service is necessary for proper pro- 
tection of the shipment, consignor or owner shall notify carrier in 
advance of shipment. 


Having accepted the shipment with notice of its perishable 
nature and the expectation of the shipper that protective 
service would be furnished, such service should’ have been 
furnished or the shipper ‘notified that it could not be fur- 
nished, if the carrier was to avoid liability for injury for which 
the carrier is liable. 

A carrier is not an insurer of the arrival of perishable 
freight in good condition, but is liable only for failure to use 
reasonable care, since such freight deteriorates from causes 
not within the carrier’s control. Penna. R. Co. vs. Walker, 128 
Atl. 45; Fean vs. Alabama Great Southern Ry. Co., 159 N. E. 
487; Tri-State Fruit Growers’ Association vs. St. Louis-S. F. 
Ry. Co., 264 S. W. 445. 

A common carrier is liable as insurer for all loss or damage 
to property delivered to it for transportation, except such as 
may be caused by an act of God, the public enemy, or public 
authority, the inherent nature of the goods, or interference of 
the owner. Mo. Pac. R. Co. vs. American Fruit Growers, Inc., 
260 S. W. 39; C. & O. Ry. Co. vs. W. C. Crenshaw & Co., 
138 S. E. 467; R. G. & E. P. Ry. Co. vs. T. A. Austin & Co., 
12 S. W. (2d) 1070. In order for the carrier to be released 
from liability as insurer, on the grounds that the damage was 
caused by the act of God, the public enemy, or public author- 
ity, inherent nature of the goods, or the interference of the 
owner, such causes must be proximate and exclusive. C. & O. 
Ry. Co. vs. Timberlake, Currie & Co., 137 S. E. 507; Southern 
Ry. Co. vs. Standard Growers’ Exchange, 130 S. E. 373. 


A carrier has the burden of showing that it was not re- 
sponsible for damages accruing to perishable goods delivered 
in good condition to the carrier by the consignor and received 
in bad condition by the consignee, in that the necessary pre- 
sumption is that there had been negligence on the part of the 
carrier. C. & O. Ry. Co. vs. W. C. Crenshaw & Co., 138 
S. E. 467; Dye Produce Co. vs. Davis, 204 N. W. 228; Mo. Pac. 
Co. vs. American Fruit Growers, Inc., 260 S. W. 39. 


A shipper suing for damages to perishable freight had the 
burden of proving the carrier’s negligence, but establishes a 
prima facie case thereof by evidence tending to show delivery 
to the carrier in good condition and delivery by the carrier 
to the consignee in bad condition. A. Rouw Co. vs. St. L.-S. F. 
Ry. Co., 290 S. W. 936; American Railway Express Co. vs. A. 
Rouw Co., 294 S. W. 461; Fean vs. Alabama Great Southern 
Ry. Co., 159 N. E. 487. 


Routing and Misrouting—Carrier Must Follow Shipper’s Routing 
Instructions 


Mississippi.—Question: Will you kindly quote me page 
and item number, if any, of the Interstate Commerce Act 
providing for the responsibility of railroad carriers to notify 
any shipper who presents a bill of lading with an incorrect 
route inserted, even though there is no rate shown therein? 

It is our opinion that in the above case the carrier should 
notify shipper that the cheapest through rate would not apply 
via the route requested in said bill of lading. 

Answer: Where a shipper gives direction with respect to 
the routing of his shipment, the carrier is bound by his in- 
structions, and must charge the rate applicable to the desig- 
nated routes, even though such rate is higher than over some 
other route, between the same points. Duluth Log Co. vs. 
Minnesota & I. Ry. Co., 15 I. C. C. 627; Struthers & Wells Co. 
vs. P. R. R., 14 I. C. C. 291. 

It is the duty of the initial carrier to obey the specific 
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instructions furnished by a shipper. When a shipper names the 
carriers that are to transport his shipment it must be presumed 
that he is relying upon his own investigation and that for some 
reason he considered it expedient that the shipment move via 
the route indicated by him. 

Under the decisions in the cases above cited, there is no 
obligation on the part of the carrier to advise a shipper that 
there is a route over which the rate is lower than that ap- 
plicable via the route shown by the shipper in the bill of lad- 
ing. There being no duty on the part of the carrier in this 
respect, reparation is not recoverable. 


Tariff Interpretation—Application of Rule 17 of 
Consolidated Classification 


lowa.—Question: We desire your opinion of the following: 

We receive shipments from Pittsburgh, Pennsylvania, 
consisting of an article known as steeltex, called “Lath.” This 
article is trade named several ways: viz., steeltex lath for 
floors, steeltex for stucco, and steeltex for plaster. It is manu- 
factured of wire and paper. It is welded wire mesh and plain 
and bituminized sheathing paper, the wire being the prime 
factor in the article. The floor lath has bituminized paper 
attached and the other has plain sheathing paper attached to 
the wire. 

It is billed out as “lathing, wire and paper combined” and 
shipped in rolls and cartons. 

The classification does not carry reinforcement wire mesh 
for concrete or plaster and paper (building) combined. 

The Official Classification Committee has ruled that this 
article is properly rated by Analogy Rule 17, of Consolidated 
Classification No. 14, using Item 7205 of Consolidated Classifi- 
cation No. 14, “lathing, bituminized or sanded paper metal 
reinforced in packages,” fifth class, carload minimum 36,000 
pounds. 

We would like to know if our interpretation of the com- 
modity and exception tariffs which carry iron and steel articles; 
namely, Central Freight Association Tariff No. 556-A, list 
articles of iron and steel manufacture in Central Freight Asso- 
ciation Exceptions No. 130, Item 6010, which lists carry rein- 
forcement, concrete or plaster; viz., wire mesh, bar mesh, 
or expanded metal and 10% accompanying accessories and Item 
6990 of Central Freight Association Exceptions No. 130, cover- 
ing paper (building) tariffs being governed by rule, conditions, 
and other requirements of the official classification, except as 
provided therein would cover this article. 

We contend that this article would be properly rated as 
“lathing, reinforcement for concrete or plaster, wire mesh and 
paper (building) combined” using Rule 18 of Consolidated 
Classification No. 14, combination articles, which, in this case, 
would be the reinforcement for concrete or plaster, wire mesh, 
which carries the higher rate and minimum weight according 
to Rule 18, of Consolidated Classification No. 14, which results 
in a lower rate than the classification by analogy applied by 
the Official Classification Committee. 

Can you concur and give us any decisions on this question? 

Answer: We are of opinion that the article you describe 
is not a combination article, but is an entity (see Weaver Pants 
Corporation vs. Alabama Great Southern R. R. Co., 223 I. C. C. 
966) and that the rating on “lathing, bituminized or sanded, 
paper metal reinforced” should be applied under the provi- 
sions of Rule 17, the analogous rating rule of the Consolidated 
Classification. This, notwithstanding the decision of the Com- 
mission in American Cotton Waste & Linter Exchange vs. 
Boston & M. R., 178 I. C. C. 275. 


MONEY FOR BARGES, ETC. 


On motion of Representative Woodrum, of Virginia, the 
House, June 9, instructed its conferees on the independent 
offices appropriation bill to insist on elimination of a Senate 
amendment making available not less than $20,000,000 of the 
appropriation for the Maritime Commission for the construc- 
tion of towboats and barges adapted for use in the transporta- 
tion of oil, gasoline, fuels, and other commodities over the in- 
land or coastal waters of the United States. 

Mr. Woodrum said the language was merely permissive and 
that it permitted the commission to do what it already had the 
authority to do. The question of whether such vessels should 
be built, he contended, was one for the Office of Defense Trans- 
portation to decide, as had been contended by Admiral Land. 

The amendment was defended by Chairman Bland, of the 
House committee on merchant marine and fisheries, who said 
he had no sympathy with the position taken by the Maritime 
Commission that it ought not to have to build the vessels. Rep- 
resentative Rich, of Pennsylvania, supported the position taken 
by Chairman Bland. 


TRAFFIC WORLD 








Foreign-F reight Forwarding 


Difficulties attending negotiations between the War Ship. 
ping Administration and foreign-freight forwarders with re. 
spect to handling of lend-lease shipments have been brough; 
to light with the issuance by the House merchant marine 
committee of a committee print of testimony heard by it iy 
executive session May 21, pursuant to H. Res. 281, authorizing 
investigation of the national defense program as related to the 
House merchant marine committee. 

Witnesses were Hector Harris Robson, W. S. A. director 
general of shipping, and M. L. Wilcox, W. S. A. director of 
operations. 

Chairman Bland said there had been considerable criti. 
cism “as to the delay in making arrangements, and possibl 
the failure to negotiate terms,” with respect to foreign-freigh 
forwarder operations. 

Mr. Robson said there had been delay, “due to the fact 
that we were obliged, before we could set up the organizations 
properly, to get money from lease-lend, and also to work within 
the rulings of the General Accounting Office and other govern. 
ment agencies on the financing of the operation and the routing 
of the cargo to the ports.”’ He said there had been delay, also, 
because of the question of compensation that the freight for. 
warders felt they should get. 

“The lend-lease people,” he said, “put in their ruling that 
any compensation paid by the administration to any private 
concerns or individuals for services in connection with such 
forwarding activities shall not exceed a reasonable compensa- 
tion for the services performed; a prudent business rate.” 

Mr. Wilcox told of the organization of freight forwarder 
groups at various ports and of the signing of a contract by 
W. S. A. and the Boston Foreign Freight Forwarders, Inc, 
on May 11. 

“At New York,” he said, “we are prepared to take over the 
management of the British Ministry of War Transport and for 
this purpose have appointed Mr. Frank Lester as manager, 
Forwarding, New York . . . Mr. Lester was vice-president of 
Caldwell & Co.... 

“After we have had sufficient experience with the manage- 
ment of the forwarding organization in New York we can give 
consideration to the possibility of having the forwarders 4 
some of the detail work under the supervision of the New York 
organization, but we are not prepared to make any definite 
commitment in this respect at this time.” 

A budget submitted by the Baltimore Foreign Forwarders 
Inc., said Mr. Wilcox, called for $12,918.80 a month for the 
handling of ten ships. He averred that a forwarding organiza- 
tion could be established with proper supervision and clerical 
help to handle ten ships at an overhead cost of not in excess 
of $4,000 to $5,000 a month. 

“We cannot conscientiously recommend the approval of 4 
budget of $12,918.80 for a forwarding organization where, in 
our judgment, the work can be done for $4,000 to $5,000,” he 
said. 

He spoke of a plan submitted by the New York forwari- 
ers. The cost of handling the freight on the basis of the goverr- 
ment taking over the British Ministry of War Transport organ- 
ization at New York was about 8 cents a ton, “and our expenses 
would be roughly the same—about 8 cents a ton,” he said. _ 

“The proposal that is made by the New York forwarders is 
25 cents a ton for the first 100 tons and 10 cents a ton after 
that, plus $3.50 per set of bills of lading,’ he stated. 

Asked whether the W. S. A. had offered the New York 
forwarders 8 cents a ton, Mr. Wilcox said it had not and that 
“we are not prepared to make them an offer of anything, even |! 
they agreed to do the work for nothing, at just this stage 0 
the game.” He said the W. S. A. believed the safest manner in 
which to proceed was to take over the management of the 
British Ministry of War Transport and “make that go.” 

The War Shipping Administration announced June 11 that 
a contract had been completed with the War Forwarding Co! 
poration for the handling of all lend-lease cargo arriving @ 
the port of New York on and after June 15. The stock of the 
corporation is pledged to the W. S. A. Frank Lester, of the 
forwarding firm of Caldwell & Co., is president; A. L. Peterson, 
of Simons & French, New York, is vice-president, and J. H 
Green, of the States Marine Corporation, is secretary-treas 
urer of the new corporation. 





CONCRETE SHIP CONSTRUCTION 

The Maritime Commission has awarded a contract to Mc: 
Closkey & Co., of Philadelphia, Pa., for construction of 24 
reinforced concrete cargo ships. It said the vessels would be 
constructed at a new shipyard, to be built at Tampa, Fa 

The ships would be 360 feet long, or 5,200 deadweight tons. 
single-screw and propelled by steam reciprocating engines 
somewhat smaller than those now installed in the vessels 0 
the Liberty fleet, said the commission. 
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Ship Subsidy Suspension 


The House merchant marine committee received testimony 
generally endorsing the considered legislation, as it conducted 
a hearing June 11 on H. R. 7105, providing for suspension in 
the period of the war of operating-differential subsidy agree- 
ments and of tax exemption provisions of the merchant marine 
act, 1936. 

Witnesses were: R. E. Anderson, director of finance, and 
F. B. Goertner, assistant general counsel, of the Maritime Com- 
mission; John J. Burns, counsel for the American Merchant 
Marine Institute; Stanley Surrey, assistant legislative counsel, 
Treasury Department; Hoyt S. Haddock, legal representative 
of the C. I. O. Maritime Committee, and Bon Geaslin, counsel 
for the Waterman Steamship Corporation. 

The Maritime Commission spokesmen submitted, for the 
record, a report on the bill by Admiral Land as a chairman 
of the commission. That report said, in part: 


The bill (H. R. 7105) would carve out the period of the war from 
the life of the subsidy contracts. The period of suspension of subsidy 
payments would correspond closely to the war period which began in 
December, 1941, and the period of suspension of the tax provisions 
would include the year 1941. 

Beginning in the year 1941, operating subsidies have generally been 
paid only on a greatly reduced basis covering in most cases only the 
item of wages. The virtual suspension of subsidies has been effected by 
the general requisition of all merchant vessels (including subsidized 
vessels) for use under direct government control. Notice of this general 
requisition was issued on April 19, 1942. Various legal problems have 
arisen because of the emergency and the war conditions affecting the 
services of operators under their contracts for maintaining subsidized 
services on essential trade routes. It appears highly desirable, and to 
some extent necessary, to authorize formal agreements for suspension 
of subsidies in order to preserve the validity and protect the just rights, 
private and governmental, under outstanding subsidy contracts, and in 
order to protect the operation of contract and statutory provisions re- 
lating to the recapture period and the economic life of the vessels. 
The formal suspension of subsidies would place subsidized operators on 
a uniform and certain basis and would protect government rights as 
well, instead of leaving the status of contracting operators uncertain 
and endangering the governmental interests. These matters . 
should be settled as soon as possible so that the important benefits 
and accomplishments under the merchant marine act, 1936, may be re- 
tained in the public interest. 


Mr. Geaslin contended that subsidized ship operators fared 
much better than the non-subsidized ship companies in the 
payment of federal government taxes out of earnings. Chair- 
man Bland made the comment that the desirable thing was to 
reach “the point where we can do without a subsidy.” At- 
tainment of that objective was doubtful, however, he said. He 
announced that parties interested in the proposed legislation 
would have until June 27 to file briefs with the committee. 


Manning the Merchant Marine 


The War Shipping Administration has announced estab- 
lishment of a recruitment and manning organization, designed 
to provide an uninterrupted flow of seamen for America’s 
steadily increasing merchant marine, and to cooperate with 
representatives of the United Nations in obtaining adequate 
personnel to man foreign ships. 

Rear Admiral Emory S. Land, War Shipping Administra- 
tor, named Marshall E. Dimock as director of the recruitment 
and manning organization. Mr. Dimock was formerly associate 
commissioner of immigration and naturalization, and Second 
Assistant Secretary of Labor. The new organization will op- 
erate under the general supervision of Captain Edward 
Macauley, assistant to the administrator and member of the 
Maritime Commission. 

“The principal responsibility of the new organization is 
to see that seamen and officers are available for American and 
fereign ships when and were needed,” Mr. Dimock said, add- 
ing: 

The recruitment and manning organization will first of all partici- 
pate in and coordinate all present efforts of both governmental and 
private agencies in the recruitment of personnel and manning vessels 
of the merchant marine. Existing programs of this sort will be supple- 
mented to meet heavy anticipated requirements. Steps will be taken 
to assure that adequate crews will be available at various ports of the 
United States in advance of scheduled sailings. 

_ The new organization will cooperate with other governmental agen- 
cles to prevent the recruitment of disloyal elements within the mer- 


chant marine, and it will act as advisor and consultant in matters of 
wages, hours and working conditions. 


Director Dimock said that the recruitment and manning 
organization weuld not duplicate or compete with existing 
agencies in the field. It will work through and encourage hir- 
Ing halls, perscnnel departments of shipping companies, and 
Seamen’s institutes and welfare organizations. 
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The organization has established a central control office in 
Washington, as well as field offices in the principal ports. 
Principal field offices of the recruitment and manning or- 
ganization wil! be located in New York, San Francisco and New 
Orleans. There also will be port representatives in Boston, 
Piiladelphia, Baltimore, Norfolk, Newport News, Charleston, 
Savannah, Tampa, Jacksonville, Mobile, Galveston, Los Angeles 
and Seattle. 

Assisting Mr. Dimock are Walter Thayer, deputy direc- 
tor, formerly of the lcase-lend general counsel office; James 
Grady, director of the domestic division, formerly director of 
training, department of agriculture; and Paul Blanchard, direc- 
tor of the foreign division, formerly commissioner of accounts, 
New York City, and executive director for the Society for the 
Prevention of Crime. 


River Barge Claim Bill Vetoed 


President Roosevelt has vetoed H. R. 4999, a bill confer- 
ring jurisdiction on the U. S. District Court for the District 
of Oregon to determine and render judgment for any losses 
suffered by the Columbia Boat and Barge System, Inc. 

In his veto message the President said the barge line 
claimed damages from the government on the ground that it 
had obtained assurances from federal officials that it would 
be feasible for it to engage in transportation to and from the 
upper Columbia River district, but that on April 11, 1933, a 
break occurred in the Dalles-Celilo Canal and navigation was 
not restored until November, 1934. 

“It is asserted by the claimant,” said the President, “that 
this circumstance prevented it from transporting wheat by 
barge from the upper part of the state of Washington. The 
claimant seems to contend that there were negligence and un- 
due delay on the part of the government in repairing the break 
in the canal, and asserts a claim against the government for 
moneys expended by it in preparing to operate, and for profits 
which it failed to make because of the closing of the canal.” 

The bill, continued the President, unlike other private 
jurisdictional bills, would not merely waive the immunity of 
the United States to suit and afford a judicial remedy on the 
same basis as though the United States were a private indi- 
vidual or corporation, but would go as far as establishing and 
assuming liability on the part of the government and remitting 
the matter to the Court of Claims merely for the purpose of 
computing the amount due. Continuing, the President said: 


The alleged losses said to have been sustained by the claimant were 
similar to those that might have been suffered by any member of the 
public who had expected and planned to use the canal for the purposes 
of navigation and found it impossible to do so because of the closure 
of the canal resulting from a break. Even if it were the fact that the 
government could have repaired the canal much sooner than it did, as 
is contended by the claimant, this fact is not sufficient to justify the 
payment of losses to a prospective user of the waterway. Were it to 
assume liability in this instance, the government might be confronted 
with other similar claims on the part of other prospective users of 
the canal, and might also be presented with claims on the part of other 
individuals who claim to have suffered by reason of delay of govern- 
mental action. The situation presented in claims of this type is entirely 
different from that involved in claims for personal injuries or property 
damage caused by the negligence of a government officer or employe 
under circumstances in which a private employer would be liable for 
the acts of his agents or employes. 

In view of the foregoing circumstances, I am constrained to reach 
the conclusion that the government should not assume the liability con- 
templated by this legislation. 





LEND-LEASE CARGO CONTRACT 


The War Shipping Administration has announced it has 
signed a contract with the Mobile Freight Brokers & For- 
warders, Inc., a newly formed company, of Mobile, Ala., to 
handle all lend-lease cargo arriving at Mobile, Ala., on and 
after June 8. This was the fourth contract to be negotiated un- 
der authority of the Bland freight forwarding bill, it said. 
Paul A. Boulo is president of the company. Also affiliated 
are N. D. Cunningham, of N. D. Cunningham & Co., J. Frank 
Jones, of Page & Jones, and A. F. Murray, of Richard Murray 
Co., all of Mobile. 


SOUTH JERSEY PORT COMMISSION REORGANIZED 


The South Jersey Port Commission has been reorganized 
under an act of the New Jersey legislature providing for an 
increase in membership from three to seven, one member to 
represent each of the seven tidewater counties included in the 
south Jersey port area. The three members of the old com- 
mission, Henry W. Peterson, W. G. Garlan and N. S. F. Rus- 
sell, were reappointed. New appointments include A. W. 
Dover, manager, Trenton Marine Terminal; J. R. Oliver, Mill- 
ville; A. P. Smith, Penns Grove, and R. T. Stevens, Cape May 
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City. The appointments are for terms of five years. The legis- 
lature appropriated $100,000 for the expenses of the commission. 

At the reorganization meeting, Mr. Peterson was elected 
chairman of the commission. Upton S. Jefferys was reap- 
pointed secretary; C. B. Allen, reappointed treasurer, and D. C. 
Nevins, appointed general manager. Mr. Nevins succeeds Alex- 
ander Crothers who was granted leave of absence to accept a 
commission as lieutenant colonel, transportation section, serv- 
ice of supplies, United States Army. 


EMERGENCY SHIPPING LAWS 
The House has completed congressional action on S. J. 
Res. 130, extending for the period of the war and for six months 
thereafter emergency shipping acts with expiration dates of 
June 30, 1942, and June 30, 1943. The resolution provides 
that the acts may be terminated by action of Congress or the 
President before the end of the war or six months thereafter. 


TANKER VOYAGE CHARTER 


Provision for a uniform tanker voyage charter party has 
been made by the War Shipping Administration in supplement 
No. 1 to general order No. 2 of that agency. 


MERCHANDISE FOR EXPORT 
The Bureau of Customs has issued amended regulations 
governing transportation of merchandise for export, in bond, 


and in transit, effective July 1. The regulations are in Treasury 
Decision No. 50648. 


MARINE WAR RISK INSURANCE 

President Roosevelt has signed H. J. Res. 314, appropriat- 
ing an additional $210,000,000 for the marine and war-risk in- 
surance fund (see Traffic World, May 30, p. 1430). 

The War Shipping Administration has issued bulletin No. 
C-4 covering war risk insurance rates on petroleum products 
in bulk to United States ports. The W. S. A. also has issued 
general bulletins Nos. 8 and 9 relating to war risk insurance. 





DISPOSITION OF PRIZES CAPTURED BY U. S. 


Chairman Summers, of the House judiciary committee, has 
introduced H. R. 7211, a bill to facilitate the disposition of 
prizes captured by the United States in the present war. 


LAKE-BUILT SHIPS AND WELLAND CANAL 


A “press release” issued by the Maritime Commission 
with respect to launching of lake-built coastal tankers (see 
Traffic World, June 6), stated that the vessels were 220 feet 
long and of 1,100 gross tons and that these dimensions per- 
mitted them to reach the ocean via the Welland Canal. In- 
quiry at the commission after this statement was questioned 
brought the statement that it was incorrect to indicate that 
the Welland Canal could not take vessels larger than the 
coastal tankers. The limiting factor was the capacity of other 
canals-in the St. Lawrence and not the Welland Canal so far 
as the tankers were concerned, it was stated by commission 
experts. 

It is pointed out that the Welland Canal can accommodate 
vessels 800 feet long, 80 feet wide and drawing 25 feet. There 
are six canals between Montreal and Lake Ontario: The Lachine, 
the Soulanges, the Cornwall, Farrans Point, Rapide Plat, and 
Galops. These canals were built to accommodate boats 255 
feet long, 42 feet beam and of 14 feet draft. A new lock at 
the Farrans Point Canal, however, it is pointed out, is 800 
feet long. 


MERCURY LIFT TRUCK BOOKLET 


Mercury Manufacturing Company, Chicago, has issued a 
new booklet describing its tractors, trailers and lift trucks 
for freight handling. The booklet describes the power truck 
skid method of freight handling and the efficiency, speed and 
economy resulting therefrom. It gives descriptions of, and 
specifications for three types of trucks manufactured by the 
company and contains diagrams showing minimum aisle inter- 
section dimensions required for the turning of each of the 
three types. 


MOTOR PASSENGER STATISTICS 


Class I intercity and local or suburban motor carriers of 
passengers reported a net operating revenue of $33,374,646 
for the 12 months ended with December 31, 1941, as compared 
with a net operating revenue of $18,900,695 for the 12 months 
ended with December 31, 1940. Their operating revenues 
totaled $194,111,810 and their expenses amounted to $160,737,164 
for the 1941 period as against $153,201,623 and $134,300,928, 
respectively, for the 1940 period. 


TRAFFIC WORLD 


Traffic Club Doings 





Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THe Trarric WoRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for i 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor Tue Trarric Wort. 


The Traffic Club of Pittsburgh, at its annual meeting 
June 8, elected the following officers: President, J. W. Munsell, 
general agent, Santa Fe Lines; first vice-president, T. A. Burtis, 
general agent, Chesapeake and Ohio-Pere Marquette Railways; 
second vice-president, J. F. Davis, traffic manager, Babcock 
and Wilcox Tube Company; third vice-president, E. J. Siemon, 
chief clerk, traffic department, Pittsburgh Steel Company; 
secretary, T. F. Schreiber, general agent, Seaboard Air Line 
Railway; treasurer, S. B. Duff, traffic department, United States 
Steel Corporation; governors, W. C. Sommers, assistant gen- 
eral freight agent, Pennsylvania Railroad; R. R. Williams, 
assistant general freight agent, Baltimore and Ohio; F. L. 
Foster, supe1intendent of freight transportation, Pittsburgh and 
Lake Erie Railroad; R. M. Paisley, vice-president, Pittsburgh 
and West Virginia Railway; R. E. Jones, traffic manager, 
H. J. Geinz Company. 





The Woman’s Traffic Club of Chicago, at its June meeting, 
reelected all of its officers except its corresponding secretary. 
To that office it elected Frances DeBus, Railway Express 
Agency. The reelected officers are: President, Helen Harris, 
Harris Forwarding Company; first vice-president, Emily 
Rowley, Benner Chemical Company; second vice-president, 
Elsie Kittle, Red River Lumber Company; recording secre- 
tary, Catherine Quinn, Keeshin Transcontinental Express; 
treasurer, Florence Yelton, Thoma’s Paper Stock Company. 





The Tuesday traffic forum of the Pacific Traffic Associa- 
tion of San Francisco will hold a business meeting June 16 to 
consider future activities. Proposals before the forum include 
abandonment of its activities, changes in the character of its 
luncheons, and continuance under the plans in operation over 
several years. 





The Fox River Valley Traffic Club will hold its annual 
golf outing at the Butte Des Morts Golf Club, Appleton, 
Wis., July 14. 





The Milwauxee Women’s Traffic Club held a_ business 
meeting June 8, followed by a cabaret party and entertainment. 





The Metropolitan Traffic Association of New York will 
hold its first annual golf outing at the Forest Hill Field Club, 
Bloomfield, N. J., June 25. Luncheon will be served and 
there will be entertainment. T. W. Gursky is chairman of the 
committee in charge. 





Keith Martin, director, Kansas City Art Institute, spoke on 
“Art and Transportation” at a meeting of the Junior Traffic 
Club of Kansas City June 11. The club will hold an overnight 
fishing outing and picnic at Lake Venita, Mo., June 20 and 21. 





The South Bend, Ind., Transportation Club has postponed 
its golf outing at Morris Park Country Club from June 18 to 
June 25, to avoid conflict with the golf outing of the La Porte, 
Ind., Traffic Club, set for June 18. 





The Milwaukee Traffic Club will hold the first of its sea- 
son’s golf outings at Merrill Hills Country Club, Waukesha, 
Wis., June 16. Its picnic will be held at Hasslingers’ Resort. 
Moose Lake, Wis., July 18, and its second golf outing at North 
Hills Country Club, August 18. 





The Women’s Traffic Club of Philadelphia held a dinner 
and business meeting at the Belgravia Hotel June 9. The club’s 
bowling league recently held a dinner, on the completion of 
its season, and elected Betty Stokes, president; Edith Ecker, 
secretary, and Marion Hansen, treasurer. The league expects 
to have eight teams next season. 


_The Central Ohio Traffic Club will hold its annual golf 
outing and dinner at the Westbrook Country Club, Mansfield, 
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June 18, 1942 


O., June 25. E. L. Morgan, Jr., traffic manager, Ohio Seamless 
Tube Company, Shelby, president of the club, will preside at 
the dinner, and R. A. Eldridge, traffic manager, Republic Steel 
Company, Cleveland, will be toastmaster. 


The Richmond, Va., Traffic Club held its annual spring 
ladies’ night dinner dance at the Hermitage Country Club 
June 12. 


The Fox Valley Traffic Club of Aurora, Ill., will hold its 
annual golf outing at the St. Andrews Golf Club, West Chi- 
cago, August 6. In the evening there will be a steak dinner 
and entertainment. 


Leone Thompson Clain, president of the Women’s Traffic 
Club of Tulsa, has appointed the following chairmen of stand- 
ing committees: Publicity, Mildred Kessler; reception, Lovie 
Bagnell; food, Iva Stofle; attendance, Mary Esther Miller; 
transportation, Gertrude Ware; entertainment, Marguerite 
Hefren; membership, Sylvia Harmony; program, Audrey An- 
drews; educational, Fern Pasley; finance, Mary Louise La- 
Turner; magazine, Elizabeth Garver; cheer, Calla Waldrep; 
blind aid, Leone Clain; telephone, Ruth Crankshaw. 





The Oakland, Cal., Traffic Club will hold an educational 
night meeting June 16. Ten members of the graduating class 
of the Merritt School of Traffic Management, sponsored by the 
club, will receive diplomas. Herbert R. Stolz, assistant super- 
intendent of the Oakland public schools, will speak on adult 
education. J. E. Day, traffic manager, California Corrugated 
Culvert Company, is chairman of the committee in charge of 
the meeting. 


Willard Stowell, new president of the Traffic Club of 
Minneapolis, is assistant traffic man- 
ager of the Minnesota and Ontario Pa- 
per Company. He has been with that 
company for 17 years. Before that, he 
had had other transportation experi- 
ence. Those elected to serve with him 
include: Vice-president, Flagler F. 
Flinchbaugh, director of traffic, Inter- 
national Milling Company; treasurer, 
H. F. Kinstler, commercial agent, Nor- 
folk and Western Railway; secretary, 
Spencer L. Parker, general agent, Chi- 
cago, Burlington and Quincy Railroad; 
members of the board of directors, 
W. G. Klein, Chicago, St. Paul, Minne- 
apolis and Omaha Railway; E. H. Mc- 
Govern, Gamble Skogmo, Inc.; H. L. 


Northfield, L. W. Northfield Company; C. J. Royce, Green Bay 
and Western Lines. 





The York, Pa., Traffic Club will hold its annual outing at 
Conewago Inn June 18. Luncheon and dinner will be served 
and there will be golf. 


The Traffic Club of Washington, D. C., will hold its an- 
nual spring golf outing at the Manor Country Club June 16. 
Dinner will be served. The affair is being arranged jointly by 
the club’s golf committee, S. E. Mullikin, chairman, and its 
entertainment committee, W. M. Hardt, chairman. 


The Bridgeport, Conn., Traffic Association will hold its 
annual outing at Eichner’s farm June 27. There will be a pro- 
gram of sports, including a soft-ball game between teams repre- 
Senting carriers and shippers. A buffet luncheon will be served. 


The Transportation Club of St. Paul will hold a golf tour- 
nament at Midland Golf Course June 16. Dinner will be 


served. George H. Nourse is chairman of the club’s golf 
committee. 


The Omaha Traffic Club will hold its annual picnic at 
Peony Park June 18. There will be athletic contests and danc- 
ing. Bill Tritz is general chairman of the picnic committees. 


_ The Traffic Club of Springfield, Mass., at a dinner follow- 
Ing a golf outing at the Mt. Tom Golf Club, Holyoke, Mass., 
June 9, installed the following new officers: President, James I. 

yle, vice-president, McCarthy Freight System; first vice- 
president, P. J. Hurley, traffic manager, Westinghouse Electric 
and Manufacturing Company; second vice-president, Charles G. 
Schlauch, general traffic manager, American Bosch Corpora- 
on; secretary-treasurer, R. D. Fuller, agent, New York Cen- 
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tral; members of the board of governors, R. E. Snider, traffic 
manager, Gilbert and Barket Manufacturing Company; Chester 
D. Smith, traffic manager, Eastern States Farmers’ Exchange; 
A. L. Converse, traffic manager, Moore Drop Forging Company. 


The Rock River Valley Traffic Club will hold a golf out- 
ing at Forest Hills Country Club, Rockford, Ill., June 25. Din- 
ner will be served and there will be entertainment. 


CHANGES IN DOCKET 


The Commission has canceled the hearings assigned for 
June 15 at Washington, D. C., and June 22, at Brooklyn, N. Y., 
before Examiner Kilroy, in I. and S. No. M-1964 and first sup- 
plement, Pick-up and Delivery Service in the East. The Middle 
Atlantic States Motor Carrier Conference, Inc., withdrew the 
schedules that were suspended and asked thai the hearings be 
canceled (see Traffic World, June 6, p. 1472). 

Hearing MC 103203, June 10, Indianapolis, Ind., canceled. 

Hearing MC 103509, June 8, Baltimore, postponed to June 13, Balti- 
more, Md., Appraiser’s Store Bldg., Examiner Brady. 

Hearing MC 28546, June 9, Chicago, postponed to date to be fixed. 

Hearing MC 103403, June 12, Roanoke, Va., canceled. 

Hearing MC 151 Sub. 3, June 9, Terre Haute, Ind., canceled. 

Hearing MC 46073 Sub. 2 and Sub. 5, June 15, Richmond, Va., can- 
ceied. 

Hearing MC 93224, June 16, Norfolk, Va., postponed to date to be 
fixed. 

Argument in MC F-954—Illinois Greyhound Lines, Inc., purchase, 
Southern Limited, Inc., and MC F-955—Greyhound Corporation, issuance 
of stock—was set for June 16 at Washington, D. C. 

Hearing MC 103096, June 13, St. Louis, Mo., postponed to August 
1, St. Louis, Mo., York Hotel, Examiner Frizzell. 

Hearing MC 103425, June 10, Indianapolis, Ind., cancelled. 





Digest of New Compiaints 





No. 28838, Midvale Co., Philadelphia, Pa., vs. Reading et al. 

Unreasonable rates and charges, scrap iron and steel, points in 
Connecticut, Massachusetts and New York to Philadelphia, Pa. 
Asks reasonable rates and reparation. (Abner Pollack and Leo 
Tessler, 1148 Manor Ave., New York, N. Y.) 

No. 28839, Diamond Fertilizer Co., Sandusky, O., et al. vs. A. C. & Y. 
et al. 

Rates and charges, muriate of potash, manure salts, and sulphate 
of potash, Carlsbad and Loving, N. M., to destinations in Indiana, 
Kentucky, Michigan and Ohio, in violation of sections 1 and 3, the 
undue preference alleged being for Wendover, Utah, and elsewhere. 
Ask a cease and desist order, rates and reparation. (Ferdinand 
Born, 706 Majestic Bldg., Indianapolis, Ind.) 

MC C-342 Sub. No. 1, Public Service Interstate Transportation Co., 
Newark, N. J., vs. Inter-City Transportation Co., Ine. 

Alleges the defendant’s unauthorized and unlawful service by 
motor bus to intermediate points lying between West Ridge, 
N. J., and New York, N. Y., results in destructive and prejudicial 
competition with the complainant. Asks for a cease and desist 
order. (Leland Taliaferro, General officer of complainant.) 


No. 28840, Colorado Fuel & Iron Corporation and Colorado & New 
Mexico Coal Operators Association, Denver, Colo., vs. A. & W. 
et al. 

Rates, coke, from Minnequa, Colo., to consuming points through- 
out the western part of the United States including Colo., Ia., 
Kan., Mo., Neb. and S. D. in violation of sections 1 and 3, the 
undue preference being for competitors. Ask new rates. (F. O. 
Sandstrom, 814 Boston Bldg., Denver, Colo.) 

No. 28841, A. E. Staley Manufacturing Co., Decatur, Ill., vs. Wabash 
et al. 

Alleges that a switching charge of $2.27 prior to March 28, 1938, 
and $2.50 a car thereafter, in addition to line-haul rates, for de- 
liveries at its plant violate sections 1, 2, 3, 4, 5 and 6 and that 
in the last four years they have caused damage to it of not less 
than $250,000. Asks reparation. (C. C. Le Forgee, Citizens Bank 
Bldg., Decatur, Ill., and John S. Burchmore, 2106 Field Bldg., 
Chicago, Ill.) (Litigation about these charges is in the courts (see 
Traffic World, June 6, p. 1457).) 


No. 28442, Dayton Union Railway Co. Tariff for Red Cap Service. 
Investigation instituted by the Commission, division 2, to ascer- 
tain why the Dayton Union Railway Co. has not published and 
filed with the Commission a tariff covering its charge for service 
rendered by red cap porters at its passenger station at Dayton, O. 
Dayton Union cited to show cause on or before July 1 why the 
Commission should not enter a formal order requiring the publica- 
tion and filing of a tariff covering its charge for the service. 
MC C-344, Anderson Motor Service Co. et al., St. Louis, Mo. vs. W. F. 
Leahey, dba Leahey Motor Service. 
Allege unlawful operations as a motor common carrier between 
St. Louis, Mo., and Alton, East Alton, Wood River and Roxana, 
Ill., in violation of sections 206(a) and 217(d) of the motor carrier 
act. Ask a cease and desist order. 





— 
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Docket of the Commission 





NOTE—items in the docket marked with an asterisk (*) have been 
added since the last issue of THs Trarric WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


June 15—Baltimore, Md.—Assn. of Commerce.—Examiner Brady: 
MC 1324 Sub. 2—Hicks Express, Inc., Newark, N. J. 


June 15—Boston, Mass.—Lenox Hotel—Examiner Weems: 
28804—Kulin Waste Co., Inc., vs. Boston & Albany et al. 

June 15—Brooklyn, N. Y.—St. George Hotel—Examiner Schubert: 
MC 102584—Burke Tank Service, Inc., Ridgewood, N. Y., certificate. 
MC 102818—A. Maiwald, Fairview, N. J., certificate. 

June 15—Columbus, O.—State Comm.—Jt. Bd. 57: 
MC C-327—Federal Glass Co. vs. Cleveland, Columbus and Cincin- 

nati Highway. Inc. 


June 15—Columbus, O.—State Comm.—Examiner Schutrumpf: 
MC 72221 Sub. 2—Lytle Transfer Line, Findlay, O., certificate to ex- 
tend operations. 


June 15—Detroit, Mich.—Hotel Ft. Shelby—Jt. Bd. 57 and 76: 
MC 50069 Sub. 7—Refiners Transport & Terminal Corp., 
Mich., certificate to extend operations, 
MC 87689 Sub. 1—Colville Cartage Co., 
certificate to extend operations. 


June 15—Houston, Tex.—Ben Milam Hotel—Examiner Walsh: 
Fourth section appl. 18014—L. & A. rates, gulf ports. 
Fourth section appis. 18339 and 18358—Port traffic Texas points and 
Sabine River ports. 


June 15—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 2226 Subs. 40 and 46—Red Arrow Freight Lines, Inc., Houston, 
Tex., certificate to extend operations, 


June 15—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 72: 

MC 2815 Subs. 7 and 8—Willett Co. of Ind., Inc., Chicago, IIl., cer- 
tificates to extend operations. 

June 15—Philadelphia, Pa.—Hotel Philadelphian—Examiner Garofalo: 
MC 103428—H. W. Andes, Birdsboro, Pa., certificate. 

June 15—Philadelphia, Pa.—Hotel Philadelphian—Jt. Bd. 65: 
MC 15003—H. J. Friedman, Philadelphia, Pa. 

June 15—San Francisco, Calif.—Hotel Empire—Examiner Way: 
W-757—American President Lines, Inc., common carrier application. 


June 15—Sioux Falls, S. D.—U. S. Court—Jt. Bds. 230 and 26: 
MC 2402 Sub. 3—Weiland Transfer, Canistota, S. D., certificate to 
extend operations. 
MC 102967—L. S. M. Nielson, Tyler, Minn., certificate. 


June 15—St. Louis, Mo.—York Hotel—Examiner Kilroy: 
MC 43246 Sub. 2—Buske Lines, Inc., Litchfield, Ill., permit to extend 
operations. 


June 15—Washington, D. C.—Argument: 
Finance 13494—Pittsburgh, Lisbon & Western abandonment. 
Finance 13495—Pittsburgh, Lisbon & Western Railroad Company note. 
Finance 13496—Pittsburgh, Lisbon & Western purchase, etc. 
June 15—Wichita Falls, Tex.—Memorial Auditorium—Examiner Lyle: 
Finance 13691—Application Wichita Valley; Wichita Falls & Okla- 
homa and Wichita Falls & Oklahoma of Okla. for abandonment 
of Waurika branch between Wichita Falls, Tex., and Waurika, Okla. 
Finance 13692—Application of Wichita Falls & Southern for abandon- 
ment of operation of Waurika branch. 
June 16—Brooklyn, N. Y.—St. George Hotel—Examiner Schubert: 
MC 18727 Sub. 1—Jones & Searing, Inc., New Rochelle, N. Y., cer- 
tificate to extend operations. 
MC 79007—American Motor Freight Lines, New York, N. Y. 


June 16—Cincinnati, O.—Gibson Hotel—Jt. Bd. 208: 

MC 51255 and Sub. 2 and MC 75531—In the matter of the holding by 
Haeckl’s Express, Inc., Hamilton, O., of a certificate under MC 
51255 Volume 1 and MC 51255 Sub. 2, and by Lenox Trucking, 
Inc., Hamilton, O., of a permit under MC 75531 Volume 1. 

June 16—Harlingen, Tex.—Madison Hotel—Examiner Walsh: 

1. & S. 5100—Express L. C. L. emergency charge. 

June 16—Detroit, Mich.—Hotel Ft. Shelby—Jt. Bd. 57 and 9: 

MC 13468 Sub. 1—A. Williams, Wauseon, O., certificate to extend 
operations, 

MC 50047 Sub. 6—Petroleum Transportation Corp. of Ind., Detroit, 
Mich., certificate to extend operations. 

June 16—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 

MC 30012 Sub. 22—T. S. C. Motor Freight Lines, Houston, Tex., cer- 
tificate or permit to extend operations. 

June 16—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 72 and Exam. Bryan: 

MC 74718 Sub. 3—Adkins Transfer Co., Indianapolis, Ind., certificate 
to extend operations. 

1. & S. M-2005—Feed, Richmond, Ind., to O. and Ky. points. 

June 16—Providence, R. 1.—Narragansett Hotel—Examiner Weems: 
28827—Rhode Island commutation fares. 
June 16—Salisbury, Md.—Federal Bldg.—Jt. Bd. 250 and 278: 

MC 64037 Sub. 2—G. W. Campbell, Keller, Va., certificate to extend 
operations. 

MC 102484 Sub. 2—Dick Turner’s Motor Express, Inc., Onancock, Va. 


Detroit, 
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June 16—San Francisco, Calif.—Empire Hotel—Examiner Way: 
W-325—E. K. Wood Lumber Co., contract carrier application. 


June 16—Sioux Falis, S. D.—U. S. Court—Jt. Bd. 147: 
MC 24105 Sub. 2—Gentry’s Truck Line, Lakefield, Minn., certificate 
to extend operations. 


June 16—St. Louis, Mo.—York Hotel—Jt. Bd. 135: 
MC 52385 Sub. 9—Kansas City-Illinois Express, Inc., 
Mo., certificate to extend operations. 


June 16—Washington, D. C.—Examiner Molster: 
Finance 13755—Application of Alton for authority to operate railroad 
and properties of Kansas City, St. Louis and Chicago R. R. 


June 17—Brooklyn, N. Y¥Y.—St. George Hotel—Examiner Schubert: 
MC 26280 Sub. 1—D. Scolaro and J. Scolaro, Brooklyn, N. Y., certifi- 
eate to extend operations. 
MC 54284 Sub. 1—H. Freese, New York, N Y., 
operations. 


June 17—Cincinnati, O.—Gibson Hotel—Jt. Bds. 37 and 60: 
MC 78632 Sub. 30—Hoover Motor Express Co., Inc., Nashville, Tenn., 
certificate to extend operations. 
MC 103429—C. J. Robson Transfer Co., Cincinnati, O., permit. 


June 17—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 2226 Subs. 43 and 44—Red Arrow Freight Lines, Inc., Houston, 
Tex., certificate to extend operations, 


June 17—Lansing, Mich.—Hotel Porter—Jt. Bd. 76: 
MC 69833 Sub. 1—Associated Truck Lines, Inc., Grand Rapids, Mich., 
certificate to extend operations. 
MC 69833 Sub. 2—Associated Truck Lines, Inc., Grand Rapids, Mich., 
certificate to extend operations. 


June 17—Philadelphia, Pa.—Philadelphia Hotel—Examiner Clifford: 
MC F-1846—The Middlesex Transportation Co., control, York-Buffalo 
Motor Express, Inc. 


June 17—Raleigh, N. C.—Sir Walter Hotel—Examiner McCaslin: 

MC 103466—Merchants Delivery Service, Durham, N. C., certificate. 
June 17—Salisbury, Md.—Federal Bldg.—Examiner Garofalo: 

MC 103286—B. Mason, Chestertown, Md., certificate. 

MC 103313—J. W. Walls, Marydel, Del., certificate. 


June 17—Sioux Falls, S. D.—U. S. Court—Examiner Carpenter: 
MC 51824 Sub. 1—Van Derhule Transfer & Storage Co., Yankton, 
S. D., certificate to extend operations. 
June 18—Brooklyn, N. Y.—St. George Hotel—Examiner Schubert: 
MC 31400 Sub. 4—Madison Transportation Co., Kearny, N. J., cer- 
tificate to extend operations. 


Kansas City, 


permit to extend 


June 18—Brooklyn, N. Y¥Y.—St. George Hotel—Examiner Weems: 
28826—Newsprint paper Oswego to Brooklyn, N. Y. 
Fourth Section Appl. 19782—Newsprint paper from Oswego, N. Y., 
to New York, N. Y. 


June 18—Cincinnati, O0.—Gibson Hotel—Jt. Bd. 37: 
MC 61004 Sub. 3—South Shore Bus Line Co., Portsmouth, O., cer- 
tificate to extend operations. 
MC 103385—J. Rittinger, Alexandria, Ky., permit. 


June 18—Dallas, Tex.—Baker Hotel—Jt. Bds. 16 and 32: 
MC 30165 Sub. 27—English Freight Co., Dallas, Tex., certificate to 
extend operations. 
MC 59468 Sub. 20—Red Ball Motor Freight Lines, Dallas, Tex., cer- 
tificate to extend operations. 


June 18—Lansing, Mich.—Hotel Porter—Jt. Bd. 73: 

MC 103510—Ransler Truck & Van Service, Kalamazoo, certificate. 
June 18—Philadelphia, Pa.—Philadelphian Hotel—Examiner Clifford: 
* MC F-1872—Modern Transfer Co., Inc., purchase, Lehigh Valley 

Transportation Co. 


June 18—Raleigh, N. C.—Sir Walter Hotel—Examiner McCaslin: 
MC 1938 Sub. 1—J. K. Pinnell, Warrenton, N. C., certificate to ex- 
tend operations. 
MC 7640 Sub. 3—Barnes Truck Line, Nashville, N. C., certificate to 
extend operations. 


June 18—Salisbury, Md.—Federal Bldg.—Examiner Garofalo: 
1. & S. M-1916—Building materials, Baltimore and Philadelphia to 
Salisbury, Md. 
June 18—St. Louis, Mo.—York Hotel—Jt. Bd. 135: 
MC 13853 Sub. 1—N. E. Rosenblum Truck Lines, Inc., St. Louis, Mo. 
June 19—Brooklyn, N. Y.—St. George Hotel—Examiner Schubert: 
MC 696 Sub. 1—Vanportation & Warehouse Corporation, Long Island 
City, N. Y., certificate to extend operations. 
MC 12040 Sub. 1—A. F. Reinert, New York, N. Y., license. 


June 19—Chicago, I!l.—Sherman “Hotel—Jt. Bd. 149, 21 and 72: 
MC 9285 Sub. 1-—Corey & Evans, Inc., Dekalb, IIl., certificate to ex 
tend operations. 
MC 28089 Sub. 1—J. E. Wood, Watseka, IIl., permit. 
June 19—Cincinnati, O.—Gibson Hotel—Examiner Schutrumpf: 
MC 43714 Sub. 1—‘‘Al’”” Naish Moving & Storage Co., Inc., Cincinnatl, 
O., certificate to extend operations. 
June 19—Joplin, Mo.—Federal Bldg.—Examiner Harrison: 
MC 350—Southwest Oil Co., Southwest City, Mo. 
June 19—Los Angeles, Calif.—New Rosslyn Hotel—Examiner Way: 
28777—Patten-Blinn Lumber Co. vs. T. B. & G. B. et al. 
June 19—Raleigh, N. C.—Sir Walter Hotel—Examiner McCaslin: 
* MC 31809 Sub. 5—Clay’s Transfer Co., Rocky Mount, N. C., 
cate to extend operations. 
June 19—Rapid City, S. D.—Alex Johnson Hotel—Examiner Carpenter: 
MC 103075—Rapid City Truck Lines, Rapid City, S. D., certificate. 


certifi- 


June 1 


A cle 
clearan 
loads o 
the rig 
forty Ww 
how w 
represe 
matters 

No ec 
—but a 
localitic 
of the 
made a 
packed 

Unel 
schedul 
heads 
moving 
drive, ¢ 
Is oper 
Each 0 
experie 
the ale: 
g00ds a 


RLD 


tificate 
| City, 


ailroad 


te 
certifi- 


extend 


Tenn., 


‘ouston, 


, Mich., 
, Mich., 
ord: 


-Buffalo 


ficate. 


fankton, 


ert: 
J., cer: 


ficate to 
‘ex., cer- 
>rtificate 
lifford: 

h Valley 


n: 
te to ex- 


ificate to 
elphia to 


ouls, Mo 


ert: 
ng Island 


B 


ate to ex: 


‘incinnatl, 


Way: 


in 


C., certifi- 


Sarpenter: 
certificate. 


Tune is, 1942 





I ? 


TEAMWORK PAY 


our aircraft det 
men of tivity more than a 


iles away: » fl 
lad and ship anti-aircraft posts, 


eptor airdromes, 
oo to the “alert.” Teamwor 


‘ ware 
will win the war: 


A clothing company, making a stock 
clearance, wanted to ship several car- 
loads of clothing, but could not locate 
the right type of packing case. Thirty or 
forty were needed right away. Knowing 
how well the Illinois Central freight 
representatives can expedite shipping 
matters, the manager asked our help. 

No cases were to be found in that city 
~but an appeal to our offices in nearby 
localities brought quick results. Cases 
of the required type were located and 
made available, and the shipment was 
packed and speeded on its way. 


Uncle Sam’s production quotas and 
schedules call for similar services — 
heads up and alert to keep the traffic 
moving. To help shippers in the Victory 
drive, the Illinois Central traffic force 
Is operating as a service department. 
Each office is a service station—with 
experienced personnel constantly “on 
the alert”—to help shippers move the 
goods as the nation needs them moved. 
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Well equipped to serve in these 
urgent days, Illinois Central men are 
helping solve the hundreds of new 
problems arising daily. At each “‘serv- 
ice station” office our entire experience 
and facilities are available, and all 
our offices work rapidly and effi- 
ciently together. 


In planning movements, figuring 
schedules, expediting routings—or on 
any shipping question—the Illinois 
Central is eager to help you. Just call 
the nearest Illinois Central man. Let us 


help you keep ’em rolling! Teamwork 


pays off ! 
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COLUMBUS 


BATON ROUGE Q 


The Iilinois Central operates over these routes, 
connects with more than 150 other American 


railroads. Maintains offices in 86 cities here 
and abroad, is manned by more than 30,000 
trained and experienced workers, equipped to 
serve shipper or traveler anywhere. 
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Personal Notes 





Fred M. Renshaw, for many years traffic commissioner of 
the Buffalo, N. Y., Chamber of Commerce, has been elevated 
to the position of manager of the chamber’s metropolitan de- 
velopment department. E. A. Momberger, formerly assistant 
to Mr. Renshaw, has been appointed manager of the chamber’s 
transportation department. 

Homer G. Legan, for 27 years with the Morton Salt Com- 
pany, Chicago, and for many of those years its general traffic 
manager, has been appointed general traffic manager of the 
defense plant division of the Columbia Steel Company, with 
headquarters at Chicago. 

John A. Clancey, general manager, Grand Trunk Western 
and president of the Detroit and Toledo Shore:Line, died at 
Detroit June 3. 

George L. Bryson has been appointed general eastern pas- 
senger agent, Canadian National Railways, at New York. 

W. G. Peoples has been appointed freight traffic manager 
for the Southern Pacific at New York. H. H. Gray has been 
appointed passenger traffic manager, also at New York. 

W. C. Sloan, assistant vice-president and general manager, 
western lines, Northern Pacific Railway, Seattle, Wash., died 
at San Bernardino, Cal., June 6. He had been with the North- 
ern Pacific since 1909. 

James A. Beahan, general traffic agent, New York, New 
Haven and New Hartford, received a diamond pin from Frank 
J. Wall, vice-president of the road, in ceremonies marking the 
completion of fifty years of service with the New Haven, at 
ceremonies in Boston June 8. 

The Pennsylvania Railroad has placed on all its dining car 
menus notices saying that coffee will be served only at break- 
fast; tea only at the evening meal; that sugar will be served 
only by the waiters and will be supplemented with saccarin 
tablets when requested. These measures, the menus explain, 
are necessary because, under rationing, the railroad is limited 
to 50 per cent of the sugar and tea used in the same period 
last year, and 75 per cent of the coffee, while, on the other 
hand, because of increased travel, more than twice as many 
passengers must be served. 

William B. Wheeler, passenger traffic manager, Grace Line, 
has retired after twelve years of service with that line. Be- 
fore becoming connected with it, he served for many years 
with the United Fruit Company and the Lehigh Valley, the 
Lackawanna and other railroads. 

F. R. Meade has been appointed assistant general freight 
agent for the Federal Barge Lines at New Orleans, La. 

The Wisconsin Export Club, Milwaukee, has elected the 
following officers: Chairman, R. T. Craig, Bucyrus-Erie Com- 
pany; secretary, R. E. Wemyss, Bucyrus-Erie Company; treas- 
urer, G. A. Driscoll, Allis-Chalmers Manufacturing Company; 
directors, T. D. Montgomery, Cutler-Hammer, Inc.; R. F. 
Herr, Harnishfeger Corporation; S. W. Johns, Chain Belt Com- 
pany; E. A. Travis, National Enameling and Stamping Com- 
pany; H. G. Stout, Chain Belt Company; W. O. Taylor, Allis- 
Chalmers Manufacturing Company. 

C. W. Ranking has been appointed commercial agent for 
the Charleston and Western Carolina Railway at Augusta, Ga. 

The Norfolk and Western Railway has announced the fol- 
lowing appointments: Henry Herrman, traveling freight agent, 
Columbia, S. C.; R. B. Torbett, commercial agent, Bristol, Va.; 
H. C. White, soliciting freight agent, Bristol, Va. 


The Illinois Central will honor 32 veterans, who have 
passed the fifty-year mark in their employment with the rail- 
road in the year just past, at a luncheon in Chicago, June 19. 
J. L. Beven, president, will present to each of the veterans a 
gold lifetime pass and read a citation containing the high 
points in his career. About 225 are expected to attend the 
luncheon, including members of the railroad’s board of direc- 
tors which will meet in Chicago on that day. 

R. B. Elliott has been appointed freight traffic agent for 
the Nashville, Chattanooga and St. Louis Railway at Miami, 
Fla. 

Charles L. Franklin has been appointed assistant to the 
chief operating officer of the Chicago, Rock Island and Pacific, 
at Chicago. B. F. Wells has been appointed to succeed him as 
superintendent at Rock Island, Il. 

Walter D. Tucker, traffic department, The Mead Corpora- 
tion, Dayton, O., secretary of the Miami Valley Traffic Club, 
has been commissioned first lieutenant in the United States 
Army Air Service Command. 

M. J. Woods has been appointed general agent, passenger 
department, Canadian National Railways, at Philadelphia, Pa. 


TRAFFIC WORLD 


W. H. Hopp and W. E. Rudolph have been appointed to similar 
posts at Kansas City, Mo., and St. Louis, Mo., respectively. 

Roy E. Leigh has been appointed geologist for the Chicago, 
Milwaukee, St. Paul and Pacific, at Spokane, Wash. 

The Foreign Commerce Club of New York will hold an 
outing at the New York Athletic Club, Travers Island, N. Y,, 
June 16. There will be a program of sports and a baseball] 
game between teams representing shippers and carriers. 

Frederick W. Bickmann, retired, office manager for the 
United States Shipping Board in the first World War, and later 
a ae - shipping builder, died at his home in Huntington, 
L. L, June 8. 


ee See 


June 19—Scranton, Pa.—Casey Hotel—Examiner Clifford: 
MC F-1840—Atlas Freight Lines, purchase, Louis Mancini. 


June 19—Salisbury, Md.—Federal Bldg.—Examiner Garofalo: 
1. & S. M-1998—Canned goods, etc., Eastern points to Salisbury, Md, 
1. & S. M-1949—G. Clarence Reihm—between Md. and Del. points, 


June 19—Springfield, Mass.—Federal Bldg.—Examiner Dahan: 
* |, & S. M-2028—Tanks, Holyoke, Mass., to Quonset Point, R. I. 


June 19—St. Louls, Mo.—York Hotel—Jt. Bd. 135: and 160: 
MC 96483—Von Der Ahe Moving Co., St. Louis, Mo., certificate. 
MC 103474—G. V. Troup, Sandborn, Ind., certificate. 
MC 59734—Ohley Transfer Co., Alton, Ill. 


June 20—Brooklyn, N. Y.—St. George Hotel—Examiner Schubert: 
MC 78330—J. Gemind, New York, N. Y. 
MC 92959—L. Jagel, Brooklyn, N. Y. 
MC 103487—Louis Jagel and Son, Brooklyn, N. Y., permit. 


June 20—Brooklyn, N. Y.—Hotel St. George—Examiner Weems: 
W-720—Neptune Line, Inc., common carrier application. 
W-721—Gallagher Bros. Sand and Gravel Corp., contract carrier ap- 

plication. 


June 20—Chicago, IIl.—Sherman Hotel—Jt. Bd. 149: 
MC 71134 Sub. 2—Royal Transit, Inc., Milwaukee, Wis., certificate to 
extend operations. 
June 20—Cincinnati, O0.—Gibson Hotel—Examiner Schutrumpf: 
1. & S. M-1990—Oleomargarine, canned goods to or from Cincinnati 
and Ga. points. 


June 20—Houston, Tex.—Ben Milam Hotel—Examiner Walsh: 

Ex Parte 72 Sub. 1—In the matter of regulations coneerning the class 
of employes and subordinate officials that are to be included within 
the term ‘‘Employe’’ under the Railway Labor Act—General Yard- 
master Port Terminal Railroad Association of Houston, 


June 20—Springfield, Mass.—Federal Bldg.—Jt. Bd. 231: 
MC 49259 Sub. 4—C. W. Ward, Shelburne Falls, Mass., certificate to 
extend operations. 


June 22—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 170: 
MC 100290 Sub. 1—B & B Trucking Co., Follett, Tex., certificate to 
extend operations. 
June 22—Brooklyn, N. Y.—St. George Hotel—Examiner Schubert: 
1. & S. M-1965—Sugar syrup, Edgewater, N. J., to N. Y. points. 
MC 102609—Regal Trucking Co., Inc., New York, N. Y. 
June 22—Brooklyn, N. Y.—Hotel St. George—Examiner Weems: 
27002—John Nix & Co. et al. vs: Railway Express Agency, Inc., et al. 
June 22—Brooklyn, N. Y.—St. George Hotel—Examiner Clifford: 
* MC F-1818—National Transportation Co., purchase, G. B. Basehore 
et al. : 
June 22—Chicago, I!l.—Sherman Hotel—Jt. Bd. 21: 
MC 42487 Sub. 67—Consolidated Freightways, Inc., Portland, Ore., 
certificate to extend operations. 


June 22—Cleveland, O.—Hotel Cleveland—Jt. Bd. 117: 
MC 47538 and MC 11315—W. A. Givens, Akron, O., certificate or 
permit. 
Mc 52844—Akron, Cleveland, Dover and Mansfield Express, Akron, 0O., 
certificate. 


June 22—Cleveland, O.—Hotel Cleveland—Examiner Schutrumpf: 
* 1, & S. M-2023—Wool and materials between Galion, O., and Phila- 
delphia. 
* MC C-343—Wool between Cleveland and Philadelphia. 
June 22—Memphis, Tenn.—Hotel Peabody—Examiner Angle: 
28553—National Cotton Seed Products Association, Inc., vs. A. B. & 
C. et al. : 


June 22—Minneapolis, Minn.—Hotel Nicollet—Examiner Carpenter: 
MC 63899, MC 63900 and Sub. 1—In the matter of holding by Erwin 
E. Falbe, dba Cornell Transfer, Cornell, Wis., of a permit in MC 
63899 and of a certificate in MC 63900 and Sub. 1 in accordance 
with the provisions of section 210 of the interstate commerce act. 
June 22—Montpelier, Vt.—U. S. Court—Exam. Dahan and Jt. Bd. 132: 
MC 83690 Sub. 1—Brattleboro Parcel Express, Brattleboro, Vt., ce! 
tificate to extend operations. 
MC 103545—J. Q. Willson, Lunenburg, Vt., certificate. 


June 22—Raleigh, N. C.—Sir Walter Hotel—Examiner McCaslin: 
MC 103198—McCotter Trucking Co., Washington, N. C., permit. 


June 22—Salt Lake City, Utah—Utah Hotel—Examiner Way: 
1. & S. 5100—Express L. C. L. emergency charge. 
June 22—St. Louis, Mo.—York Hotel—Jt. Bd. 135: 
MC 52827—Lueking Transfer Co., Inc., St. Louis, Mo., certificate. 
MC 52854—Weber Drayage & Warehouse Co., St. Louis, Mo., certif- 
cate or permit to extend operations. 
June 22—Washington, D. C.—Examiner Crane: 
MC 80504—Shein’s Express, Inc., Trenton, N. J. 
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SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 





Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 





2. Advance Notice of Rate Proposals 





Due to the wide circulation of THE TRAFFIC 
BYLLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 





Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 
Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 





5. Other Essential Rate Information 





Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 


TRAFFIC WORLD 


June 22—Washington, D. C.—Argument: 

* Finance 13509—Erie abandonment. 

June 23—Brooklyn, N. Y.—St. George Hotel—Examiner Schubert: 
MC 96427—Gustave Sobo, Newark, N. J. 


MC 73935—Hoffman’s Express, West Long Branch, N. J., certificate 
or permit. 


June 23—Brooklyn, N. Y.—Hotel St. George—Examiner Weems: 
28820—Potash Co. of America vs. A. & R. et al. 
June 23—Brooklyn, N. Y.—St. George Hotel—Examiner Clifford: 


* MC F-1832—Lancaster & New York Motor Freight Service, Inc. 
lease, Laura Scheck. 


June 23—Chicago, IIl.—Sherman Hotel—Jt. Bd. 21: 
MC 102805 Sub. 1—Crous Cartage, Chicago, Ill., certificate to extend 
operations. 


June 23—Cleveland, O.—Hotel Cleveland—Examiner Schutrumpf: 
MC 86069 Sub. 2—D. W. Rhinemiller, Cleveland, O., permit to extend 
operations. 


June 23—Concord, N. H.—Public Service Comm.—Examiner Dahan and 
Jt. Bd. 189: 

MC 33573 Sub. 1—Sydney Transportation Co., Claremont, N. H. 

June 23—Concord, N. H.—State Com.—Examiner Dahan and Jt. Bd. 70: 

MC 72139—A. C. Barwood, Hanover, N. H. 

June 23—Dallas, Tex.—Baker Hotel—Commissioner Patterson: 

* 28000 Sub. 82, 83 and 84—Application of T. & N. O. for approval of 
proposed modification of systems or devices under section 25 (b) 
of interstate commerce act. 

* 28000 Sub. 85 and 86—Application of M.-K.-T. of Texas for approval 
of proposed modification of systems or devices under section 25 
(b) of interstate commerce act. 

* 28000 Sub. 87—Application of Houston Belt & Terminal for approval 
of proposed modification of systems or devices under section 25 
(b) of interstate commerce act. 

June 23—Kansas City, Mo.—Pickwick Hotel—Examiner Harrison: 

MC 40029 Sub. 1 and 2—Lawrence Elliott Truck Transportation, Jeffer- 
son City, Mo. 

June 23—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 230: 

MC 47644 Sub. 7—Northern Transportation Co., St. Paul, Minn., cer- 
tificate to extend operations. 

June 23—Washington, D. C.—Examiner Brinkley: 

Finance 10714—Alabama, Tennessee and Northern reorganization. 

June 23—Winston-Salem, N. C.—Federal Bldg.—Examiner McCaslin: 

MC C-339—Tobacco products, N. C., to Pa. 
1. & S. M-1995—Cigarettes and tobacco between N. C. points and 
Philadelphia. 

June 24—Brooklyn, N. Y.—St. George Hotel—Examiner Schubert: 

MC 75579—Allied Pittsburgh Warehouse & Van Co., New York, N. Y. 

June 24—Brooklyn, N. Y.—Hotel St. George—Examiner Weems: 

28809—W eber-Bunke-Lance Coal Co. et al. vs. Central of N. J. et al 

June 24—Brooklyn, N. Y.—St. George Hotel—Examiner Clifford: 

* MC F-1847—Lincoln Transit Co., Inc., purchase, Atlantic Coast Lines, 
Inc. 

June 24—Chicago, IIIl.—Sherman Hotel—Jt. Bd. 73, 21 and Ex. Ormond: 

MC 29761 Sub. 1—Steel Motor Service, Inc., Chicago, Ill., certificate 
to extend operations. 

MC 96099—Acme Cartage & Transfer Co., Chicago, IIl., certificate. 

MC 30990 Sub. 2—Roberts Cartage Co., Chicago, IIl., certificate to 
extend operations. 

June 24—Cleveland, O.—Hotel Cleveland—Jt. Bd. 27: 

MC 77921 Sub. 1—R. O. Stine, Cleveland, O., certificate. 


MC 89765 Sub. 1—Phelps Coal Co., Erie, Pa., permit to extend opera- 
tions. 


June 24—Concord, N. H.—Public Service Comm.—Examiner Dahan and 
Jt. Bd. 114: 
MC 71171. Sub. 1—E. U. Bloom, Lee, N. H., certificate to extend 
operations. 
MC 103478—Farmington Motor Car Co., Farmington, N. H., certificate. 
June 24—Greensboro, N. C.—U. S. Court—Ex. McCaslin and Jt. Bd. 7: 
MC 59583 Sub. 4—Mason & Dixon Lines, Inc. 
MC 90822 Sub. 1—W. A. Fishel, Winston-Salem, N. C. 
June 24—Greensboro, N. C.—U. S. Court—Examiner McCaslin: 
* 1. & S. M-2029—Cotton piece goods, N. C. and S. C. points to Chi- 
cago. 
June 24—Kansas City, Wo.—Hotel Pickwick—Examiner Harrison: 
MC 35334 Sub. 22—Cooper-Jarrett, Inc., Kansas City, Mo., certificate 
to extend operations. 
June 24—Lincoln, Neb.—State Comm.—Examiner Kilroy: 
MC 7077 Sub. 1—L. I. Newman, Hastings, Neb., permit to extend 
operations. 
MC 103345—Freel Produce, Wymore, Neb., certificate. 
1. & S. M-2008—Salt, Lyons, Kan., to Minn., Mo., N. D. and S. D 
June 24—Minneapolis, Minn.—Hotel Nicollet—Jt. Bds. 145, 26 and 23 
MC 102807 Sub. 1—Porter Truck Service, Porter, Minn., certificate 
to extend operations. 
* MC 39113—Central Warehouse Co., St. Paul, Minn., certificate 0 
permit. 
June 24—Washington, D. C.—Examiner Glover: 
Fourth section ap. 19476—Lumber from Va. to Mich. and Wis. 


June 25—Brooklyn, N. Y.—Hotel St. George—Examiner Schubert: 


MC 56559—South Hudon County Boulevard Bus Owners, Jersey City. 
es 


MC 96389—H. Feingold, New York, N. Y., certificate. 


June 25—Brooklyn, N. Y.—Hotel St. George—Examiner Weems: 
28773 and Subs. 1 and 2—Ballantine Produce, Inc., vs. B. & O. et @! 
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June 25—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 196: 
MC 45656 Sub. 1—Anderson Truck Line, Lenoir, N. C. 


June 25—Cleveland, O.—Hotel Cleveland—Jt. Bd. 117: 
MC 9045 Sub. 2—Geneva Transfer Co., Geneva, O., certificate to ex- 
tend operations. 
MC 39957 Sub. 3—Norithern Trails, Inc., New York, N. Y., certificate 
to extend operations. 


June 25—Concord, N. H.—Public Service Comm.—Examiner Dahan: 
MC 2892 Sub. 2—R. C. Ames, Pike, N. H., certificate to extend opera- 
tions. 


June 25—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 179: 
MC 84511—Commercial Freight Lines, Inc., Des Moines, Ia., certifi- 
cate to extend operations. 
MC 17316—A. Lewis, Kansas City, Mo. 


June 25—Lincoln, Neb.—State Comm.—Jt. Bd. 19 and 140: 
MC 23864 Sub. 1—Red Cloud Transfer Co., Red Cloud. Neb., certifi- 
cate to extend operations. 
MC 103410—O. K. Richardson, Lewiston, Neb., certificate. 
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GATEWAY TO VICTORY 
“When Peace Is Made the World Will Trade” 
Buy United States War Bonds and Stamps 


We invite your routing of cargo via— 


THE PORT OF LOS ANGELES 
189 City Hall M. G. Rouse, Secretary 








TRAFFIC WORLD 


June 25—Minneapolis, Minn.—Hotel Nicolet—Jt. Bd. 26: 
MC 101346 Sub. 1—F. Bakeberg, Ortonville, Minn., certificate to ex. 
tend operations. 
June 25—New Haven, Conn.—U. S. Court—Examiner Clifford: 
* MC F-1849—Connecticut Motor Lines, Inc., purchase, Intra-State 
Transfer Corp. 


* MC F-1090—McFarland & Stample Trucking Co., purchase, George 
H. Carpenter. 


June 25—Springfield, 111|.—Hotel Abraham Lincoln—Jt, Bd. 135: 
MC 52867 Sub. 1—A. Hagemeier, Nokomis, IIll., certificate to extend 
operations. 


MC 103476—Venable Oil Co., Carterville, Ill., permit. 
June 25—Washington, D. C.—Examiner Gray: 
W-19—Fall River Navigation Co., permit. 


W-14—Atwacoal Transportation Co., exemption section 303(e) and 
permit. 


June 26—Concord, N. H.—Public Service Comm.—Examiner Dahan: 
MC 48388—J. E. Faltin Motor Transportation, Manchester, N. H. 
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S.Wabash Ave. Bih & Kentucky Sts, 
Chicago MOTOR EXPRESS Louisville, Ky. 
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CHICAGO ATLANTA,GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all points » Kentucky, Tennessee, North Carelina, South Carolina and Georgia 
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